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TRAFFIC WORLD POLICIES 

Two policies of the Traffic World have lately caused 
its motives to be questioned by persons who do not agree 
with it. One is its position that the railroads ought to 
have fourth section relief in rates to the Pacific coast in 
order to enable them to compete with the intercoastal 
boats, and the other is that the government ought not 
to be in the transportation business, with special refer- 
ence to the Mississippi and Warrior rivers barge line 
service. Senator Gooding, who is the author of a bill 
for rigid application of the fourth section, in the interest 
of the intermountain country, referred to us as a “rail- 
toad magazine” in the hearings on his bill, and Charles 
F. Rippin, of St. Louis, who favors the operation of the 
government barge line, made some nasty insinuations as 
tothe interests behind the Traffic World, in his testimony 
before the House interstate and foreign commerce com- 
mittee. 

There is room for argument on both these questions, 
pethaps, but there ought to be no room for false state- 
ments and suspicions as to the motives of those who are 
in opposition to the plans of proponents of these measures 
and policies. We submit, also, that we are more likely 
to be right than Mr. Rippin and Senator Gooding on the 
particular matters in question, because we look at them 
from an entirely disinterested point of view, whereas 
Senator Gooding is the representative of interests that 
hope to profit by the measure he has introduced, and Mr. 
Rippin, or the people he represents, profit by the barge 
line, the operation of which he supports. Those are per- 
fectly natural motives. If we were in their position, 
(oubtless, we should think as they do—though we hope 
We should be more decent in our methods—but the point 
8 that we are not in their position nor in any other 
Position that prevents our looking at these questions 
“tictly on their merits. The effort to discredit us by 
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calling us a “railroad magazine” and by insinuations as 
to “interests” behind us is merely an attempt to ascribe 
a motive that would weaken our arguments, just as the 
arguments of Senator Gooding and Mr. Rippin are 
weakened by the knowledge of their motives and in- 
terests. 

We have no fear that our readers will be misled, but 
it is not so easy to get our position and its justification 
before the general public that reads these unfair charges 
in the newspapers and in the records of Congressional 
committee proceedings. We have done what we can, 
however, to make the record complete and we give our 
readers the benefit of it. 

Under date of March 7, the editor of The Traffic 
World wrote to Mr. Rippin, of St. Louis, as follows: 


I have before me a transcript of_your testimony before the 
House Interstate Committee on the waterway bill, March 1. 
I had thought that our relations were such, and that you were 
a gentleman of such honor as to make impossible such an 
inference as you left in the record. Questioned as to the 
policies of The Traffic World, and in what interests it is pub- 
lished, you said you had heard some rumors about it but you 
did not know and would rather not say, thus clearly leaving 
the inference that you at least suspected that we are not what 
we claim to be—that is, an absolutely independent publication 
uncontrolled by interests identified with either the railroads or 
shippers. I cannot say in a letter with propriety just what I 
would say to you, and will say to you when I see you, face to 
face. You may not know, and probably do not, the details of 
The Traffic World’s ownership, but there is certainly nothing 
to justify your conveying the impression that we have ulterior 
motives to serve. The most that you with honor could say 
would be that you know nothing about the ownership of the 
publication, though it is published twice a year. 

I am not concerned just now with the opinions you ex- 
pressed and the inference you left as to the traffic clubs of the 
country and their control by railroad interests. You ought to 
know what these clubs are. They are purely social clubs com- 
posed of both railroad and industrial traffic men, but they have 
lately been doing in a more unified way what they have always 
done, more or less, in a scattered way—they have participated 
somewhat in national policies with a view to influencing legis- 
lation for the public good. Your statement that they are com- 
monly dominated by railroad influence is untrue. In most of 
the clubs of which I have knowledge the shippers are in the 
majority. The whole effect of your testimony is to discredit 


in a nasty, underhand way those who may not agree with you 
as to certain policies. 


To this letter no reply has been received. 

Under date of March 6 we wrote to Mr. Winslow, 
chairman of the House committee on interstate and 
foreign commerce, sending him a copy of our letter to 
Mr. Rippin and asking him to publish it in the proceed- 
ings of his committee in connection with Mr. Rippin’s 
testimony. Mr. Winslow replied as follows: 

Your note on the 7th of March has come to me today, 


likewise the enclosed copy of your spirited and interesting 
letter to Mr. Chas. Rippin, etc. 


It happens that the hearings on the waterways project have 
been closed, and therefore it is not possible to include your 
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letter to Mr. Rippin, as you have requested, in view of the fact 
that no reservation was made in behalf of you, or any article 
from you. 


To this we replied, March 12, as follows: 


We have your letter of March 10 in which you say it will 
be impossible to publish in the proceedings of your committee 
our letter to Mr. Charles Rippin of St. Louis. You say this is 
because the hearings on the waterway bill have been closed, 
put you do not say that the report of the proceedings has been 
printed. If the proceedings had not been printed at the time 
of the receipt of our letter it would seem to us not only possible 
put quite proper that our letter or something else from us 
should be published. It is not fair that the statements of an 
evil-tongued witness brought out by the questions of a Congress- 
man with a desire to present a perverted view of the situation 
should be allowed to stand in your proceedings unchallenged. 
Of course, there was no reservation made by you for a state- 
ment from us for the obvious reason that we could make no 
statement or foresee the necessity of making one until we saw 
Mr. Rippin’s testimony. We do not feel that we have been 
fairly treated by you. 


The editor of The Traffic World also wrote, under 
date of March 10, to Congressman Huddleston, of Ala- 
bama, under whose questioning Mr. Rippin made his 
objectionable remarks, as follows: 


I have before me the transcript of testimony in the hearing, 
March 1, before the House committee on interstate and foreign 
commerce when Charles F. Rippin, of St. Louis, was a witness. 
I am sending you under separate cover a copy of The Traffic 
World of March 8 in which, on page 601, you will find that 
testimony reported and, on page 585, an editorial reference 
thereto. I am writing this letter to correct some impressions 
that seem to be i your mind and that were, no doubt, deepened 
by Mr. Rippin’s insinuations and false statements. 


The Traffic World is an independent publication as between 
the carrier and the shipper, as in all other matters. It is, we 
know, being criticized in some quarters as being “pro railroad” 
because it advocates a constructive policy toward the railroads. 
Its idea is that the railroads must be allowed to prosper if the 
country is to have the kind of transportation service business 
requires. This criticism comes from narrow-minded persons 
like Mr. Rippin, who cannot see the greater good but are blinded 
by the lesser interest. His idea, by the way, is not the idea of 
the National Industrial Traffic League, of which he is now 
president, and with which we usually find ourselves in agree- 
ment. That is, as you know, the national organization of 
shippers, and its policies are always broad and sensible. 


It is a strange coincidence in connection with Mr. Rippin’s 
insinuations, that only recently we have asked the Saturday 
Evening Post for a correction of a statement made therein by 
former Senator Beveridge, who, in an article on transportation, 
referred to The Traffic World as the organ of the National 
Industrial Traffic League. We are nobody’s organ and Mr. 
Rippin knows it. He simply tries to discredit us because we 
do not agree with him as to the barge line proposition. 

_ Our position with respect to the barge line is that, though 
shippers are not to be blamed for taking advantage of the lower 
tates offered by the barge line, government participation in the 
transportation business, in general, is not wise, and in this 
particular case offers unfair competition to the railroads. We 
may be wrong, but we have a right to our ideas without being 
accused of sailing under false colors. 

_ Mr. Rippin had no right to suppose that I was speaking in 
Birmingham for the Associated Traffic Clubs of America, in 
which I am a director. I was speaking for myself. I have no 
tight to speak for the association nor to say what it is for or 
against, except as to matters in which it has declared itself. 
It has taken no position as to the barge line. 


Mr. Rippin conveyed a false impression as to the personnel 
of the traffic clubs and their object. I know much more about 
them than he does. I believe he is not even a member of one. 

hey are, as he said, organized for social purposes, but they 
have always, in a more or less scattered way, attempted to 
influence legislation by adopting resolutions on matters that 
aroused their individual interest. Lately, through the organiza- 
tion of a national association, they have been attempting to 
erform this function in a more united and effective way. 
They remain primarily social in character, but they are attempt- 
P. to do a public service by presenting, when they can get 
ogether, the united view of industrial and railroad traffic men 
°n transportation questions of national public interest. 
ter clubs are not “dominated” by the railroads. My 
dare is that most of them contain a majority of shipper 
. a ee in their memberships. This is true in St. Louis, 
It is ab r. Rippin lives, and it is true in Chicago, where I live. 
S absurd to say, even if this were not true, that the kind of 
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shippers who belong to the traffic clubs would allow themselves 
to be “dominated” by the railroads. 

We are living in a time, I believe, when thoughtful shippers 
and railroad men have come to see that their problem is common 
—that there is nothing to be gained by attacking each other in 
the old way, but that their difficulties are to be solved in the 
realization that the shippers must have service and that they 
can obtain it only if the railroads be allowed to earn adequate 
rates. That is all there is to the policy of The Traffic World 
and to the condition that led to the formation of The Associated 
Traffic Clubs of America. Mr. Rippin is simply a remnant of 
the old kind of narrow-minded shipper, and many of his asso- 
ciates in the National Industrial Traffic League will tell you the 
same thing if you ask them privately. 

The president of the Associated Traffic Clubs of America, 
by the way, is a shipper, Mr. W. J. L. Banham, traffic director 
of the Otis Elevator Company, New York. It was he who 
organized it. It is a delegate body, each of the forty-four clubs 
now belonging to it being entitled to send two delegates and 
two alternates and being entitled to two votes. Its action 
on any subject must be ratified by a majority of the member 
clubs before becoming effective. You and others interested in 
learning the transportation thought of those who know will 
do well to watch its work. 


W. J. L. Banham, general traffic manager of the 
Otis Elevator Company, and president of The Associ- 
ated Traffic Clubs of America, under date of March 12, 
wrote the following letter to Mr. Rippin: 


I have before me copy of your testimony printed in the 
Traffic World, this week’s issue. 


I wish to advise from my very intimate knowledge of the 
traffic clubs of the country the statement made by you that 
“the traffic clubs and the Associated Traffic Clubs of America 
are dominated by the railroads” is both an unfair and incorrect 
statement. 


Under date of March 5 we wrote as follows to Chair- 
man Smith, of the Senate interstate commerce commit- 
tee, but have received no reply: 

We write concerning the remarks of Senator Gooding, in 
the course of the hearings by your committee on the Gooding 


fourth section bill, with reference to The Traffic World—“I see 


it is a railroad magazine, largely supported by advertisements 
from railroads.” 


If Senator Gooding looked he would see, not that The 
Traffic World is a railroad magazine, but that it purports to be 
and is a national journal of transportation news, independent 
as between carrier and shipper, and devoted primarily to serving 
the traffic men of both the railroads and the industries. The 
majority of our subscribers are shippers and the railroads ad- 
vertise in our columns in order to reach these shippers. They 
do not so advertise in the magazine that is recognized as the 
railroad organ. Senator Gooding’s statement as to what he 
saw was untrue and the inference as to the motive for the 
editorial he was pcre | was unfair. 

i 


We ask that you publish in the record of your committee’s 
proceedings either this letter or the editorial in The Traffic 
World of March 1, 1924, “Gooding Bill Hearings,” a copy of 
which we enclose. 

We have no secrets as to our policies or our reasons 
for them. We attempt to be fair in spirit and sound in 
principle, and there is no reason why we should not be. 
We do not care whether a policy of ours is favorable to 
the carrier or the shipper if we believe we are right. In 
general, we are for a constructive policy toward the 
carriers, not for their own sake, but for the business in- 
terests of the country. Specifically, we are against the 
government barge line, as operated, because we do not 
believe in government participation in business, and be- 
cause we do not believe the government barge line is fair 
competition; we are against Senator Gooding’s bill be- 
cause we believe the railroads ought to be allowed to 
compete with the boats for transcontinental business, if 
they can do so at a profit and if they can do so without 
injuring others. The intermountain country suffers the 
same injury, as we sce it, from water-compelled rates, 
whether the boats or the rails carry the traffic to the 
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coast. We grant the right of others to disagree with us 
and we do not think they are necessarily horse thieves 
if they do so. 


COMPETITIVE BIDS FOR BONDS 
The Trafic World Washington Bureau 


Competitive bidding for railroad securities, the Commis- 
sion believes, under certain conditions, is desirable and within 
the scope of the jurisdiction conferred upon it by section 20a, 
the securities section, of the interstate commerce law. In a 
formal opinion on the application of the Chicago Union Station 
Company, it has approved the sale of $850,000 first mortgage 
4.5 per cent bonds series A, “upon condition that said $850,000 
of such bonds are sold to the highest bidder, after public adver- 
tisement for competitive bids.’ The Commission said that 
it knew of no good reason why the union station company, 
in selling its securities, should deal with a single financial 
house, 


The conditional approval of authority to sell the first mort- 
gage bonds mentioned was given in connection with an unqual- 
ified approval under which the station company will issue and 
sell $7,000,000 of its first mortgage bonds, series B, at a price 
to net it 94.75 per cent. They are to bear 5 per cent interest. 
They have been underwritten and offered to the public subject 
to the approval of the Commission. 


No arrangement for the sale of the series A bonds, the 
Commission said, had been made, but it said the station com- 
pany desired authority to sell them at not less than 86.5 
per cent of par and _ accrued interest. 


In its report the Commission called attention to the fact that 
it held a public hearing, October 26, 1922, at which it asked 
railroad men, bankers and others who might be interested 
to discuss, among other things, whether it was within the 
province of the Commission, in its administration of section 
20a, to require competitive bidding in the sale of securities, 
and whether competitive bidding should be required; also, 
if competitive bidding was required, to what class or classes 
or securities should it be applicable, and what regulations or 
conditions should be prescribed relating to such sales. After set- 
ting forth the fact about the hearing and the questions set 
for discussion there, the Commission said: 


These questions were the outcome of our experience in con- 
sidering requests for authority to issue securities. We had found 
that carriers rarely, if ever, advertise for competitive bids when 
marketing new securities, and that they seldom approach or consult 
more than a single financial house. As a general rule each railroad 
company has a firm of bankers upon which it depends regularly and 
uniformly for financial advice, and in issuing securities it deals with 
no other. The two concerns which do most of this railroad financing 
are J. P. Morgan & Company and Kuhn, Loeb & Company. 

At the hearing above mentioned, this practice of dealing with a 
single financial house was vigorously supported by representatives 
of both the bankers and the railroad companies. Summarizing the 
view, it was argued that railroad securities are quite different from 
securities, such as State and municipal bonds, which are sold on 
competitive bids. ‘There are innumerable and wide variations in 
the kind and quality of railroad securities, dependent upon the earning 
power of the particular company, the relation between its stock and 
funded debt, the character of its outstanding mortgages, and similar 
factors. Expert advice in marketing such securities, resting upon 
intimate knowledge of the railroad’s financial structure and of the 
likes and dislikes of investors is said to be necessary. The credit 
of a railroad is dependent upon the success with which it meets in 
selling its securities. Failure may work irreparable injury to credit, 
and in this respect a contrast is drawn between a railroad company 
and a State or a municipality. The continual fluctuations in market 
conditions often make time a most important element in the sale 
of ‘securities. Competitive bidding is a process which consumes 
time, involving delay which may, under certain conditions, prove 
hazardous, 

Stress was laid upon the fact that it is necessary to distribute 
securities much more widely than was once the case. Sales to 
investors in large blocks are said to be rare and instead railroads secur- 
ities are now sold in small lots to small investors scattered all over 
the country. The experience and organization which a large banking 
house, favorably known to investors, provides is deemed necessary 
to such distribution. To guard against speculative attacks, it is 
said to be important that the announcement that securities have 
been underwritten should be made public simultaneously with the 
announcement of the proposed issue. This would be impossible if 
competitive bids were procured. Moreover carriers deem it an ad- 
vantage, in times of financial stress or dullness, to have the advice 
and support of a strong banking concern with intimate knowledge of 
their affairs. an advantage which can only be gained by regular bank- 
ing connections. 

These and other reasons were offered in support of present 
nractice and in opposition to any requirement of competitive bidding. 
Nor was there open advocacy of competitive bidding at the public 
hearing upon the part of any one. The hearing was held at u 
time when the roads were recovering from a period of traffic de- 
pression and when more than normal uncertainty surrounded the 
marketing of their securities. Conditions were not favorable for 
exveriments. We thought it unwise then to attempt to require 
any plan of competitive bidding, and felt that the public interest 
could be sufficiently protected for the time being by fixing, in our 
orders approving security issues. minimum prices consistent with 
market conditions below which the securites should not be sold. 

he subiect was not dismissed, however. from further con- 
sideration. While the. arguments advanced in favor of present prac- 
tice have force as applied to carriers of more or less uncertain finan- 
cial status, they have less force in the case of carriers of assured 
earning power and favorable financial tructure. In this instance 
applicant is a terminal company owning lands in the heart of 
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Chicago and controlled jointly by four large railroad companies 
which propose to guarantee its first-mortgage bonds. In the case ot 
such a company marketing such bonds, the arguments advanced 
against competitive bidding have little weight. e know of no 
good reason why applicant in selling its securities, should deal with 
a single financial house. 

In view of the fact that the applicant prior to our decision herein 
has sold, subject to our approval, $7,000,000 of the series B bonds 
ata ge which we believe not to be unreasonable, and which bonds 
have in turn been offered by the bankers to the public at a reasonable 
price, we will not in this case compel the applicant to secure 
competitive bids for that block of bonds. Our authority, however, re- 
specting the sale of the $850,000 of series A bonds will be on condition 
that they be sold to the highest bidder after public advertisement 
for competitive bids. 


We find that the proposed issue and sale td Kuhn, Loeb & 
Company of bonds by the Station Company and the proposed assump- 
tion of obligation and liability as guarantors in respect of the series 
B bonds by the proprietary companies as aforesaid (a) are for lawful 
objects within their respective corporate purposes, and compatible 
with the public interest, which are necesSary and appropriate for 
and _ consistent with the proper performance by them of service 
to the public as common carriers, and which will not impair their 
ability to perform that service, and (b) are reasonably necessary 
and appropriate for such purposes, upon condition that said $850,000 
of such bonds are sold to the highest bidder after public advertisement 
for competitive bids. 

The bonds in question are to be sold to raise money needed 
in connection with the construction of the Union passenger 
station in Chicago. They are guaranteed by the Burlington, 
Milwaukee, Panhandle and Pennsylvania. The $850,000 of series 
A bonds have been in the treasury of the company for some 
time. They were first used as collateral for a promissory note 
which has been retired. 


LIVE STOCK COMPLAINT 


The Trafic World Washington Bureau 


The American National Live Stock Association and fifteen 
other live stock and wool growers’ associations have filed a com- 
plaint (No. 15686) against the Santa Fe and other carriers, asking 
the Commission to re-establish the basis of rates in effect on 
live stock in the western district and to the markets at Chicago 
that existed after General Order No. 28 took effect, and that 
special charges in connections with the transportation of live 
stock be abolished. As a reason for the requests made, the 
complainants refer to the burdens on the live stock industry and 
aver that the railroads can afford to carry live stock on the basis 
of the rates as made by General Order No. 28. 


TRAFFIC GAIN EXPECTED 


The Trafic World New York Bureau 


An increase of 10 to 15 per cent in goods transported the 
first six months of 1924, as compared with 1923, is expected in 
the Middle Atlantic States, according to W. J. L. Banham, gen- 
eral chairman of the Middle Atlantic States Regional Advisory 
Board. Mr. Banham, who is general traffic manager of the Otis 
Elevator Company, made his estimate after a survey of the 
advance reports which the 46 commodity committees submitted 
Thursday at the meeting of the board in Philadelphia. 

More than 250 of the largest shippers in the middle Atlantic 
states attended the meeting. Included in the district are New 
York, eastern Pennsylvania, New Jersey, Delaware and Mary- 
land. Representatives of fifteen railroads also attended. 

The docket called for action on a plan designed to determine 
what each market in the eastern states could absorb in the line 
of perishable goods. This will enable the railways to handle 
perishables without waste and with greater speed. The present 
closed car conditions throughout the country and the outlook for 
the future were also analyzed and the adequacy of transportation 
and service conditions generally were reported on by committees 
covering every industry in the eastern states. 








PETITIONS FOR REHEARING, ETC. 


The respondents in No. 12402, Hanford Produce Company 
vs. Director-General, and Amer. Ry. Express Co., have requested 
the Commission to grant a further hearing therein. 

The complainants in No. 12624, O-So-Ezy Products Company 
et al. vs. Director-General et al., have requested the Commis- 
sion to grant a rehearing therein, particularly in connection with 
the issue of reparation. 

The Director-General of Railroads has asked for further con- 
sideration of No. 13601, Pacific Mills, Ltd., vs. Director-General, 
on the ground that the record does not warrant the Commission’s 
findings. 

The complainant in No. 13689, R. L. Muse Lumber Company 
vs. St. L-S. F. Ry., has asked the Commission to grant a re 
hearing in this proceeding. | 

- The defendants in No. 13754, El Paso Bitulithic Company 
vs. El Paso & Southwestern R. R. et al., have asked the Com- 
mission for a rehearing therein. 





CHANGE IN DOCKET 


Hearing in No. 15361, Intermont Coal & Iron Corporation VS. 
Southern Ry. Co., assigned for March 10 at Washington, D. C., 
before Examiner Wagner, was postponed to a date to be here- 
after fixed. 
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Current Topics 
in Washington 


Secrecy in Governmental Affairs.—It may be too early for 
those who admire the work of the Commission to chuckle, but 
at this writing it seems certain that it will be about the only 
agency of the government that will not attract the cold, fishy 
eye of the Congressional investigator. The every-day talk in 
Washington is that there will be a great scandal when the in- 
come tax bureau is overhauled. Secretary Mellon is an ex- 
tremely rich man. The kind of man the people have been send- 
ing to Congress since they abandoned the convention—a vital 
part, many believe, of the representative form of government— 
finds great political profit in attacking a man who has made a 
great success of his life. The income tax bureau way of doing 
things lends itself to the suggestion that there is something 
rotten in Denmark. It is so unlike the way of doing public 
pusiness that distinguishes the Commission from other branches 
of the government that a mere recital of the facts can be made 
in such way as to show something bad. For instance, there 
is a statute of limitations govering the examination of income 
returns by the government. Just before the statute attaches 
the government asks the taxpayer to waive that statute of limi- 
tations. He refuses. Then what happens? The government 
keeps the matter alive by assessing the taxpayer any sum, as 
unpaid taxes, that the man in charge sees fit to write into the 
notice. It is just as easy to write a million as ten dollars. 
It is the common understanding that “million” has been written 
more often than “ten.” When the taxpayer proves that he has 
not failed to pay what he owes, the assessment is abated, fre- 
quently in whole and frequently in part. When the “investiga- 
tion” is begun by some high and honorable man, such as La 
Follette, every such case will be a fine morsel for the inflaming 
of voters who believe it possible to “soak the rich” without 
damage to themselves. It will be in vain for anyone to under- 
take to explain that the assessment was made as a matter of 
form so as to keep the government’s right to examine the return 
alive until the clerks could get around to it. It will be vain 
because ninety-nine per cent of the people of the country have 
never had any experience of that kind with the tax collector. 
Millions of those who pay income taxes have never had any 
experience that will enable them to check up on the “revela- 
tions” of the demagogues and Pharisees, One of the gossip 
items is that every one of the dozens of companies in which 
Secretary Mellon was a director before he went into the cabinet 
will be brought on the carpet and the fact will be brought out, 
if it is a fact, that assessments have been abated. The impil- 
cation will be that there should have been no abatement and 
that it was made for no reason other than that it was a Mellon 
company. Even if the Mellon companies are not caught in that 
class, other big companies will be and the primary aim—to sug- 
gest that Secretary Mellon has been favoring the rich—will be 
attained. If the treasury handled. tax cases as the Commission 
handles its cases, there could be no such implication. When the 
Commission feels constrained to look into something, it initiates 
a proceeding. It rings the town bell and commands everybody 
to come in and have his say. The notice does not always get 
to all those who might be affected, but notice of the bell ringing 
ls tacked up in the anterooom of the secretary’s office so that 
when anybody raises a question, the notice can be produced. 
A case of that kind, exactly in point, was furnished by Governor 
Nestos and the riot he tried to create about lignite rates. It will 
be remembered that he sent a long message to the White House. 
Then came a war correspondent from the northwest scattering 
inflammatory press agent stuff. Senator Shipstead came charg- 
ing down to the office of the Commission. All they did did not 
create a three day sensation. Why? Simply because, when 
Shipstead got into action, the first thing he bumped into was 
the fact that the rates had been suspended several days before 
he got himself aroused. He was invited to inspect the file 
on the subject with a view to adding to it whatever he might 
know, if anything. The Commission never tries to indicate to 
newspaper correspondents whether anything it makes public 
(which is about everything that comes to it) is important or 
not. They have access to whatever there is and they have 
to exercise their own judgment. They cannot make a scandal 
out of anything of that kind. 





What Is Really in a Name?—It may not mean anything— 
wr then, again, it may mean much—that in the Bureau of the 
eet part of the treasury building there is a sign reading 
* ag of Division of Estimates. Mr. McLeod. Mr. Kearful.” 
— is little profit in speculating from what part of thrifty 
o and Mr. McLeod came. The fact that Caledonia is the 
ite Spot on earth where McLeod is indigenous is sufficient to 

observers to explain why there are so many wails from 
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those who seek money for taking the census of the up-doodle 
bugs after they have passed through the Bureau of the Budget. 
Mr. Kearful also suggests thoughts. There is a part of the 
earth where they prefer a K to a C every day in the year. Mr. 
Kearful’s ancestors may have come from that part of the world 
around which Charlemagne used to chase his Saxon subjects 
because of the troubles they started while he and his Franks 
had their backs turned toward the Italian part of the revived 
Roman empire which would not behave as the barbarous con- 
querors thought it should behave. The thrifty Scots of the low- 
lands lived alongside the old kingdom of Northumbria where 
modern English sprouted from the Saxon tongue Charlemagne’s 
troublesome subjects used in telling him what they thought of 
him. There was a good deal of thrift on both side of the line 
that divided Northumbria from Scotland. It would not surprise 
anyone who had any idea as to the thrift of the peoples on the 
two sides of that boundary to discover that Messrs, McLeod 
and Kearful were lineal descendants of the most renowned of 
the thrifty in those parts of the British isles. Nor would it be 
surprising to find that Mr. Kearful was one of the Saxons, like 
the late Senator Beck, of Kentucky, whose people have lived 
lived so long in Scotland and Ireland that they think of them- 
selves as of Scotch-Irish ancestry. 





A Sad, Sad World.—The world is certainly awry, if not 
wholly upset. The Federal Trade Commission has had to tell 
the folks under the great white dome that it is so busy with 
other and prior ordered inquiries that it has no time for under- 
taking an inquiry into the iniquities of the flour and baking 
industries, A direction from Congress requiring the making of 
an inquiry usually suggests to the ordinary man that the thing 
to be inquired into is prosperous because it has been bad or, 
because it has become prosperous, it has become swinish and 
demands everything. The day the trade body said it was so 
busy that it could not investigate, the National Millers’ Federa- 
tion, in a brief in the pending western grain case, told the Com- 
mission that the flour milling industry was at a low ebb, but 
that putting the rates on wheat and flour on a parity would 
revive it. In view of that declaration, it will have to be in- 
ferred that only the bakers have been bad and worthy of in- 
vestigation. In view of the crowded condition of the Trade 
Commission’s docket it may be necessary for Congress itself to 
undertake the investigation of the miller and the baker. There 
are still a few members of that body whose waking hours are 
not spent in investigating something. 





McAdoo’s Dollar Friends.—Almost on the heels of William 
Gibbs McAdoo’s announcement that he had resigned the $50,000 
a year retaining fee that had been paid to him for a year or 
two by Edward L. Doheny, the oil magnate, some of the former 
Director-General’s “talky” friends organized the “League of 
People’s McAdoo Clubs” to solicit contributions of one dollar, 
and no more, from the millions supposed to believe that Mr. 
McAdoo alone could save the country. Henry T. Hunt, former 
member of the Railroad Labor Board, is president; W. Jett 
Lauck, one of the talkiest of the talky ones, is alternate presi- 
dent; and James J. Forrester is general chairman of the organ- 
ization and finance committee. In their annoucement they said 
Mr. McAdoo knew what they were about and approved the 
plan, which includes the enlistment of a million citizens in ten 
thousand clubs to back the McAdoo candidacy. They said their 
scheme was separate from the official McAdoo committee, headed 
by David Ladd Rockwell. Their organization, they said, was 
to appeal to the “common people” for dollar bill contributions 
to finance the fight to demonstrate to the Democratic National 
Convention that the people of this country want William G. 
McAdoo. Some of those who do not ascribe wonderful qualifi- 
cations to Mr. McAdoo, either as an operator of railroads or as 
a statesman, had to laugh at the nearness of the appeal for 
dollar bill contributions to the dropping of the Doheny retainer. 
That retainer was perfectly legal and not subject to any ques- 
tioning, unless it be assumed that selling of influence is to be 
inferred when a former cabinet officer accepts $50,000 a year for 
employment that still gives him plenty of leisure for political 
fortune building. 





Leading the Horse to Water.—It is said to be common hu- 
man experience that it is easy to lead a horse to water, but 
hard to make him drink, if his inclination is not to. Attorney- 
General Daugherty appears to have had some experience with 
the consent decree requiring the big meat packers to get out 
of the business of canning fruits and vegetables and operating 
stock yards. Responding to a Senate resolution of inquiry, he 
said that, according to his view, the “big five” packers had 
lived up to the spirit of that decree, the validity of which is 
a thing many men would not admit. Speaking of the stock yards 
which the packers are required to sell, the Attorney-General said 
he believed it had been demonstrated that the producers (of 
live stock) could not, or would not, buy them. In other words, 
while the government, in that consent decree, had. solemnly 
announced that it would be in the public interest if the sellers 
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of live stock owned and operated the stock yards, the producers 
could not, or would not, see the matter that way. Daugherty 
said he agreed with his predecessor, the man in President Wil- 
son’s cabinet, that the decree was valid, but had to admit that 
neither he nor the trustees appointed by the court had been 
able to find people to buy the properties of the packers, which, 
in the wisdom of lawyers, including lawyers hired by the pack- 
ers, should be owned by parties other than those who had fur- 
nished the money to establish them. Daugherty said that all 
but one of the big five had quit distributing the goods which 
the decree said they might not distribute. The one that has 
not quit has a stock of about $3,000,000 which it is trying to 
sell. The Attorney-General did not say a word about any bene- 
fits the public had derived from the winning, by the government, 
of the anti-trust suits against the packers which resulted in the 
consent decree. As a politician, it is believed, he would have 
gloated if he had been able to point to one cent of benefit the 
taxpayer derived from the decree requiring the packers to get 
out of the so-called unrelated lines of business and stick to the 
butchering of animals and the sale of the products and by- 
products thereof. In other words, this is another case in which, 
seemingly, hundreds of thousands of tax money was spent with- 
out a penny of benefit to those who furnished the dollars. 





Dumping of Coal.—Men in charge of coal dumping machinery 
of the railroads are having a little friendly dispute as to which 
railroad holds the record for the fast unloading of coal. It was 
precipitated by a remark of a magazine to the effect that the 
Norfolk & Western, at Lambert’s Point, the last day of last year, 
achieved a world record by dumping one car every 1.6 minutes 
in a twenty-four-hour period. Now come the Baltimore & Ohio 
men in charge of its export coal pier at Curtis Bay, Baltimore, 
to say that they achieved a better record than that in 1920— 
October 25, to be exact. On that day, in twenty-two hours, they 
dumped 1,082 cars, or one every 1.22 minutes. However, so as 
to make the two records comparable, the Baltimore & Ohio men 
divided their achievement by twenty-four hours and claimed the 
record on a showing that they dumped a car ever 1.34 minutes. 
They suggested that the Norfolk & Western men would still 
claim the record because the cars they dumped contained more 
tons of coal than the Baltimore & Ohio cars. But they said 
that that point, if made, would not be of much value, because 
the Baltimore & Ohio dumps were prepared to dispose of cars 
holding 100 tons, if equipment of that size had been run up 
their incline. The Great Lakes docks used to be fast on that 
kind of work. They have not yet been heard on the question 
as to where the record is held. A. E. H. 


STATE VS. INTERSTATE RATES. 


The Trafic World Washington Bureau 


In a petition for reconsideration in No. 12203, Dewey Port- 
land Cement Company vs. Director-General et al., Karl Knox 
Gartner has directed the Commission’s attention to a situation 
in which it has approved rates on slack coal for hauls within 
Oklahoma higher than rates prescribed by it for hauls from 
Kansas mines to Dewey. Mr. Gartner said that the Commission 
evidently was not aware of a conflict between its own decision, 
73 I. C. C. 419 and a decision by the Oklahoma Corporation Com- 
mission. He said the Commission was particularly interested, 
as the federal rate regulating body was interested in according 
the proper comity to state regulating bodies in matters involving 
purely intrastate rates. 

“This Commission, therefore, will undoubtedly want to ex- 
amine into this conflict,” said Gartner. Throughout his petition, 
Mr. Gartner proceeded upon the assumption that by no process 
of reasoning could it be suspected that the federal body would 
consciously remain in conflict with the state commission. 

The complaint in the case for which reconsideration was 
asked attacked the rates on slack coal from Dawson, Broken Ar- 
row, Dewar and Henryetta, Okla., to Dewey, Okla., applicable in 
the period of federal control. It was filed February 7, 1921. A 
complaint filed August 7, 1920, with the Oklahoma Commission 
attacked the identical rates applicable after federal control and 
from September 1, 1920. The basis of relief sought in each 
case, Gartner said, was the level of interstate rates contem- 
poraneously applying for similar distances from mines in south- 
eastern Kansas to Dewey. The Oklahoma commission, Novem- 
ber 24, 1920, found unreasonable the intrastate rates to the ex- 
tent they exceeded the interstate rates from West Mineral and 
Arcadia, Kan., to Dewey. 

Gartner called attention to paragraph 3 of Section 13 of the 
interstate commerce act which, he said, directed that when there 
should be brought in issue any rate made by authority of any 
state or initiated by the President in the period of federal con- 
trol, the Commission should cause the state interested to be 
notified. He said it did not appear from the Commission’s opin- 
ion that such notice was given the Oklahoma authorities. He 
said the paragraph also provided for co-operation between the 
Commission and state commissions in just such cases as this. 
He said all of this, of course, was well known to the Commission 
and was only referred to in order to emphasize the fact that 
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there had been no consideration by the Commission in this case 
of the previous action of the Oklahoma commission nor of the 
subsequent action of the state regulating body and no co-opera. 
tion such as the Commission was usually very careful to indulge 
in in such cases. The omission in this case, of the usual con. 
sideration of state action, he suggested, would of itself seem to 
be sufficient ground for reopening this case and entering upon a 
reconsideration of the situation. 

Under the laws of Oklahoma, Mr. Gartner said, appeal was 
taken from the decision of the Oklahoma commission to the sy. 
preme court of Oklahoma, which affirmed the decision of the 
corporation commission. The supreme court in passing on the 
question said that it was clear from the evidence that the rates 
charged from the mines in Oklahoma were far in excess of the 
rates allowed the railway companies for like hauls by the Inter. 
state Commerce Commission and that the interstate rates ex. 
ceeded the rates allowed in Kansas for similar service. Gartner 
said the Commission did not indicate in its opinion that it knew 
about the decision of the Oklahoma supreme court and therefore 
it was presumed that no notice was taken thereof by the Con. 
mission when considering these identical rates. The Oklahoma 
commission, he said, granted reparation amounting to $9,427, 
the difference between the intrastate rates and rates made on the 
basis of an interstate scale prescribed by the Commission for 
hauls in that part of the country in Coal Rates to Dewey, Okla, 
80 I. C. C. 115, a circumstance of which no notice at all was 
taken, Gartner said, in the Commission’s decision in the instant 
case. 


BRIEFS IN GRAIN CASE 


The Trafic World Washington Bureay 


Hastern railroads, in a brief in No. 15263, in rerates and 
charges on grain and grain products, declare that a 10 per 
cent reduction would cost them $1,000,000 on ex lake grain for 
export only, without doing the producers of that grain a bit 
of good. They made the point that no shipper in their territory 
asked for any reduction and that if reductions were ordered 
on grain of that kind on American lines, the Canadian lines 
would undoubtedly meet the cuts and thereby neutralize any 
benefits that might be expected to flow from such reduction, 

The Millers National Federation, intervener, asked to have 
wheat and flour put on a parity so far as the transportation 
charges were concerned. It said the flour milling industry was 
at a low ebb and that putting them on a parity would 
revive it. On the other hand the Federation said it most 
earnestly beseeched the Commission not to reduce wheat rates 
further without a corresponding reduction in flour rates, as a 
reduction in rates on wheat without such corresponding reduc- 
tion in rates on flour “would make things worse than they are, 
and, above all not benefit a human soul in the United States.” 

The Oregon commission said the record clearly justified 
another reduction in the level of freight rates on farm products. 
Owing to the impracticability of diversification in Oregon and 
the lower rates on the Canadian lines with which farm products 
in the United States have to compete, the Oregon commission 
said that the Pacific northwest should participate in whatever 
relief might be granted. 

The Washington commission opposed relief for any patti- 
cular district but said that the northwest should be included 
in any reduction that might be ordered and the relationship 
of rates preserved. 

Confining its brief to No. 14393, the Public Utilities Com- 
mission of Kansas case, the South Dakota commission asked 
for special consideration for what it called the abnormal malad: 
justment of rates on hay to western markets. 


PAYMENTS TO CARRIERS 


Less repayments on loans of $198,494,145.11, the government 
has made payments to railroads under the transportation att 
totaling $711,850,454.94, according to the monthly statement is 
sued by the Treasury Department. Total payments on account 
of reimbursement of deficits (section 204) were reported as 
$9,112,393.60; total payments on account of the guaranty (sectiol 
209), $504,243,916.23, and total payments on account of 1080s 
(section 210), $347,200,667. 

Payments made in the month of February were reported 4 
follows: 

SECTION 204 
Ammamor Comteal RaReeed CO. 6665 sic csisoscisec cise decwidedct $ 35,835.06 
Birmingham & Southeastern Railway Co., Receivers 


Delaware & Northern Railroad Co., Receivers 
Freeo Valley Railroad Co 


ee 
wearers reereeree 


CeCe eee eee ee eeeeeeeeeeEeeeeeeeeeerEe® 


SECTION 209 

Central Indiana Railway Co., Receiver............ceeceeeeees $ 48,1730 
Chicago Great Western Railroad Co..............eeeeeeeeees 22, oat 
Chicago, West Pullman & Southern R. R. Co...........00000: re 
Delaware & Northern R. R. Co., ReceiverS...........0eee008 aa 
Mount Hood Railroad Co... 2k. ..ccceccsescccscccpesescees 180d 
Nezperce & Idaho Railroad Co.............ceeeee eee eeneeeee ae 

EE tid e-n oc eet eecv ee Pike sakbnnes eaebesabeesbeatioest $220,818.08 
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FERTILIZER RATES CONDEMNED 


Rates on fertilizer and fertilizer materials, carloads and less 
than carloads, from Blackshear, Ga. to destinations in Florida 
have been condemned as unreasonable, in No. 13514, Blackshear 
Manufacturing Company vs. Atlantic Coast Line et al., opinion 
No. 9247, 87 I. C. C. 654-67, The Commission prescribed two 
scales to be used in making rates for single and joint line hauls, 
the latter twenty cents per ton higher than the single line hauls, 
the rates to be checked in not later than May 29. It said the 
less than carload rates should be 120 per cent of the carload 
rates. 


The complaint alleged the rates to be unreasonable and 
unduly prejudicial and that the intrastate rates from Jackson- 
ville to destinations in Florida were unduly preferential of com- 
petitors located at that point. The Commission disposed of 


the allegation of unreasonableness. As to the undue prejudice 
it said: 


Under the present adjustment, undue prejudice against complain- 
ant exists in many instances. The establishment of the rates herein 
found reasonable for application from Blackshear to points in 
Florida will go far to remove that prejudice, though all such preju- 
dice will not be removed thereby. It is apparent that any findings of 
undue prejudice against Blackshear that might be made in this pro- 
ceeding, if restricted as they must be to those instances in which 
undue prejudice has upon this record been shown to exist, would not 
entirely correct the situation or result in a harmonious adjustment 
without corresponding revision of other interstate and intrastate rates 
as to which no finding of unreasonableness or undue prejudice would 
lie on this record, e are of the opinion. therefore, that before any 
definite finding of undue prejudice is made, or before any order re- 
quiring the removal of such prejudice is entered, the authorities of 
the state of Florida should be afforded an opportunity to determine 
what revision of intrastate rates they consider proper in order to bring 
about the establishment of fertilizer rates between Florida points 
which will be consistent with the interstate rates herein prescribed. 
The case will therefore be held open in so far as the issue of undue 
prejudice is concerned, and if the suggested method of procedure 
fails to result within a reasonable time according to complainant the 
additional relief to which it considers it is entitled, it may bring 
the matter to our attention for further consideration. 


The orders respecting the scales and the territory of the 
application of the rates to be made in accordance with the 
scales, on a 30,000 pound minimum, are as follows: 


1. To points west of Jacksonville, Fla., on the line of the Sea- 
board Air Line Railway from Jacksonville to and including River 
Junction, Fila., and to points on the Louisville & Nashville Rail- 
road from River Junction to Pensacola, Fla., inclusive, and to points 
on the Atlantic Coast Line Railroad west of Jacksonville and on 
and north of the aforesaid lines of the Seaboard Air Line and Louis- 


ville & Nashville, rate which shall not exceed rates based on the 
following scale: 


Rates per Rates per 
net ton net ton 
Single Joint Single Joint 
lin line? lin line? 
Distance cents cents Distance cents cents 
BO WNNGB, 0.0000 es ee, 21011180 miles and over 170.. 320 340 
75 miles and over 70... 190 210}}190 miles and over 180. 330 350 
80 miles and over 75... 200 22011200 miles and over 190.. 340 360 
85 miles and over 80... 210 23011210 miles and over 200.. 350 370 
90 miles and over 85... 210 230 1/220 miles and over 210.. 360 380 
95 miles and over 90... 220 240/230 miles and over 220.. 370 390 
100 miles and over 95... 230 250}}240 miles and over 230.. 380 400 
105 miles and over 100.. 230 25011250 miles and over 240.. 395 415 
110 miles and over 105.. 240 2601} 260 miles and over 250.. 395 415 
115 miles and over 110.. 250 270 1}280 miles and over 260.. 410 430 
120 miles and over 115.. 250 270}{300 miles and over 280.. 425 445 
125 miles and over 120.. 260 280/320 miles and over 300.. 440 460 
130 miles and over 125.. 270 29011340 miles and over 320.. 455 475 
135 miles and over 130.. 270 2901360 miles and over 340,. 465 485 
140 miles and over 135.. 280 300 |}380 miles and over 360.. 475 495 
145 miles and over 140.. 290 310 }}400 miles and over 380.. 485 505 
150 miles and over 145.. 290 310 |}425 miles and over 400.. 495 515 
160 miles and over 150.. 300 320/450 miles and over 425.. 505 525 
170 miles and over 160.. 310 330 


1Single-line rates are for application over single lines of railway 
Racy two or more lines under the same general management and 

ol, 

2 Joint-line rates are for application only when the lines embraced 
in the route are not under common ownership or control. 


2. To points south of Jacksonville on the Florida East Coast Rail- 
way and Atlantic Coast Line Railroad, and south of the aforesaid 
lines of the Seaboard Air Line and Louisville & Nashville extend- 
ing from Jacksonville through River Junction to Pensacola on the 


Atlantic Coast Line Railroad and Seaboard Air Line Railway, rates 
which shall not exceed rates based on the following scale: 

Rates per Rates per 

net ton net ton 

Single Joint cents cents 

line’ line? Single Joint 

Distance cents cents Distance line’ line? 

90 miles and over 85.. 220 240 |}210 miles and over 200.. 360 380 

5 miles and over 90. . 230 250 |} 220 miles and over 210.. 370 390 

miles and over 95... 240 260 |} 230 miles and over 220.. 380 400 

4 miles and over 100.. 240 260 || 240 miles and over 230.. 390 410 

10 miles and over 105.. 250 270 || 250 miles and over 240,. 410 430 

5 miles and over 110.. 260 280 || 260 miles and over 250.. 410 430 

12 miles and over 115.. 260 280 || 280 miles and over 260.. 430 450 

5 miles and over 120.. 270 290300 miles and over 280.. 445 465 
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130 miles and over 125. 280 


300 ;;320 miles and over 300.. 460 480 
135 miles and over 130. 280 300 ||340 miles and over 320.. 475 495 
140 miles and over 135.. 290 310 |}360 miles and over 340.. 490 510 
145 miles and over 140.. 300 32011380 miles and over 360.. 500 520 
150 miles and over 145.. 300 3201/400 miles and over 380.. 510 530 
160 miles and over 150.. 310 330 1/425 miles and over 400,. 520 540 
170 miles and over 160.. 320 340 1/450 miles and over 425.. 530 550 
180 miles and over 170. 330 350 1}475 miles and over 450.. 540 560 
190 miles and over 180.. 340 360/500 miles and over 475.. 550 570 
200 miles and over 190.. 350 370 


2 Single-line rates are for application over single lines of railway 
or rab g two or more lines under the same general management and 
contro) 

2 Joint-line rates are for application only when the lines embraced 
in the route are not under common ownership or control. 


3. To points on differential lines, viz., The Atlantic & St. Andrews 
Bay Railway, Apalachicola Northern Railroad, Charlotte Harbor & 
Northern Railway, Georgia, Florida & Alabama Railway, Live Oak, 
Perry & Gulf Railroad, and Tampa & Jacksonville Railway, rates 
as follows: (a) To points north of the aforesaid lines of the Sea- 
board Air Line and Louisville & Nashville extending from Jack- 
sonville through River Junction to Pensacola, rates which shall not 
exceed rates based on the standard joint-line scale prescribed in the 
preceding paragraph hereof numbered 1, plus 50 per cent of that 
portion of said standard joint-line rate which the mileage over the 
differential line is of the total length of the haul; (b) to points 
south of the aforesaid lines of the Seaboard Air Line and Louisville 
& Nashville, rates which shall not exceed rates based on the standard 
Oint-line scale prescribed in the preceding paragraph hereof num- 
ered 2, plus 50 per cent of that portion of said standard joint-line 


rate which the mileage over the differential line is of the total length 
of the haul. 





REPARATION .ON POTASH 


A finding of unreasonableness and an award of reparation 
have been made in No. 14515, Salt Lake Potash Company vs. 
Atlantic Coast Line, Director-General, et al., opinion No. 9256, 81 
I. C. C. 695-8, as to rates and charges on low-grade sulphate of 
potash or potash salt, carloads, from Kosmo, Utah, to Shreveport, 
La., Brundige, Ala., Meigs, Ga., and Gulfport, Miss. The shipments 
in question were made in December, 1919, and January, 1920. 
The rates were alleged to be unjust and unreasonable. The 
Commission found they were unreasonable to the extent they 
exceeded the combinations subsequently established to Gulfport, 
Brundige and Meigs and the subsequently established through 
rate to Shreveport, and awarded reparation to that basis. 


FIRE BRICK ADJUSTMENT 


The southern railroads have been given ninety days in which 
to revise their rates on ground fire brick, fire clay and water 
combined, from Chicago to Fort Wayne and Birmingham, Ala. 
The carriers north of the Ohio River have established a rate 
structure applicable to the commodity in question by giving it 
the same rate as fire brick, but the southern carriers failed to 
follow their lead. In a report on No. 14263, Jointless Fire Brick 
Company vs. Chicago, Indianapolis & Louisville et al., opinion 
No. 9258, 87 L C. C. 702-4, the Commission condemned as unrea- 
sonable sixth class rates on ground fire brick, fire clay and 
water combined, from Chicago to the Alabama points mentioned 
and awarded reparation to the basis of the fire brick rates. The 
Commission said the sixth class rate was unreasonable to the 
extent it exceeded the commodity rate on fire brick. The com- 
modity in question is crushed, refuse fire brick, mixed with fire 


clay and water, and shipped in a plastic state, of a putty-like 
consistency. 





CRUDE SULPHUR REPARATION 


A finding of unreasonableness and an award of reparation 
have been made in No. 13975, Texas Gulf Sulphur Company vs. 
Central of New Jersey et al, opinion No. 9237, 87 I. C. C. 618-15, 
as to a rate of 25 cents on shipments of crude sulphur, between 
November 17 and December 9, 1920, from New York to Baltimore 
and from Baltimore to Brills, N. J., between December 27, 1921, 
and January 6, 1922. The complaint alleged it was unreasonable 
to the extent it exceeded 20 cents and the Commission so held. 
Reparation only was sought. The finding was based on deci- 
sions in other sulphur cases in which the Commission found the 
applicable rates unreasonable to the extent they exceeded 80 
per cent of sixth class or approved rates made on that basis. 
The Commission, in this case, said the question was not what 
percentage of sixth class the rates were, but what would have 
been reasonable. It examined the ton-mile and car-mile earnings 


under the 25 cent rate and came to the conclusion that the 
rate was unreasonable, 





SCRAP TIN RATE 


The Commission, in a mimeographed report on No. 14788, 
Newport Milling Company vs. Director-General and Chicago & 
North Western, has found that a rate of 80 cents per net ton 
imposed on fifteen carloads of scrap tin plate from Milwaukee to 
Carrollville, Wis., in the period between February 6, 1919, and 
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February 28, 1920, not unreasonable. The complainant con- 
tended that the commodity shipped was scrap iron and that the 
rate on scrap iron which was 1.5 cents per 100 lbs. with a mini- 
mum of $9 per car should have been assessed. The commodity 
transported, the Commission said, consisted of fragments and 
clippings of black iron sheets coated with a thin layer of tin 
veneer said to have been used as a preservative of the black iron 
sheet which it covered. It was bought by the complainant at a 
price of approximately $15.50 per ton. Scrap iron at that time 
ranged in price from $14 to $16 per ton. The complainant said 
that its only commercial value was as scrap iron and that scrap 
tin had a higher value and did not contain a composition of iron, 
The Commission said the’ commodity was more analogous to 
scrap tin plate than to scrap iron and it was proper to assess the 
scrap tin rate. 





TRANSIT TO BE RETAINED 


The Commission, in a report on I. and S. No. 1958, Cancel- 
lation of Transit Privileges on Grain and Grain Products at 
New Orleans, opinion No. 9246, 87 I. C. C. 652-3, has forbidden 
the Illinois Central, the Yazoo & Mississippi Valley and the 
Louisiana Railway & Navigation Company to cancel the transit 
privileges on grain at New Orleans applicable on business 
brought to that point by either the Central or Valley and des- 
tined to points on the Navigation’s line west of the Mississippi 
between Naples and Shreveport, both points inclusive. The 
New Orleans Joint Traffic Bureau protested on the ground that 
cancellation would curtail the ability of New Orleans to compete 
with other milling points. The protestant showed, the Com- 
mission said, that the Navigation company, which desired the 
cancellation, granted transit at points other than New Orleans, 
to grain from the other roads en route to points on its line, as 
for instance, Alexandria, which is one of the stations west of 
the Mississippi proposed to be eliminated as a destination for 
grain that had been milled at New Orleans under the transit 
privilege in question, 


FUEL OIL REPARATION 


A finding of unreasonableness and an order of reparation 
have been made in No. 12812, Gulf Refining Company vs. Direc- 
tor-General and Pennsylvania, opinion No. 9255, 87 I. C. C., 
690-4, as to a rate on fuel oil in tank cars from Gray’s Ferry 
station to Midvale station in Philadelphia on shipments moving 
between April 17 and November 3, 1919. A fifth class rate of 
9 cents was applicable. The Commission said the rate was 
unreasonable to the extent it exceeded 4.5 cents and ordered 
reparation for the difference. In this case the Commission 
considered the 4.5 cent increase in rates on petroleum and its 
products and came to the conclusion that its addition to the 
short-haul rate applicable between stations in Philadelphia was 
not warranted, especially in view of the fact that a rate of 4.5 
cents was established after the shipments were made. 


STORAGE INCREASES CONDEMNED 


In a mimeographed report on I. & S. No. 1960, Dockage, 
Handling and Storage Charges at Duluth, and other Lake Su- 
perior ports, the Commission said the carriers had not justified 
the proposed changes in tariffs relating to charges of the char- 
acter indicated at Duluth, Superior and Itasca. The tariffs were 
suspended upon the protest of Southern Minnesota Mills, Min- 
neapolis Traffic Association, Board of Trade of Kansas City and 
the receiver of the Minneapolis & St. Louis. The charges were 
those covering the interchange of traffic with the boat lines. 

The respondents contended that the suspended s¢hedules 
merely clarified the language of the corresponding item carried 
in the local tariffs and did not make any increases in rates or 
charges. The Commission said it was unable to agree with 
the contention that the suspended schedules would make no 
change in the transportation charges. It said it was sufficient 
to point out that the suspended schedules would provide for 
the application of the charges mentioned therein on traffic mov- 

‘ing to or from the ports on proportional rates as to which no 
such charges were properly applicable. The respondent, it said, 
had made no effort to justify the imposition of such charges. 


SHIP PLATE CASE 


The Trafic World Washington Bureau 


Application for reargument in No. 12428, Willamette Iron 
. and Steel Works, et al. vs. James C. Davis, Baltimore & Ohio, 
et al., has been made by attorneys for the defendants who have 
used strong allegations in support of their petition. In this case 
the Commission decided that a rate on ship plates was legally 
applicable to steel plate not made into ship plate because the 
two commodities were alike as to quality of steel, gauge, weight 
and other points. 
“The decision is fundamentally wrong,” said the attorneys. 
“If undue discrimination had been relied on, the similarity of 
complainant’s commodity to ship plates would be material and 
the reasoning of the decision would be applicable. Discrimina- 
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tion was not relied on because complainant could show no dam- 
age. The result is that complainant, who suffered no damage, 
is given a very substantial damage award as an undercharge 
refund, not because its shipments were ship plates, but because 
they were like ship plates.” 


Referring to the history of the rate on ship plates, the de. 
fendants said that in the last six months of federal control the 
Director-General was besieged with importunities to make a 
special rate on steel for shipbuilding from the producing points 


in Pennsylvania and other eastern steel centers to the Pacific 
coast. ; 


“When he answered that economic conditions other than rail- 
road rates on steel would determine the future of the Pacific 
Coast shipbuilding,” said the petition, “the-users of steel inthe 
west coast cities called to their aid members of Congress, state 
executives, chambers of commerce and others. With more force 
than reason, there was urged the oft-disproved theory that an 
industry, failing because of natural economic laws, could be 
saved by freight rate reductions. 


Continuing their recitals respecting the making of the rate 
and the effect, the petition says: 


Reluctantly the Director-General yielded to the pressure. He 
asked the producers (Cambria Steel Company and others), whether 
plate steel manufactured for hull construction was distinguishable 
at the time of shipment from other similar plate steel; and he re- 
quested these producers to suggest a tariff description which would 
make clear that the proposed reduction would not apply to plate 
steel generally. The producers answered that in the steel trade the 
term “ship plate’ was understood to mean steel plate of specified 
quality, thickness, etc., which had been marked, or stamped, to show 
inspection, testing and approval by Lloyd’s or a similarly recognized 
classification society, or bureau. And the producers said that the 
only tariff description necessary was ship plate. 


It was recognized that from a transportation standpoint, there 
was little to justify a lower rate on ship plate than on other steel 
plate of similar weight gauge and quality; and Traffic Director Cham- 
bers sent broadcast a warning that the proposed rate might be con- 
sidered unduly discriminatory and that for this reason it might be 
short-lived. Necessarily, too, any shipper of other plate steel, who 
could show damage as the result of the other lower rate on ship 
plates would be entitled to reparation. With this understanding in 
the situation, the ship plate reduction was granted, becoming effec- 
tive February 25, 1920. 


If the decision of the Commission stands the carriers must pay.a 
heavy penalty for the effort of the (Railroad) Administration to aid 
the failing shipbuilding industry. 


If what was done, automatically reduced the rates on steel plate 
to the Pacific coast and the carriers must refund accordingly, those 
who persuaded the Administration to make the reduction and agreed 
to its limitations will benefit handsomely by their artifice. Their busi- 
ness was not limited to shipbuilding and the record shows that as 
soon as the reducton was secured, the representations about limiting 
the concessions to ship steel were forgotten. When the special rate 
was being solicited, the secretary of the association cautioned them 
against giving the impression that anything more than ship steel 
would be affected. But ‘when the concession was granted, word was 
passed around that over-charge claims on other steel plate would be 
prepared, but to avoid the danger of cancellation of the special rate 
which would follow a disclosure of the situation, it was considered 
“advisable not to force the issue at the minute.”’ 


Asserting that the steel trade knew exactly the meaning of 
the words “ship plate” the defendants said that nothing short 
of the clearest legal necessity should impel the Commission 
to a decision for complainants in this case. They said that if 
the question of tariff interpretation was dopbtful the Commis- 
sion should dissolve the doubt in favor of the defendants. A 
rate on black sheep, they said, was not applicable to white 
sheep. They said no matter how similar two commodities might 
be, no matter how little justification might exist for a lower 
rate on the one than on the other, if they were distinguishable 
one from the other, at the time of shipment, no question of 
tariff interpretation arose. 


“If the rate is unreasonable,” says the petition, “or if it is 
unduly discriminatory, and, damage results, the law provides 
redress. But no such consideration justifies the application of 


tariff rate to a commodity not within the literal terms of the 
tariff.” ; 


The Commission, early in its history, the defendants said, 
announced that trade terms in a tariff were to be given the 
meaning accepted and acted on, in the business in which the 
articles were made and dealt in. Hurlburt vs. Lake Shore 
Michigan & Southern, 2 I. C. C. 81. 


“The decision for complainants in the case at bar violates 
this principle,” says the petition. “It accepts the opinions of 
witnesses not familiar with the steel business as to what ship 
plates are and stresses the fact that reliance was often had on 
mill sheets accompanying shipments to show the facts as to 
testing, overlooking completely the fact that each plate shipped 
bore a mark indicating that it had been manufactured for hull 
construction and had been tested and passed for that use by the 
independent inspection bureau.” 


The petition said that, based on considerations which might 
support an attack on the validity of the rate, the decision pro 
posed to extend the rate to all plate steel of similar weight and 
gauge, contrary to the intention actually expressed in the tariff. 
For that reason, the petition said, the decision was clearly 
erroneous. 
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March 15, 1924 


MANGANESE STEEL RATES 


Notwithstanding the expressed fear of the carriers that 
a $6 rate on manganese steel scrap from New Castle, Del., to 
Chicago Heights, Ill., would necessarily disrupt the entire rate 
structure on other scrap iron or steel, Examiner P. F. Gault, in 
a report on No. 14962, Manufacturers’ Association of Chicago 
Heights vs. Pennsylvania et al., has recommended the establish- 
ment of such a rate to replace one of $9.05. He said the 
Commission should find the existing rate unreasonable and 
direct the filing of the one sought by the complaining association. 

Complaint was made by the association in behalf of the 
American Manganese Steel Company, with plants at New 
Castle, Del., and Chicago Heights. At the first mentioned 
plant the converter process is used and at the latter, the 
electric. It was testified that considerable scrap is left by 
the use of the converter process. The manufacturer desires 
to use the scrap made at the Delaware plant at the Chicago 
Heights plant, but the complainant says that that is impossible 
because the $9.05 rate is prohibitive. That rate, the examiner 
said, was the commodity rate resulting from the use of the 
New York-Chicago percentage adjustment, minimum 44,800 
pounds. The suggested rate of $6 per ton would be based on 
a fifty-ton minimum, yielding $300 per car for the 837 mile 
haul, and 35.84 cents per car-mile. In summing up the case, 
the examiner said: 


The record does not indicate with certainty that defendants’ con- 
ception that the establishment of a specific rate on this article from 
New Castle to Chicago Heights would necessarily disrupt the entire 
rate structure on other scrap iron or steel is well feunded. Com- 
plainant is entitled to a reasonable rate on its traffic, even though 
the maintenance of such a rate would lead to other readjustments, 
Arizona Corp. Commission vs. A., T. & S. F. Ry. Co., 87 I. C. C., 
271, 274. Defendant’s arguments based on what it conceives to be a 
threat to a long established adjustment loses much of its significance 
when it is recalled that this very rate structure was criticized in 
Reduced Rates, 1922, 68 I. C. C., 676, 720, wherein the Commission 


“Dealers in junk, scrap iron, waste paper and similar waste ma- 
terials urged that the level of freight rates thereon was wholly out 
of proportion to the value of the commodities, that their movement 
except for short hauls had materially declined, and that such move- 
ments were being made to a large extent by motor trucks or other 
forms of transportation. Many rates in the eastern group are higher 
on scrap lead than on pig lead, scrap iron than on pig iron. * * * 
The utilization’ of waste materials is of economic value to the coun- 
try. Dealers contend that such materials are quite as basic as the 
new materials and that this should be recognized in adjusting rates. 

“It is not possible upon this record to prescribe a definite adjust- 
mot, but carriers should promptly revise their rates on waste mate- 

als.’’ ; 

_ The maladjustment relating to pig iron pointed out_by the Com- 
mission still obtains, the rate on pig iron from New Castle to Chi- 
cago Heights being $8.60 as compared with $9.05 on scrap iron. 

Complainants estimate that some 1,200 tons would move yearly 
from New Castle to Chicago Heights under the proposed rate of 
$6 although by no means the sole criterion, the rate level necessary 
to move a commodity is an element to be considered together with 
other elements in determining a reasonable rate on the commodity. 
Penick & Ford vs. Director General, 80 I. C, C., 152. 

The Commission should find that the rate assailed on manganese 
steel scrap is, and for the future will be, unreasonable to the extent 
that it exceeds $6 per long ton, minimum 50 tons. 





STEEL BAR OR ROD CASE 


In. a report on No, 15149, New England Drawn Steel Co. 
vs. Director-General, Baltimore & Ohio, et al., Examiner J, Edgar 
Smith said the Commission should follow Lancaster Steel Prod- 
ucts Corporation vs. Director-General, 73 I. C. C. 567, and find 
inapplicable the rates imposed on shipments of coiled steel, in 
the period of federal control, from Pittsburgh and Johnstown, 
Pa, from Buffalo and from points taking the same rates, to 
Mansfield, Mass. He said a similar finding should be made as 
to the corporate carriers, on shipments after August 31, 1920. 
The guaranty period he treated as a jurisdictional gap. 

The issue was as to whether the coils of steel were. bars 
or rods. Bars take substantially the fifth class rate, while steel 
rods, coiled, unfinished, take a commodity rate of about sixth 
Class, from the Pennsylvania points and the billet or wire rod 
rate from Buffalo, The tariff description of rods is qualified 
by the words “bolt, nail, rivet and wire.” Smith said the words 
Were not illuminative, for they described things that might be 
made from an iron or steel rod, and, therefore, limited the pur- 
ee or uses for which the shipments might be made. He said 
S oy be noted, however, that the complainant used the coiled 
er shipped to it for drawing into wire. He said the pieces of 
ag involved in this complaint-conformed to the limits of size 
mo “ati in. the commodity description of rods, but that it could 

; € said the evidence, as in the Lancaster case, showed ‘that 
the material was and is wire‘rods or- that it was so known “to 
steel trade generally. He said, however, the samples sub- 
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mitted appeared to show the material was substantially the same 
as those in the Lancaster case. 
The complainant asked for reasonable’ rates for the future. 


‘Smith said that that prayer, as well as the one for reparation, 


would be fully answered by the finding under section 6 that 
the rates applied were not the ones to have been imposed. 


OAKLAND CASE DISMISSED 


Blanketing of class rates so as to cover both San Francisco 
and Oakland, Calif. does not cause a third section violation 
against the interest of Oakland, Examiner J. O. Cassidy thinks 
the Commission should find, Therefore he has recommended 
the dismissal of No. 14132, Oakland Chamber of Commerce vs. 
Southern Pacific et al. Formally, he thinks the Commission 
should find the class rates under assault neither unreasonable 
nor unduly prejudicial. Cassidy said the complaint alleged the 
rates were unreasonable, unduly preferential and unduly preju- 
dicial, but that the testimony was confined to showing disre- 
gard of the third section. He said it would be necessary, 
therefore, to consider merely the third section feature. 

Broadly speaking, the complaint was against the class rate 
adjustment to comparatively near-by points near the boundaries 
of California and in the adjoining states. In some instances, 
he said, rates from Oakland were lower than from San Fran- 
cisco, but that such exceptions to the blanketing rule were 
comparatively non-important, 


Because the Southern Pacific was the first railroad in the 
territory and later comers adopted its rates, he treated that 
road as the rate-making line. The complainant, he said, believed 
the present freight rate adjustment accounted, in part at least, 
for the fact that Oakland had not enjoyed the volume of port 
traffic a city of its size and location should have. 


The Southern Pacific contended that its rates to and from 
San Francisco were influenced by water competition on the 
bays and rivers and that they were sub-normal. The examiner 
reproduced rate comparisons made in a Southern Pacific exhibit 
which he said, strikingly showed the low level of the rates 
from San Francisco. San Francisco interests intervened and the 
examiner said the principal defense of the Southern Pacific 
was the main contention of the interveners. The carriers took 
the position, the examiner said, that Oakland was the benefi- 
ciary of the depressed rates and was not discriminated against, 
since the carriers, because of water competition, had been 
obliged to establish rates out of San Francisco which were, 
in many instances, lower than might otherwise apply out of 
Oakland, across the bay. The complainant, the Examiner said, 
at the outset said that where it was shown that the rail rates 
were controlled by water competition, meaning the rates from 
San Francisco, they might well be the same from San Francisco 
and Oakland. It did not admit, however, that the mere existence 
of water service co-existent with rail service necessarily meant 
that the water service controlled the rate. Commenting on 
water competition, the examiner said: 





A question of this kind must necessarily be largely argumenta- 
tive. It would not seem probable that there could be two modes of 
transportation between given points without competition, unless the 
same interests controlled both modes. It is axiomatic that compe- 
tition lowers rates. And if it is true as contended by the carriers 
and interveners that the rates from San Francisco and Oakland to 
the affected territory are sub-normal as compared with like rates 
from other points for comparable distances, there must be some 
reason for these depressed rates if they are depressed. The carriers 
did not and probably could not show either actual or potential 
water competition to all points in the destinations territory named. 
It is their contention that the rates to such points reflect water com- 
petition indirectly in their relationship to those which are compelled 
by actual competition. * * * 

witness for interveners showed from reports of the railroad 
commission of California that there are a total of 155 boat lines 
operating on San Francisco, San Pablo and Suisun bays and on the 
rivers of Sacramento, San Joaquin, Feather and Mokelumne. These 
are the lines who file tariffs: with the state commission and does 
not include the numerous smaller boats plying in these waters. The 
witness also pointed out that official reports of the harbor com- 
missioners for 1921 showed that the river steamers operating in 
these waters handled during that year 2,382,125 tons of inbound 
freight and 1,279,485 tons of outbound freight. 

Complainant contends that defendants have not shown in a single 
instance that water rates had any controlling influence over the rail 
rates. It points to several instances in which the water carriers in- 
creased their rates to meet increases initiated by the rail carriers 
and to instances where the water carriers matched reductions of the 
rail carriers. It argues from this that the reverse of defendants’ 
contention that the water rates control the rail rates is true. 

Much testimony, most of which was historical and some of which 
was speculative, was offered by defendants and interveners relative 
to water competition and counsel on brief. discussed the question. 
pro and con: Out of all this, one point stands out clearly and seem- 
ingly uncontradicted. ‘The Oakland rates are predicated. on the San 
Francisco rates. Are the San Francisco rates subnormal? The city 
of San Francisco says they are. The carriers serving both Oakland 
and San Francisco say they are. And Oakland itself does not question 
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the measure of them. Apparently the best way to determine this ques- 
tion is to compare these rates with rates from other places for com- 
parable distances, keeping in mind as nearly as ssible the trans- 
portation conditions surrounding the service. The table compiled 
from an exhibit tendered by the witness for the Southern Paeific, 
graphically sets out the rate situation at Oakland and San Francisco 
as compared with other localities. The table shows a strikingly low 
level of rates as compared to other places, and it would seem that, 
whether compelled by water competition or not, the rates are de- 
pressed, and, since it is acknowledged that’ Oakland's rates are predi- 
cated on San Francisco’s and that the rates really have been made 
from San Francisco and not from Oakland, it follows that the latter 
has been benefited by the low level of rates applying from San 
Francisco, * * * 

San Francisco and Oakland have both grown and prospered under 
the present rate adjustment which has been in effect for many 
years. The showing of defendants and interveners that the rates 
out of San Francisco to the affected territory are to some extent sub- 
normal, and that Oakland is enjoying the low level of these rates, 
is convincing. The blanketing of the Oakland and San Francisco 
rates is not an unusual thing, nor is the area comprised within this 
group, greater in extent than obtains in other places. The limits 
of the Chicago switching district, wherein the rates are blanketed is 
greater than the Oakland, and San Francisco group. On this point 
the railroad commission of California * * * said: 

“If San Francisco and Oakland were situated on the opposite 
banks of a river, as are the cities of Council Bluffs and Omaha, 
referred to by counsel, it might be proper to equate the mileage 
across the water or allow an arbitrary for the boat transfer; but 
the location of San Francisco and Oakland, because of the unusual 
geographical conditions, natuarlly creates a grouping of the rates 
to certain territory.” 

é nt, present adjustment does not appear to discriminate. against 
akland. 

The commission should find that the rates assailed are not 
+ oh~ ome or unduly prejudicial. The complaint should be dis- 

ssed. 





FERTILIZER RATES PROPOSED 


In a report on No, 14371, Arkansas Fertilizer Co. vs, Abilene 
& Southern et al., Examiner R. A. Shanafelt said the Commis- 
sion should hold unreasonable existing carload rates on fer- 
tilizer and fertilizer compounds from Little Rock, Ark., to des- 
tinations in Oklahoma. He said it should find thé less-than- 
carload rates not unreasonable or otherwise unlawful. He said 
that the carload rates, while unreasonable, were not otherwise 
unlawful. 


A further finding recommended was that rates on fertilizer 
and fertilizer compounds from Little Rock to destinations in 
Texas were unreasonable, unduly prejudicial and preferential, 
but not unjustly discriminatory, on less-than-carload shipments, 
and unreasonable, unduly prejudicial and preferential, but not 
unjustly discriminatory, on carloads. The findings recommended 
by Shanafelt are as follows: 1 


The Commission should find that the rates assailed on fertilizer 
and fertilizer compounds in less than carloads from Little Rock to 
points in Oklahoma are not unreasonable or otherwise unlawful, 
without prejudice to its decision in No. 13535, Corporatién Commis- 
sion of Okla. vs. A. & R. R. Co., now pending; and that the com- 
modity rates assailed on the same traffic in carloads from and to 
the same points are not unjustly discriminatory or unduly preju- 
dicial, but that they are, and for the future will be, unreasonable 
to the extent that they exceed or may exceed the distance scales 
of single-line and joint-line commodity rates on fertilizer in car- 
i prescribed in Memphis-Southwestern Investigation, 77 I. C. C., 


The Commission should further find that the fourth-class group 
rates assailed on fertilizer and fertilizer compounds in less than car- 
loads from Little Rock to Texas points are, and for the future will 
be, unreasonable to the extent that they exceed or may exceed for 
all distances to Texas common point territory the fourth class dis- 
tance scales of single-line and joint-line rates prescribed in Mem- 
phis-Southwestern Investigation, 55 I. C. C., 515, as modified by sub- 
sequent general increases and reductions, and to Texas differential 
territory to the extent that they exceed or may exceed the same 
distance scales plus the present fourth class differential territory; that 
from Little Rock to destinations in Texas differential territory; that 
these assailed rates are not unjustly discriminatory, but are, and 
for the future will be, unduly prejudicial to complainant and pref- 
erential of shippers at Shreveport and Houstoh; and that this undue 
prejudice and preference should be removed by establishing from 
Shreveport and Houston to all Texas points the same basis of rates 
herein found reasonable for application from Little Rock to the same 
destinations. 

The Commission should further find that the group rates assailed 
on fertilizer and fertilizer compounds, in carloads, from Little Rock 
to Texas points are, and for the future will be, unreasnable to the 
extent that they exceed or may exceed for all distances to Texas 
common point territory the distance scales of single-line and joint- 
line commodity rates on fertilizer and fertilizer compounds in car- 
loads prescribed in Memphis-Southwestern Investigation, 77 I. C. C., 
474, and to Texas differential territory to the extent that they exceed 
or may exceed the same distance scales plus the present differen- 
tials on fertilizer and fertilizer compounds in carloads from Little 
Rock to destinations in Texas differential territory; that these as- 
sailed rates are not unjustly discriminatory, but are and for the 
future will be unduly prejudicial to complainant and preferential of 
aipowe at Shreveport and Houston; and that this undue prejudice 
and preference should be removed by establishing from Shreveport 
and Houston to all Texas points the same basis of rates herein found 
reasonable for application from Little Rock to the same destinations. 





RATES ON BOXES, K. D. 


Examiner Leo J. Flynn, in a report on No. 14985, American 
Paper Products Company vs. Atchison, Topeka & Santa Fe et al., 
has recommended that the Commission find unreasonable, rates 
on corrugated strawboard and fiberboard boxes, knocked down 
flat, and fillers, in cayloads, from Carthage, Ind., to Sand Springs, 
Sapulpa and Blackwell, Okla. He said the Commission should 
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find the rates assailed were, are, and for the future will be, un. 
reasonable to the extent they exceed the following, based on a 
minimum of 40,000 pounds: 61 cents to Sand Springs, 65 cents 
to Sapulpa, and 66 cents to Blackwell; and the following rates 
based on a minimum of 30,000 pounds: 68 cents to Sand Springs, 
69 cents to Sapulpa, and 70 cents to Blackwell. He said the 
Commission should find that the Schramm Glass Manufacturing 
Company made the shipments described and was entitled to 
reparation. 





SEWER PIPE RATES 


A finding of unreasonableness, with a denial of reparation, 
has been recommended by Examiner Frank M. Weaver, in No. 
14390, Chicago Fire Brick Company vs. Director-General, as to 
rates charged on sewer pipe from Brazil, Ind., to Manitowoc and 
Sheboygan, Mich., and Menominee, Mich. The shipments in 
question were made in 1919. The complaint alleged the rates 
were unreasonable, unjustly discriminatory, unduly prejudicial 
and violative of the fourth section. Weaver said the Commis- 
sion should find the rates unreasonable to the extent they ex- 
ceeded 20 cents to Sheboygan and 22% cents to Manitowoc and 
Menominee, He said the charges on the four shipments were 
paid by the consignee. To show that they were borne by the 
complainant a witness in its behalf offered an affidavit of the 
president of the complaining corporation. The Director-General 
objected to this character of evidence. The examiner said the 
Commission should follow Hazard Jellico Coal Co. vs. Director- 
General, 83 I. C. C. 383, deny reparation and dismiss the com- 
plaint. 


CLASS RATES CONDEMNED 


In a report on No. 14965, Indiana State Chamber of Com- 
merce vs. Atchison, Topeka & Santa Fe et al., Examiner Burton 
Fuller said the Commission should find unreasonable and unduly 
prejudicial class rates and rates related thereto between the Chi- 
cago district, on the one hand, and Michigan City, Valparaiso, 
La Porte and Crown Point, Ind., and intermediate points, on the 
other, and suggested reasonable and non-prejudicial rates. The 
rates suggested by him would be those based on the following 
scale for six classes: 

Classes 1 2 3 4 5 6 
WN Sa ee cece 47 40 31.5 23.5 16.5 13 


SCRAP IRON REPARATION 


A finding of unreasonableness and an award of reparation 
have been proposed by Examiner J. Edgar Smith, in a report on 
No. 15272, West End Scrap Iron & Metal Company vs. Director- 
General, Duluth, South Shore & Atlantic et al., as to a class rate 
and the charges arising thereunder for the transportation of 
one carload of scrap iron from South Range, Mich., to Duluth, 
Minn., in February, 1920. The examiner said that the class D 
rate of 24.5 cents was unreasonable to the extent it exceeded 
the aggregate of intermediates consisting of 60 cents per long 
ton from South Range to Houghton, Mich., and $2.50 per long 
ton from Houghton, Mich., to Duluth. 





PULPWOOD RATES UNREASONABLE 


Attorney-Examiner William G. Hunter, in a report on No. 
14910, Inland Empire Paper Co. vs. Chicago, Milwaukee & St. 
Paul et al., said the Commission should find unreasonable the 
rates charged on 23 carloads of pulpwood, shipped between De- 
cember 7, 1920, and February 7, 1921, from points in Idaho, to 
Millwood, Wash. He said the Commission should find the rates 
unreasonable to the extent the factor to Spokane exceeded by 
more than $4 per car the corresponding factor subsequently 
established under the Commission’s order in Wood Rates Be 
tween North Pacific Coast Points, 61 I. C. C. 159, effective on 
or before May 9, 1921. The complainant asked for reparation 
amounting to $1,280. ° 


siicitunstijiiagiliauniiaiate 
HOUSEHOLD GOODS CASE 

Examiner F. W. McM. Woodrow has recommended the dis 
missal of No. 15001, Mrs. Pattie Newsom vs, Mobile & Ohio e¢t 
al., on a finding that the rate imposed on household goods, in 
carloads, from Murphysboro, Ill., to Lanexa, Va., was applicable 
and not unreasonable. The complainant alleged the rate was UD: 
reasonable, unduly prejudicial and in violation of the Iong-and- 
short-haul clause of the fourth section. She was told that the 
applicable rate was $1.625 and that it applied over the Mobile 
& Ohio, Southern and Chesapeake & Ohio. Relying on that SsuD 
posed information, she routed her goods in that way, but at des- 
tination she was compelled to pay an undercharge of $50.60. 
The applicable rate was $1.985. 





LAONA SWITCHING ABSORPTION 


Examiner P. F. Gault has recommended the dismissal of No: 
14994, Laona & Northern vs. Chitago & North Western on 
finding that the switching allowante ‘of $3 per car to the re 
& Northern at Laona, Wis., is, notinatiequate as alleged in a 
comp aiz.t, or echerwise u>“eakénad’é Tue coniplainant, a sho 
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line, in which the Connor Lumber & Land Co. is said to have amitted to intervene in No, 15511, Board of Trade of the City 


proprietary interest, desired the Commission to permit a rate of 
$2 on logs and $5 on other freight, both to be absorbed by the 
North Western. The examiner said that $2 and $5 were the rates 
legally in effect on the road since December 5, 1922. Under the 
absorption tariff of the North Western the absorption on intra- 
state traffic is $1.85 and on interstate $3. The examiner said 
that the record did not afford a basis for a finding that the 
present allowances was less than reasonable. The North West- 
ern, the examiner said, did not oppose the complaint. 


CULLET COMPLAINT DISMISSED 


Examiner C. W. Griffin has recommended the dismissal of 
No. 14397, Liberty Glass Company vs. St. Louis-San Francisco, 
on a finding that the rate on cullet on four carloads of cullet, 
shipped from Memphis to Sapulpa, Okla., prior to August 4, 1921, 
was not unreasonable, but that on a shipment subsequent 
thereto there was an overcharge. The complaint was against a 
rate of 34 cents which preceded the rate of 25.5 cents established 
August 4, 1921. 





SUSPENDED TARIFFS 


In I. and S. No. 2058, the Commission has suspended from 
March 10 until July 8 schedules as published in Ann Arbor I. 
CG, C. No. A919. The suspended schedules propose to increase 
the proportional rate on lumber, carloads, from Cadillac, Mich., 
to Cincinnati, applicable on traffic for beyond from 25% cents to 

nts per 100 pounds, 
casey a 8. Na. 2057 the Commission has suspended from 
March 9 until July 7 schedules as published in Pere Marquette 
IL C. C. No. 4574. The suspended schedules propose to revise the 
carload commodity rates applicable on catsup, cider, kraut, 
pickles and vinegar from Illinois, Indiana and Michigan points to 
Chicago, Milwaukee and related points. The proposed rates 
would result principally in increases. The following is illustra- 
ny CIDER AND VINEGAR 


From ae 7 
hicago, Ill., to Bangor, Mich........-ssecesssecsecsece 
tl City, Mich., to Chicago, Ill........es.eseeees 22% 26 


In I. and 8. No. 2056, the Commission has suspended from 
March 7 until July 5, schedules as published in Leland’s I. C. C. 
No. 1667. The suspended schedules propose to restrict the rout- 
ing of carload shipments of live stock between points on the 
Texas Mexican Ry. and Arkansas City or Wichita, Kan., to the 
direct A. T. & S. Fe Ry. and Midland Valléy Railroad routes. 

In I. and S. No. 2055, the Commission has suspended from 
March 8 until July 6, schedules as published in supplement No. 
1 to Canadian National Railways’ I. C. C. No. E-140. The sus- 
pended schedules propose to revise the rates on sand, carloads, 
from Sherks, Ont., to various destinations in New York and 
Pennsylvania, which results principally in increases. The fol- 
lowing is illustrative: 


2. 
FROM SHERKS, ON Sand, Carloads — 
Rates in cents per 


net ton 
Present Proposed 
4 139 5 
Se i. Se ere rere er TS od rt 
Batavia, Fs ¢ SOI SAE ee ee Te a +4 
Be i ican sin opine sivcee wesw ocr tescqensisive eye's 
Seranton, PA. .. 0... ccccccccccscvvcsesccsscvcvveves 227 250 


COMMISSION ORDERS 


The proceedings in No.-11898, Beaumont Chamber of Com- 
merce = Director-General, Beaumont, Sour Lake & Western 
Ry. et al., have been reopened for further hearing solely upon 
the question of damage to the complainant, Atlantic Rice Mills 
Company. 

The proceeding in No. 13420, Colorado Culvert & Flume 
Co. vs. Santa Fe et al., has been reopened for further hearing 
upon the complainant’s request. 

On the defendant’s petition, No. 13472, United Paperboard 
Co., Inc., vs. Greenwich & Johnsonville Ry, et al., has been re- 
opened for further hearing. 

The Commission has denied the complainant’s petition for 
rehearing in No, 11606, John E. Murray vs. Director-General. 

The Director-General’s petition for rehearing, reargument or 
reconsideration in No. 12721, Anderson, Clayton & Co. vs. Di- 
rector-General, and No, 12485, Southern Products Co. vs. Di- 
rector-General, A. & V. Ry. et al., has been denied. 

The Commission has denied the complainant’s petition for 
rehearing in No, 12998, State Highway Department of Texas vs. 
Director-General, C. & N. W. Ry. et al. 

The complainant’s request for rehearing and modification 
of No. 13187, Semet-Solvay Co. vs. Director-General, has been 
denied by. the Commission. 

The Chamber of Commerce of the City of Milwaukee, Min- 
heapolis Traffic Association, Greater Des Moines Committee, 
Inc., the Board of Trade of Cairo, Ill., Merchants’ Exchange of 

t. Louis, and the Omaha Grain Exchange have each been per- 


of Chicago vs. A. T. & 8S. F. Ry. et al. 

The complainant’s petition for further hearing in No. 11084, 
Prairie Pipe Line Co. vs. Director-General, St. L.-S. F. Ry. et al., 
has been denied. 

The Commission has reopened the proceedings in No, 11894, 
Indiana rates, fares and charges, for further hearing in so far as 
it relates to the relation of state to interstate rates and unrea- 
sonable preference or prejudice as between intrastate and inter- 
state commerce on bituminous coal from points of origin in the 
Linton, Clinton, Brazil, Princeton and Booneville districts of 
Indiana, to Monticello, Sheridan, Logansport, Anderson, Craw- 
fordsville and Fort Wayne, Ind., via interstate routes, maintained 
prior to April 17, 1922. 

The Commission has reopened the proceedings in No. 13289 
(and Sub-Nos. 1 to 10, inclusive), Mark McFadden vs. Director- 
General, for further hearing for the purpose of permitting the 
complainants, other than Mark McFadden and Schmied Coal & 
Lumber Company, to offer testimony with respect to the payment 
and bearing of freight charges on the shipments involved, 

Through an order of the Commission in Docket No. 13413, 
the Pere Marquette Railway Company has been authorized to 
install automatic train stop or train control devices upon its 
lines between Seymour and North Lansing, Mich., and between 
Lansing and Pennsylvania Junction (Detroit, Mich.), respectively, 
in lieu of the installations previously required in the Commis- 
sion’s orders of June 13, 1922, June 9, 1923, and January 14, 1924. 

The Commission has modified its reparation award in No. 
14343, Larkin Co., Inc,, vs. C. & E. R. R. et al., in connection 
with the amount due to the complainant from the defendant, 
Lehigh Valley Railroad Company. The amount previously 
awarded was $626.24; however, it has now been changed to the 
sum of $899.44. 

The Michigan State Farm Bureau has been authorized to in- 
tervene in No. 15230, E, Rauh & Sons Fertilizer Co. vs. A. C. & 
Y, Ry. et al. 

The Philadelphia Chamber of Commerce has been permitted 
to intervene in No. 15445, the McCormick Warehouse Co. vs. 
P. R. R. et al. 

The proceedings in No. 12066, Construction and Repair of 
Railway Equipment, have been reopened by the Commission with 
respect to all equipment of the Erie Railroad Company, and 
further hearing therein will be assigned in the future, 

On the complainant’s ‘motion, the correspondence includ 
in the Commission’s Informal Complaint No. 82789 has been in- 
corporated in and made a part of the record in formal Docket 
No, 15445, the McCormick Warehouse Company vs. P. R. R. et 
al., and will be considered in connection therewith. 

On learning that the respective complaints had been satis- 
fied, the Commission has dismissed the proceedings in the fol- 
lowing: No. 14120, Boyer-Van Kuran Lumber & Coal Co. vs. 
Director-General; No. 15017, Standard Oil Co. (Kentucky) vs. 
A. & V. Ry. et al.; No. 15074, the Texas Company vs. Director- 
General, and No. 15260, the Upson Company vs. Erie R. R. et al. 

On the request of the respective complainants, the Commis- 
sion has dismissed the following complaints: No 13183, Nat. 
Assn. of Sand & Gravel Producers vs. Southern Ry et al.; No. 
13232, Nat. Assn. of Sand & Gravel Producers vs. Rutland R. 
R. et al.; No. 13274, Nat. Assn. of Sand & Gravel Producers vs. 
Un. Pac. R. R. et al.; No. 13704, Boren-Stewart Company vs. 
Director-General, A. & V. Ry., et al.; No. 15139, United States of 
America vs. Springfield Street Ry. Co.; No. 15256, Middle Ten- 
nessee Milling Co. vs. N. C. & St. L. Ry. et al.; No. 15390, Ing- 
ham-Burnett Lumber Co. vs. A. G. S. R. R.; No. 15393, Essex 
Rubber Company vs. B. & O. R. R. et al.; No. 15481, Krey Pack- 
ing Company vs. Ternt. R. R. Assn. of St. Louis et al.. and No. 
15482, Weil-McLain Company vs. Michigan Central R. R. 


The Chicago Shippers’ Conference Association has been 
authorized by the Commission to intervene in the proceedings in 
I. and S. No. 1997, Iron and Steel Articles Between Points in Illi- 
nois, Indiana and Missouri. 

The Commission’s report and order in No, 13213 (and Sub- 
No. 1), Tuscaloosa Cotton Seed Oil Company vs. Southern Ry. 
et al., has been modified so that the award of reparation to the 
Gulfport Grocery Company will be $651.51, instead of $490.43, as 
originally ordered. The defendant, Louisville & Nashville Rail- 
road, has been authorized to waive the collection of undercharges 
in the sum of $87.88. 

The Acme Brick Company has been authorized to intervene 
in No. 15463, St. Louis Chamber of Commerce et al. vs. Aberdeen 
& Rockfish R. R. et al. 

The Philadelphia Chamber of Commerce has been author- 
ized to intervene in No, 15491, Traffic Association of the South 
Atlantic Ports vs, A. G. S. R. R. et al. 


The O, & W. Thum Company has been authorized to inter- 
vene in No. 15543,.Turpentine & Rosin Producers’ Association 
vs. A. & V. Ry. et al. 

The Barnsdall Refining Company, Cosden & Co., Empire 
Refineries, Inc., Marland Refining Company, Producers & Re- 
finers’ Corporation, Tidal Refining Company and Shaffer Oil & 
Refining Coompany have each been authorized to intervene in 
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No, 15585, Miller Petroleum Company et al. vs. Ahnapee & West- 
ern Ry. et al. 

Spencer Kellogg & Sons, Inc., has been authorized by the 
Commission to intervene in No. 12663, Midland Linseed Products 
Co. vs. Director-General, West Shore R, R. et al. 

The Canton Drop Forging & Mfg. Co., the Griscom-Russell 
Co. and the Massillon Bridge & Structural Co. have each been 
authorized to intervene in No. 15637, the Canton Bridge Co. 
et al. vs. B. & O. R. R. et al. 

The Illinois Coal Traffic Bureau has been permitted to in- 
tervene in No. 15639, Clinton Coal Co. vs. C. & E. I. Ry. et al. 

The proceedings in No. 9560, Meridian Traffic Bureau vs. 
Southern Ry., Director-General, et al., and in I. and S. No. 1372, 
Meridian rate case, have been reopened for further hearing with 
respect to rates on cotton, in bales, any quantity, clay, concrete, 
and shale products, in carloads, and hay, in carloads. 

The proceedings in No. 14444, Wash. Co. Alfalfa Milling Co. 
and L. W. Rice, trustee, vs. Director-General, and in No. 14102 
(and Sub-No. 1), Crown Overall Manufacturing Co. vs. Director- 
General, A. & V. Ry. et al., have been reopened for further oral 
argument before the Commission. 

The Commission has reopened No. 15183, St. Louis Traffic 
Bureau vs. A, T. & S. F. Ry. et al., for further hearing, such 
further hearing to be had at the same time and place as in 
Docket No. 15586, American Tripoli Co. vs. A. & W. Ry. et al. 

The orders entered in No. 9702, Memphis-Southwestern In- 
vestigation, and in No. 6390, Memphis Freight Bureau vs. St. L, 
I. M. & S. Ry. et al., dated February 6, 1923, have been further 
modified by the Commission so that they will become effective 
on or before April 25, 1924, in so far as they relate to the rates 
on sugar from New Orleans, La., to points in Louisiana. 

The Paint Manufacturers’ Association of the United States, 
National Varnish Manufacturers’ Association and National Paint, 
Oil and Varnish Association, Inc., have each been authorized 
by the Commission to intervene in No. 12663, Midland Linseed 
Products Company vs. Director-General, West Shore R. R. et al. 

The Mobile Chamber of Commerce and Business League has 
been permitted to intervene in the proceedings in No. 15598, the 
Pensacola Chamber of Commerce vs. ‘L. & N. R. R. et al. 





MODIFIED PROCEDURE SUGGESTED 


Additional cases suggested for the modified procedure 
docket are No. 15677, Los Angeles Soap Company vs. Pacific 
Electric et al., in which the parties involved are the principal 
defendant, the Southern Pacific and the Los Angeles & Salt 
Lake, and, of course, the complainant, and No. 15678, Harry J. 
Lewis Company et al. vs. Louisville & Nashville et al., in which, 
in addition to the complainant, the parties that have been asked 
to submit the case on the new docket are the Chicago Eastern 
Illinois, the New York Central, Big Four, Pennsylvania, Grand 
Trunk Western and the Louisville & Nashville. 

Formal suggestion has-been made that No. 15672, St. Louis 
Coke &-Iron Company vs. Alton & Southern et al., be placed 
on the shortened procedure docket. It has been made to Wil- 
liam E. Rosenbaum, consulting traffic manager in St. Louis, for 
the complainant; E. S. White, traffic manager for the Alton & 
Southern; J. L. Howell, general attorney for the Terminal Rail- 
road Association of St. Louis, and related interests; R,. V. 
Fletcher, general solicitor for the Illinois Central, and W. A. 
Northcutt, general solicitor for the Louisville & Nashville. 

Commissioner Meyer has suggested placing No. 15670, Hous- 
ton Packing Co. vs. Atchison, Topeka & Santa Fe et al., on the 
modified procedure docket. He has sent the suggestion to attor- 
neys for the complainant and the railroads. The notice of sug- 
gestion went to fourteen attorneys representing railroads. The 
case is of such a character that possibly attorneys for other 
packing companies may think the interests of their clients will 
be involved and for that reason may desire to intervene. The 
modified procedure form is intended to cover cases in which 
there may be interventions. In other words, it is intended to 
cover cases a bit more complicated than those handled under 
the shortened procedure form. 





FINANCE APPLICATIONS 

The Salina & Santa Fe Railway Company has applied for 
authority to acquire by purchase the,line of railroad formerly 
owned and operated by the Salina Northern between Salina and 
Osborne, Kans., embracing 81 miles of main line track. The 
company proposes to lease the line, when acquired, to the 
Atchison, Topeka & Santa Fe. The company said it would 
ask for authority to issue $300,000 of capital stock to be ac- 
quired at par by the Santa Fe. 

The New Orleans, Texas & Mexico Railway Company has 
applied for authority to issue $25,635,500 of first mortgage 
5 per cent gold bonds; to sell not exceeding, $11,051,000 of said 
bonds at not less than 87% and accrued interest; to pledge not 
exceeding $1,084,000 of said first mortgage bonds to secure an 
equipment loan in lieu of $948,500 of first mortgage bonds now 
pledged for said loan, and to exchange the remaining $13,500,000 
of bonds, par for par, for a like amount of income bonds 
maturing October 1, 19365. 
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The Commission has authorized the Seaboard Air Line to 
assume obligation and liability in respect of $1,822,437 of equip- 
ment trust certificates, series W, to be issued by the Chase Na- 
tional Bank. Of these certificates $1,620,000 are to be sold at 
not less than 92.5 per cent of par and accrued dividends, and 
the remainder at par. 

The Sullivan County Railroad of Vermont and New Hamp- 
shire has applied to the Commission for authority to issue $357,- 
000 of 6 per cent bonds, to be used for the retirement or refund- 
ing of an equal amount of 4 per cents, due April 1. It is pro- 
posed to sell the new issue to Paine, Webber & Co, of Boston 
for 97.5 per cent of par and accrued interest. 

The Western Pacific Railroad Company has applied to the 
Commission for approval of an issue of $3,105,000 of 5% per 
cent equipment trust certificates, in connection with the ac- 
quisition of 10 locomotives, 775 refrigerator cars, 200 automobile 
cars, 100 logging cars and 1 Jordan spreader, at a total esti- 
mated cost of $3,881,250. The certificates will be sold to the 
American Car and Foundry Company. 

The Louisiana Railway & Navigation Company of Texas has 
applied to the Commission for authority to issue its mortgage 
and deed of trust against its railroad and all its equipment in 
an amount not to exceed $5,000,000 and for authority at this 
time to issue $2,963,000 of 6 per cent bonds under such mort- 
gage and deed of trust. It also has asked for authority to issue 
$200,000 of stock. The securities will be issued to enable the 
company to purchase the property held by it. The property 
consists of a line of railroad running from McKinney, Texas, 
to the state line between Louisiana and Texas, a short distance 
directly east of Waskom, having a length of 181.95 miles. The 
property was once known and operated as the Sherman, Shreve 
port & Southern Railroad, and later acquired by the M. K. & 
T. of Texas. 


UNCONTESTED FINANCE CASES 


The Central of Georgia: has been authorized to procure au- 
thentication and delivery to the applicant of $1,111,000 of re- 
funding and general mortgage 6 per cent bonds, series A, and to 
pledge and repledge them, from time to time, until otherwise 
ordered, as collateral for any note or notes which may be issued 
by the applicant. The bonds are to cover retirements of under, 
lying bonds and expenditures for additions and betterments not 
heretofore capitalized. 

Authority has been given the Central of Georgia to issue five 
equipment purchase notes, series 1, not exceeding $325,000 in 
the aggregate, payable to the order of the Pullman Company, 
the notes to be delivered to that company at their face, in con- 
nection with the procurement of steel passenger equipment, the 
aggregate approximate cost of which will be $424,590. 

The Commission has authorized the Sewell Valley Railroad 
Company to issue $38,358.31 of promissory notes in connection 
with the procurement of equipment. 

The Oregon-Washington Railroad & Navigation Company has 
been authorized to construct and operate in common with the 
Walla Walla Valley Railway Company a branch line of railroad 
in Umatilla county, Oregon, extending from a connection with 
an existing branch line to Umapine, a distance of approximately 
three miles. 

The Oklahoma City-Ada-Atoka Railway Company has been 
authorized to issue $800,000 of capital stock and $800,000 of first 
mortgage 6 per cent bonds. The stock and bonds will be de- 
livered to H. R. Hudson in payment for property to be ac- 
quired by the company in Oklahoma. 

The Oklahoma City Shawnee Interurban Railway Company 
has been authorized to issue $800,000 of capital stock and 
$400,000 of first mortgage 6 per cent bonds to be delivered 
to H. R. Hudson in payment for property to be acquired, and 


to issue and sell $400,000 of 6 per cent first mortgage bonds at- 


not less than 85 per cent of par. 

The St. Louis, Kennett & Southeastern has been authorized 
by the Commission to issue $150,000 of 6 per cent refunding and 
improvement mortgage bonds for exchange at par for a like 
amount of the company’s first refunding mortgage bonds. 


CONDITION OF LOCOMOTIVES 


The following is authorized by the car service division 
of the American Railway Association: 


The railroads on February 15 had 11,783 locomotives in need of 
repair, 18.3 per cent of the ownership. This was an increase of 
992 over the number reported on February 1, at which time there 
were 10,791 or 16.8 per cent. 

Of the total number 6,304 or 9.8 per cent were in need of classified 
repairs, an increase since February 1 of 385. 

Locomotives in need of running repairs totaled 5,479 or 8.5 per 
cent. This was an increase of 607 compared with the number in nee 
of such repairs on February 1. a 

The railroads in the first fifteen days in February repaired — 
turned out of their shops 22,292 locomotives, an increase of 4,22 
over the number repaired in the last half of January. 

Serviceable locomotives on February 15 numbered 53,586, a decrease 
of 908 compared with the number on February 1, while serviceable 
locomotives in storage totaled 3,828, a decrease of 288 compared wit 
February 1, 
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CONGRESS AND THE RAILROADS 


The Trafic World Washington Bureau 


The sixty-eighth Congress has been in session approximately 
three and a half months without any final action having been 
taken on proposed legislation affecting the railroads. If present 
plans are carried out, the Congress will adjourn early in June 
to enable members to participate in the national political con- 
ventions in that month and later to participate in the presiden- 
tial and congressional campaigns. Two months remain, there- 
fore, for consideration of railroad legislation. 

The situation thus presented is not favorable to final action 
on proposed changes in the interstate commerce law in this ses- 
sion of Congress. It is regarded as doubtful whether the Good- 
ing long-and-short-haul bill, for example, even if it should be 
reported favorably by the Senate interstate commerce commit- 
tee, could be brought up for final action under the circumstances. 
Senator Pittman of Nevada apparently had that thought in mind 
when he made the suggestion, which he later withdrew, that an 
agreement be reached providing for a “status quo” situation with 
respect to the Gooding bill and the pending fourth section ap- 
plication of the transcontinental lines until next December. 

The printed record of the testimony on the Gooding bill may 
be ready some time this week. So few members of the com- 
mittee attended the hearings while most of the testimony was 
being given that members of the committee will have to have 
some time in which to go over the record before action can be 
taken by the committee. The testimony before the committee 
revealed opposition to the bill in all parts of the United States 
with the exception of the intermountain territory, points in Mis- 
sissippi Valley territory, and other sections that desire a rigid 
long-and-short-haul clause. This opposition will be reflected on 
the floor of Congress when the bill comes up for consideration. 
Even if the measure should be passed by the Senate, it is not 
regarded as likely that there would be time for final action on 
it by the House before adjournment is taken in June—if the 
present adjournment plan is carried out. ; 

Legislation amending paragraph 3 of section 16 of the inter- 
state commerce act to meet the situation growing out of the 
Wolf case decision probably will be enacted. No opposition is 
expected to such a bill and it will require little time to dispose 
of it. 

An effort will be made to get action on the bill abolishing 
the Railroad Labor Board introduced by Senator Howell and 
Representative Barkley on behalf of the railroad labor organiza- 
tions, but the changes proposed are of such substantial nature 
that it may go over until the December session. Senator Cum- 
mins has asked for hearings on his railroad consolidation bill, 
but no action has been taken with respect to that measure and 
there is no thought that it has any chance of final consideration 
at this session. 

The longer the Senate investigations of the oil leases and 
Attorney-General Daugherty last, the fewer will be the chances 
of any action being taken on major changes in the transporta- 
tion act. The element in Congress that would attack the rail- 
roads is likely to remain passive so long as the newspapers are 
giving columns of space to the kind of investigations now under 
way. 





THAT DOLLAR RATE ON RYE 


The Trafic World Washington Bureau 


Representative Tillman of Arkansas made a statement in the 
House correcting “an error which I made in some remarks in 
the House on January 24 last, upon the subject of freight rates. 
I understood from my informant, Mr. Hulse, that he was speak- 
ing of freight rates, when as a matter of fact he meant express 
rates. The rate Mr. Hulse paid as express was $1 per bushel 
on grain he shipped.” 

As reported in The Traffic World of January 26, p. 222, Mr. 
Tillman said Hulse, living near Prairie Grove, Ark., had told 
him that he had bought six bushels of rye in Kansas and that 
the transportation charges were $1 on each bushel. He sug- 
gested that members write Hulse and ask him what he thought 
of the “Republican legislation that made this outrage possible.” 

Representative Tillmgn’s error was called to his attention 
by W. W. Baldwin, vice-president of the Chicago, Burlington 
& Quincy. In a letter to Mr. Tillman, which was put in the 
Congressional Record by the representative, Mr. Baldwin said: 


+ 

Probably all who heard you understood your statement to mean 
that the railroads are charging $1 per bushel for transporting rye and 
similar farm products “for short distances.” You omitted to state the 
exact distance, which is an important omission where accuracy is de- 
sirable, because freight rates are based upon distances. 

From Prairie Grove, in your county, north to the north line of 
Arkansas is about 50 miles, and, as you say this shipment was “for a 
short distance,” I have taken 182 miles, which is the distance from 
Prairie Grove to Parsons, Kans., and both Parsons and Prairie Grove 
are on the line of the St. Louis-San Francisco Railroad. That is not 
a “short distance.’ 
th I have asked the freight department of the Frisco Road to give me 
per regular established published rate on the shipment of rye from 
tame to Prairie Grove, and they inform me that it is 13 cents per 

ushel, and is not $1 per bushel, as stated by you. Grain rates are 
quoted per carload, because the grain practically all moves in that way, 
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and the rate from Parsons to Prairie Grove is 23% cents per 100 
junds, and as there are 56 pounds of rye per bushel, the freight rate 
s 13 cents per bushel. 

‘This is confirmed by the published rates in Illinois and Iowa; in 
Illinois the same rate on rye for that distance is 9 cents per bushel, 
and in Iowa it is 8 cents per bushel. The Arkansas rate quoted is 
slightly higher between these Kansas and Arkansas points, because 
of the very small volume of grain moving that way and the increased 
costs of operation in that_region. These are all rates approved by 
the Interstate Commerce Commission. 

One can only conjecture where Mr. John Hulse got the freight rate 
of $1 per bushel. It is possible that he bought seed grain, and 
shipped it on a passenger train by express, or at some class rate 
that was equal to express rates. 

The Bm yoe' of principal interest to rd colleagues in the House, 
and to the country generally, is what is the burden of freight rates 
upon rye and other grains to the western farmer. For distance of 
182 miles this average burden is about 8 cents per bushel; that is, 
the average freight charge in the west for transporting a bushel 
of rye or similar grain 182 miles does not exceed 8 cents per bushel, 
as it moves almost exclusively at carload rates. If freight rates are 
reduced 25 per cent, it would mean a reduction of 2 cents per bushel 
in the rate, but that would not necessarily benefit the farmer to the 
extent of 2 cents per bushel in the price he receives for his ain. 
Today’s Chicago price for cash rye is 72 cents per bushel, and the 
price fluctuates sometimes as much as 2 cents per bushel in one day, 
so that a reduction of 2 cents in the freight rate might be entirely 
wiped out in a single day by a fall in the price caused by poor 
demand from Europe, or a change in the customs tariff, or a slump 
in grain prices generally, or a stringency in the money market, or 
some other reason entirely remote from railroad freight rates. 

Nothing can be made more confusing in this matter than to pick 
an exceptional incident, the result of an unusual condition, and, be- 
cause it presents a sensational feature, to cite that as indicating the 
burden of railroad freight rates upon the farming industry. 


POSTAL SERVICE EXTENSION _.. 
The Trafic World Washington Bureau 


In debate in the Senate this week. on S. 2111, a bill intro- 
duced by Senator Harris, of Georgia, authorizing the Postmaster 
General to conduct experiments in the operation of not more 
than 50 rural routes to develop and to encourage the trans- 
portation of food products directly from producers to consumers 
or vendors, Senator King, of Utah, declared it was an attractive 
proposition to have the government provide means for trans- 
porting the products of the farm to the consuming markets, 
“and yet if that proposition is adopted by the government, it 
means that the government will ultimately take over the trans- 


portation system and become a common carrier for all the 
people.” 


Senator King, vigorously opposing the bill, said that while 
it was true the measure provided only for an experiment, it 
was idle to say that those who projected the scheme had only 
in mind a simple experiment: Continuing, he said: 


Experience has demonstrated that departments have encouraged 
measures which extended their jurisdiction, augmented their powers 
and increased their personnel. Little organizations established by 
Congress have grown like the green bay tree until they overshadowed 
the land. Executive agencies are always ambitious and anxious 
for additional power. Some officials in the Post Office Department 
undoubtedly would be glad to see the Post Office Department con- 
verted into a common carrier. They would be glad to see tens 
of thousands more of employees and an enormous business organi- 
zation established to carry the freight of the country. 

There are those in the department, and there are many outside 
of the department who would be glad to see the Government control 
all transportation, including railroads, telegraph and telephone com- 
panies and whatever facilities may be devised for the conveyance of 
passengers or freight or the transfer of information. So we might 
as well at the outset say that the measure before us has in view 
the ultimate establishment, under the control of the Post Office 
Department, of a vast network of transportation which will conm- 
vey from field and farm and range and plantation and mill, all 
forms of agricultural products. And, as I have stated, when such 
system shall have been established demands will be made for its ex- 
tension until all branches of industries may avail themselves of such 
instrumentalities and utilize it as a national common carrier. 

Such a movement as I have understood this bill contemplates, 
if started, could not be arrested. The senator from Georgia has 
stated that the object of the bill is to experiment with small 
products, such as eggs and butter, and he has said that many of 
the small products of the farm are of little value and the farmers 
cannot afford the time and the trouble of hauling the same to 
market. He conveys the idea that the plan will be limited to the 
hauling of these less important and comparatively few products. 
However, the bill contains no limitations, and the Senator knows 
that if the plan is adopted no limitations will be imposed. If the 
Government may become a common carrier for butter and milk 
and eggs, why not for other farm products? Indeed, the farmers 
would demand that its activities be expanded. It will be impos- 
sible to draw the line between the small and unimportant products 
and the iarge and important products. There is no limit as to the 
number of pounds that shall be carried or, as stated, the articles 
which shall be carried. And I state, without any fear of successful 
contradiction, that if the scheme shall be: accepted and the Govern- 
ment shall inaugurate a plan to carry products from the farm to the 
city, and from the producer to markets, all agricultural products 
will come within the category of transportable commodities, whether 
the commodities are animate or inanimate. 

Provision will therefore have to be made under such a system 
for instrumentalities to convey all of the products that are to be 
shipped from the farms. Livestock, beef cattle, hogs, sheep, hay, 
wheat, corn, rye, barley, and, indeed, all things which are produced 
upon the farm and upon ranches will come within the scope or 
the plan and provisions will be made for their transportation. 

Senators may say that Congress will limit the activities of the 
Post Office Department. Mr. President, that will not be done and 
Senators know that it cannot be done. It was understood when 
the parcel-post system was established that it was to be confined 
to small parcels; but we find now that the Government is carrying 
all kinds of freight labeled “Parcel post.’ Lumber, coal, ore, live- 
stock, freight of all kinds are now transported by the Post Office 
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Department under the classification of parcel post. The Government 
is losing millions of dollars annually in carrying these bulky com- 
modities. If sent by train or by private carriers of freignt, the 
costs would be very much greater, and accordingly the Post Office 
pa + gg is being utilized to convey these bulky and heavy com- 
m es, 

It will be the same if this plan _ through with respect to the 
products of the ranch and the field and the farm; and, as I have 
stated, and I repeat it, if the Government transports commodities 
from the farm, it will be required to engage in a general transporta- 
tion business and it will become a nationwide carrier. 

Mr. President, it is important that there be new capital invested 
in railroads, both steam and electric. It is important that our 
transportation system be improved by private capital, not by the 
Government. It is important for those within the cities, as wel 
as for the agriculturists, that markets for the products of the 
manufacturers, as well as the farmers, should be expanded, and that 
freight rates should be reduced to the lowest possible level. The 
projection of the Government into the transportation field, will, of 
course, react immediately upon the transportation system of the 
United States; and I call the attention to the fact that corporations 
are being formed for the transportation by truck and automobiles 
of freight and passengers between cities and towns. Wherever we 
zo we encounter the freight trucks and the passenger automobiles. 
They go into the country and into the villages and the rural 
communities and serve the people. As the needs of the people 
increase, additional corporations will be formed. But if the Govern- 
ment enters into this field, then, of course, private capital will be 
driven out. Of course, the Government cannot operate as cheaply 
and as efficiently as can individuals; but the Government has a long 
purse, and the Treasury is inexhaustible. It may be empty today, 
but the taxing power will fill it tomorrow. And though people 
can successfully compete against the Government, if the standards 
applied are efficiency and economy, private persons cannot compete, 
if governmental agencies may thrust their hands into the Treasury 


-. make up deficits and to bear the expense of governmental oper- 
ation. 


Senator King said his position was that the farmers stood 
a better chance to have cheap transportation from farm to 
city and city to farm by private enterprise than by governmental 
owned, operated, and controlled instrumentalities of transpor- 
tation, 

“Whatever increase in taxation occurs, it hurts the farmer,” 
said he. “And I am certain that deficits would result from 
the operation of a transportation system by the government, 
as deficits have resulted from the operation by the government 
of the ships controlled by the Shipping Board.” 

The senator said if he believed that- the government. could 
conduct all the affairs of the -people better than they could 
themselves, and that-its ownership of all the property would 
bring greater happiness and peace to the people, he might 
then become a communist. 

“But I believe that communism is a blight upon the people; 
that it retards growth and development; that it paralyzes in- 
dustry and reduces the people to a condition of mental torpor 
and industrial stagnation,” said he. 

Senator King said the waste and inefficiency of bureaucrats 
precluded the successful operation of the railroads and trans- 
portation system and the great. industries that had contributed 
so much to the development of the Republic. 

“Being a strong believer in the government of the United 
States, I am willing to defend it even against the charge of 
inefficiency and waste,” said Senator Brookhart, of Iowa. 

Senator Brookhart then asked Senator King whether he 
knew that “in spite of all of the newspaper criticism of the 
operation of the railroads by the government, in spite of all 
the bad McAdoo management we hear about, the first ten months 
after the roads were turned. back their operating. expenses in 
private hands increased by $1,485,000,000, or nearly a billion 
and a half?” 

Senator King said he had seen a multitude of statements 
affirming what Senator Brookhart had said and that he had 
seen many statements denying the correctness of the figures. 
The debate continued as follows: 


Mr. Brookhart.—If I furnish the figures from the reports of the 
Interstate Commerce Commission, and give the book and the page, 
will that be satisfactory? 

Mr. King.—I have investigated that question at some length, 
and when the railroad question comes before the Senate for consider- 
ation I shall give it my best attention; but I want to say to the 
Senator in all good faith that I do not believe in governmental 
ownership and ojeration— 

Mr. Brookhart.—Of anything? 

Mr. King.—Of railroads and ships and other instrumentalities 
which under our theory of government should be operated by private 
individuals. 


Mr. Brookhart.—The Senator would turn back the post office to 
private corporations, would he? 


fr. King.—It is so strongly intrenched that I would not do so; 
but T will say very frankly that in my opinion the Post Office Depart- 
ment could be operated more efficiently and economically than it 


is now for one-half the present expense if it were controlled by 
private individuals. 


Senator Bruce, of Maryland, thought the experiment provided 
for by the bill might be tried, but he said he believed the 
result of the experiment would establish “the utter inadvisability 
of continuing on any very considerable scale the present rural 
mail-delivery system.” 


In concluding his remarks on the bill, which went over for 
further consideration, Senator King said: 


There are many who believe that we cannot keep out of it and 
that the Government wil! take over the railroads. I hope the time 
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will not arrive when that will be done. But I feel quite sure that 
if we shall inaugurate the plan contemplated by this measure, and 
begin the expansion of that plan, the demand will be made that the 
Government shall take over the railroads and perhaps other public 
utilities; already there is a demand for the vernment to. build 
power plants at various parts of the United States and to engage 
in various kinds of business which private enterprise has developea. 

I have just been in a country where there is a state capitalism. 
They had communism at first, but it brought starvation and death 
and economic ruin. A change resulted in a form of state capitalism 
as to the “big” or “key” industries; but there is still confusion 
and poverty and evils and sorrows which we cannot understand and 
appreciate. Then the railroads are being operated by the Govern- 
ment at an enormous loss. Twenty-five to thirty per cent of all 
taxes levied in Russia go to make up this deficit. A large part goes 
to pay the deficits arising from the operation of the ships upon the 
Volga, upon the Caspian and the Black Seas, and a large part of it 
goes to meet the deficits resulting from operating the sugar fac- 
tories and the textile mills and the iron mills, those key and basic 
industries which lie at the foundation of prosperity, aside from 
agriculture, of any progressive and enterprising state. 

Those great industries are running behind to the extent of hun- 
dreds of millions of rubles annually, though there is no com- 
petition. The inefficiency of the government, the red tape, the huge 
bureaucracy established under a paternalistic form of government 
forbid economy, forbid efficiency, and in the long run must culminate 
in the destruction of the industries. 


r. President, let me repeat that in my opinion the farmers 
will not profit by this bill or the plan which it is the precursor 
of. They will be better served by private enterprise than by the 
Government; they will get their products to market much more 
cheaply by private carriers than by the United States, 


HEARING ON GOODING BILL 


The Trafic World Washington Bureau 


When Alfred P. Thom, for the carriers, completed his state- 
ment on the afternoon of March 6, Senator Pittman declared 
the Senate committee hearings on the Gooding bill closed. Be- 
cause so few members of the committee were present through- 
out the hearings, the senator indicated that it might be arranged 
to have argument before the whole committee on a day set 
aside for that purpose. 

In closing his appeal to the committee not to enact the 
Gooding bill, Mr. Thom said rail transportation was more im- 
portant to the country than water transportation—that all points 
in the interior were more dependent on the rail lines than the 
water lines and that to an essential degree the ports on the 
water were dependent on the rail lines. If there was to be one 
method of transportation preferred, he said, it should be trans- 
portation by rail. He added, however, that it was not neces- 
sary that either should be preferred. He said his earnest sug- 
gestion to the committee was that it would not be wise public 
policy to enact a rigid long-and-short-haul clause. 

Turning to the question of whether such a clause would be 
of benefit to the interior points, Mr. Thom said the low rate at 
the point of destination was not created by the rail carriers. 
He said that must be taken into consideration in considering 
the effect on the interior of a rigid clause. He said the coast 
cities could do business on the basis of the low water rates 
regardless of the railroads. He said the facts must be faced— 
that it would do the interior no good to base a conclusion on 
an erroneous conception of what the facts were—that the interior 
never could get to the basis it could if it were on the coast. 
He said if the bill were passed, the inevitable consequence of 
depriving the rail carriers of traffic must be faced. 

Senator Gooding said he could not agree with Mr. Thom— 
that the railroads would have more traffic if they permitted the 
interior to develop, He said capital would not come into a 
territory discriminated against on account of freight rates. He 
said the trouble was that there was no settled policy—that the 
rate situation was constantly in danger of being disturbed by 
the railroads asking for permission to make further rate reduc- 
tions to meet water competition. 

Mr. Thom contended that there was a settled policy under 
the law now—that there was a tribunal to say what the rates 
should be. He referred to the consequences of a rigid fourth 
section clause applied to other sections of the country, pointing 
out briefly some of the rate situations brought to the attention 
of the committee. - 

Senator Pittman said he did not hold the same view with 
regard to the fourth section as between railroads as he did as 
between rail and water carriers. ‘ 

Senator Gooding declared the railroads were not keeping 
up with the development of the country. He admitted the rail- 
roads did “fairly well this year,” referring evidently to 1923, but 
he did not think they were keeping up with the growth of the 
country. Mr. Thom said whether or not the carriers were able 
to handle the business of the country depended on the policy 
of Congress. He said if there was constant agitation, constant 
uncertainty, of course, the railroads would be hampered, He 
said one of the pleas of the railroads was that they have & 
stable system of regulation. He put in the record the carriers 
1923 program and what they had accomplished under it in answer 
to the charge that the roads were not meeting the business 
demands of the country. 

Senator Pittman said there. was a suspicion that a good 
many railroads had submitted to the influence of big shippers 
and big shipping points, with the result that unequal rates had 
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grown up and that now it was very difficult to change them 
without disturbing business, He said if the railroad executives 
would absolutely banish the influence of those who had a lot 
of stuff to ship and readjust rates so that rates would be low- 
ered on commodities unduly burdened by high rates and. in- 
creased on other commodities able to bear higher rates, there 
would not be the complaints about the railroads that existed 
now. When railroad executives were asked so to readjust rates, 
the senator said, the reply was that that it was no use talking 
about it—that business would be disturbed if they attempted 
anything like that. Under such circumstances, he said, the rail- 
roads need not be surprised if the people lost confidence in the 
railroads and in the Commission. He referred to an article on 
railroads by Secretary Hoover, of the Department of Commerce, 
in which he said the secretary commented on the rates on silk 
shipments and on farm products, with relation to the value of 
the commodities shipped and of the small amount of the rate 
on silk as compared with the value of the commodity. He said 
Secretary Hoover said consolidations would help, but he said the 
railroads were opposing consolidations. The senator said what 
he had said was running through the minds of members of 
Congress. 

Mr. Thom referred to the difficulties faced by roads carrying 
largely agricultural traffic in attempting to lower rates on agri- 
cultural products because of their inability to make up on other 
traffic. He said the senator was mistaken as to the railroads 
opposing consolidations, He said many consolidations would 
result if there was a plan for voluntary consolidations subject 
to the approval of the Commission, but not according to a fixed 
plan for all the roads in the country. He said there should be 
no plan of an artificial character promulgated by the Commission. 


N. Y. ON RAIL AND CANAL BILLS 


The Trafic World New York Bureau 

Opposition to the proposed St. Lawrence Canal as a costly 
and impracticable scheme, and especial objection to a treaty 
committing the United States to the project in advance of a 
thorough investigation, were expressed Wednesday at a meeting 
of the New York Board of Trade and Transportation. 

The board suggested that in addition to a study of the 
canal plan by civil engineers, there should also be appointed a 
committee of practical steamship men to determine whether ocean- 
going vessels will utilize the waterway when it is completed. All 
the evidence from shipping interests, it was said, pointed to the 
fact that, so far as developing a new outlet from the interior to 
the sea is concerned, the canal would be practically useless. 

The board also adopted a report urging appropriations by 
New York State to clear the barge canal from silt and other 
obstructions to navigation, and to maintain it at the uniform 
depth of 12 feet directed by law. In some places at present the 
depth is nine feet or less. 

Several reports on railroad legislation were approved by the 
board. One of these was to permit loss and damage claims to 
be pressed against the government in cases growing out of 
federal control. - 

Another endorsed the bill extending the time limit allowed 

shippers in bringing suits for overcharges from two to three 
years, 
_ A third report approved the bill by Representative Hickey, 
In the State Assembly, designed to bring the state law in line 
with federal and other state statutes on feeding and watering 
animals in transportation. The present state law requires stock 
to be unloaded within 28-hour periods for rest and feeding, while 
the Federal time is placed at 36 hours in certain conditions. 

With regard to the St. Lawrence canal project, the board 
endorsed the report of its canal committee, which said that a 
great majority of U. S. citizens and Canadians were opposed to 
the plan, but that propaganda was being circulated in each 
country to show that the other strongly desires it. 

The board recorded its opposition to the measure in Con- 
gress to make the canal plan an “approved project,” thereby 
requiring the rivers and harbors bill each year to include funds 
for its development without review by Congress. 


PROTECTION OF EXPRESS EMPLOYES 


The Trafic World Washington Bureau 


__A sub-committee of the Senate interstate commerce com- 
mittee, composed of Senators Gooding, Howell and Mayfield, be- 
gan hearings March 11 on a bill (S. 863) introduced by Senator 

binson, providing for improved conditions on baggage and 
express cars and for use of steel cars for such service. 

J. J. Forrester, of the brotherhood of railway clerks, freight 
handlers and station employes, offered as a substitute a bill 
(H. R. 4107), introduced in the House by Representative Denison. 
This bill would give the Commission power to compel the rail- 
— to comply with the act as to use of steel cars and as to 

eeping the cars in a sanitary condition. 

. Mr. Forrester and other representatives of express company 
‘Mployes told the sub-committee of conditions on the express 
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cars in which they worked. They said wooden cars formerly 
used for transporting race horses had been converted into ex- 
press cars; that oil lamps were used and that in many instances 
the cars were not cleaned for considerable periods of time. 

Bird M. Robinson, president of the American Short Line 
Railroad Association, obtained permission to submit testimony in 
behalf of the short lines and electric lines on March 20. 

Witnesses for the railroads will appear before the sub- 
committee March 20 on the bill requiring railroad and express 
companies to provide sanitary steel cars in the express service. 





AGAINST CHANGES IN THE ACT 


Senator Sheppard of Texas has submitted to the Senate a 
resolution adopted by the El Paso Chamber of Commerce op- 
posing “any change in the transportation act until there has 
been better opportunity to determine whether or not the change 
is justified or necessary, and decidedly opposes government own- 
ership of railroads. 

Senator Capper of Kansas has submitted a memorial of em- 
ployes of the Kansas City Southern of Pittsburg, Kan., remon- 
strating against any amendment of the transportation act at 
the present session of Congress. 

Senator Shortridge of California has submitted to the Senate 
resolutions of the Centerville Chamber of Commerce and of the 
California Development Association of California, and memorials 
signed by California employes of the Santa Fe, remonstrating 
against substantial changes in the transportation act at this time. 

Senator Curtis, of Kansas, has submitted to the Senate a 
resolution of the Horton Shop Federation of Horton, Kan., pro- 
testing against a resolution adopted by the Chamber of Com- 
merce of Horton protesting against substantial changes in the 
transportation act. The shop federation declared the cham- 
ber’s resolution was not representative of the views of the citi- 
zens of Horton. 

Senator Frazier of North Dakota has submitted to the Senate 
a resolution of the Commercial Club of Grand Forks, N. D., 
protesting against changes in the transportation act at this time. 

Senator Shipstead of Minnesota has submitted a resolution 
of the Commercial Club of Sleepy Eye, Minn., protesting against 
the making of any material change in the transportation act at 
this time. 

Representative Strong of Kansas has submitted to the House 
a petition of the Chamber of Commerce of Herington, Kan., 
protesting against changes in the transportation act at this time. 


THORNTON AND SARGEANT SPEAK 


Speaking at the annual dinner of the American Railway 
Engineering Association, in Chicago, March 12, on the subject 
of “Transportation in Relation to Proposed Legislation,” F. W. 
Sargeant, vice-president and general counsel for the Chicago & 
North Western, singled out the Senate resolution introduced by 
Senator Gooding, providing for an investigation into the “prop- 
aganda” methods of the carriers, as a fair sample of the kind 
of things the railroads have to contend with in a legislative 
way these days. 

“When one considers the flood of radical legislation poured 
into this session of Congress, one is almost tempted to be as 
pessimistic as the Kansas farmer in a dry season who usually 
insists that promising black clouds on the horizon are merely 
‘empties coming back from Iowa,’” Mr. Sargeant said. Re- 
ferring to the Gooding resolution, he continued: 





It would be just as sensible for the Senate to pass a resolution 
calling for an investigation of the practice which permits an attorney 
to make an argument to a jury. As a matter of fact, that is just 
what the railroads are trying to do today. And for my part, as one 
railroad executive, I insist that our case shall go fairly before the 
jury—the great American public—silly and senseless Senate resolu- 
tions to the contrary notwithstanding. 

As a matter of fact, there would not be need for the railroads to 
go to the trouble and expense to set the public right in transporta- 
tion matters if it were not for the flood of slanderous misinformation 
and false statements loosed in high places in the last few years, and 
still being loosed in such quantity that our efforts to neutralize its 
corrosive action can hardly keep pace with it. : 


Mr, Sargeant cited, as examples of misinformation broad- 
cast by members of Congress, statements made last year re- 
garding the restriction of movements on farm products on ac- 
count of the high level of freight rates; the alleged destruc- 
tion of apples in the Northwest for the same reason; Senator 
Brookhart’s speech, in the fall of 1922, in which he characterized 
many of the executives who worked under the Director-General 
in the period of federal control as “worse traitors than Benedict 
Arnold;” and the inaccurate speech recently made in the House, 
by Representative Lozier of Missouri with regard to the cost 
of the railway mail service. 

“There have been over 6,000 bills introduced in the current 
session of Congress,” he added, “not a small share of which 
are designed to hamper further the work of the carriers. When 
I mentioned that figure to a recent fellow traveler, he exclaimed: 
‘God help my congressman! He can’t count that far!’” 

Sir Henry W. Thornton, K. B. E., president and chairman 
of the board of directors of the Canadian National Railways, 
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spoke on “Railways and the State.” His only direct expression 
as to the value of government ownership was to the effect that 
the Dominion did right in taking over the Canadian National 


and that the experiment was apparently working out right. He 
said, in. part: 


State ownership springs, in part, from an inherent belief that 
transportation is a function of the state. In Great Britain and on 
this continent, where the necessity of preserving transportation as a 
military measure is not so great, and where railroads were first built 
by private capital because the newness of the governments did not 
permit their construction by thé state, this idea is not so prevalent. 
We have an antipathy—an entirely justified antipathy—against pa- 
ternalism, and government ownership of the carriers bears that taint. 

Any private system of transportation must, however, do three 
things in order to justify its independent existence: It must remain 
solvent, it must render efficient service at_reasonable rates, and it 
must pay its employes a fair living wage. en one of these things 
is lacking—as solvency was lacking on the Canadian roads—the in- 
tervention of the state is justified. When all of them are lacking, 
government ownership will be forced on the state by popular clamor. 


Sir Henry insisted, also, that the ownership of railways, 
private or governmental, rested on broad economic grounds. If 
we wish to preserve private operation in this country, he main- 
tained, efforts must be made to alleviate. general poverty and 
misery in our large centers. 

“You know,” he insisted, “those are the things that breed 
dissatisfaction with our present system of wealth distribution, 
and that dissatisfaction will in turn make itself felt in a de- 
mand for state ownership, It is all well enough to say that if 
a man is industrious he can make a living, but platitudes will 
not feed the hungry and clothe the naked.” 


HOUSE COMMITTEE TAKES NO ACTION 


The House committee on interstate and foreign commerce 
met March 11 to consider what should be done with railroad 
bills referred to it, but no action was taken. It was understood 
that most of the session was taken up with consideration of a 
coast guard bill and that later the committee will consider rail- 
road bills. Representative Denison, who introduced the inland 
waterways bill on which hearings have been concluded, will 
introduce a new Dill to meet suggestions made at the hearings. 
The committee began hearings March 12 on bills relating to the 
Panama canal zone. 


ANOTHER SURCHARGE BILL 


Representative Hammer of North Carolina has introduced 
a bill (H.R.7756) to prohibit the collection of a surcharge on 
travel in Pullman cars. 


INLAND WATERWAYS BILL 


The House committee on interstate and foreign commerce 
concluded hearings March 7 on the Denison bill providing for 
the creation of a government corporation with a capital of 
$5,000,000 to operate the government’s barge lines and to de- 
velop barge line transportation on the inland waterways. Rep- 
resentatives Oliver, McDuffie and Bankhead, all of Alabama, ap- 
peared in support of the bill. 


ABOLITION OF LABOR BOARD 


Chairman Smith of the Senate interstate commerce commit- 
tee has submitted to the Senate a petition of the national execu- 
tive committee of the Private Soldiers’ and Sailors’ Legion, of 
which Marvin Gates Sperry is president, urging enactment of 
the bill introduced by Senator Howell and Representative Bark- 
ley providing for abolition of the Railroad Labor Board and 
substitution therefor of a system of mediation, conciliation and 
arbitration. The petition said a large number of the members of 
the organization were railroad employes. 

Hearings on Senator Howell’s bill (S. 2646) providing for 
abolition of the Railroad Labor Board and substitution there- 
for of a new method of dealing with differences between the 
railroads and their employes probably will be begun shortly. 
Senator Howell said March 11 hearings might be started about 
March 17, but that a definite date had not yet been fixed. The 
sub-committee in charge of the bill is composed of Senators 
Couzens, Dill and Gooding. 


REPEAL OF SECTION 15-A 


Senator Capper of Kansas has submitted to the Senate a 
resolution adopted by the Panhandle Producers’ Association at 
its annual convention in Amarillo, Tex., favoring enactment of 
S. 91, Capper’s bill providing for repeal of section 15-a and res- 
toration of power of state commissions over intrastate rates. 


WOLF CASE LEGISLATION 


Senator Howell, chairman of the sub-committee of the Sen- 
ate interstate commerce committee handling the proposed legis- 
lation to amend paragraph 38 of section 16 of the interstate com- 
merce act to meet the situation growing out of the decision of 
the Supreme Court in the Wolf case, said March 11 that the sub- 
committee intended to report favorably to the whole commit- 
tee, March 12, the substitute bill drafted by the legislative com- 
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mittee of the Commission and which was printed in The Traffic 
World last week. : 

Owing to lack of a quorum at an executive session March 
12, no action was taken by the committee on that day. Chair. 
man Smith and Senators Howell, Gooding and Pittman were the 
only members of the committee present. Senator Howell said 
after the session that the substitue bill would be reported shortly, 
as there was no opposition to it. 


ooo 
LA FOLLETTE BILL IN THE HOUSE 


Representative Huddleston of Alabama has introduced in the 
House (H. R. 7820), which is identical with the La Follette 
“scientific” rate-making bill introduced in the Senate and which 
was printed in The Traffic World of January 19, page 152. 


TELEPHONE DEPRECIATION CHARGES 
Senator Ransdell of Louisiana has introduced a bill (S. 2801) 
amending paragraph 5 of section 20 of the interstate commerce 
act so that the Commission would have no jurisdiction over 
depreciation charges of telephone companies. 





TELEPHONE COMPANY REGULATION 


Representative Sabath, of Illinois, has submitted to the 
House a petition of the city council of Chicago favoring an 
amendment to the transportation act as will divest the Con- 
mission of any jurisdiction over rates of depreciation to be 
charged by local telephone companies. 


JANUARY RAIL EARNINGS 


Class I railroads, representing a total mileage of 235,928 
miles, earned at an annual rate of 4.54 per cent on their tentative 
valuation in January, according to reports compiled by the 
Bureau of Railway Economics from returns filed with the In- 
terstate Commerce Commission, according to a statement issued 
by the Bureau, which continued as follows: 


In dollars, this represented a net operating income of $51,281,200. 
In the eastern district, the rate earned was 5.04 per cent; in the 
—n district 5.68 per cent and in the western district, 3.59 per 
cent. 

The same roads in January last year earned a net operating in- 
come of $61,128,970, which was at the annual rate of return of 5.58 
per cent. In December, 1923, the net operating income was $69,694,- 
744 or 4.44 per cent. 

The net operating income is what is left after the payment of 
operating expenses, taxes and equipment rentals but before interest 
and other fixed charges are paid. 

Operating revenues of the Class I roads in January amounted 
to $468,976,600, a decrease of $33,565,250 or 6.7 per cent under the 
same month last year, while operating expenses totaled $384,984,380, 
a decrease of $23,993,100 or 5.9 per cent under January, 1923. 

Class I railroads in January paid $26,000,000 in both state and 
federal taxes or approximately $867,000 a day. This was an increase 
of eee one and a half per cent over the amount paid during Janu- 
ary, : 

Expenditures for maintenance of equipment during the month 
showed a decrease of approximately $12,700,000 under the same month 
last year, while for maintenance of way, the: amount spent was an 
increase of approximately $2,423,000. 

In the absence of tentative valuations of the carriers by the 
Interstate Commerce Commission according to the various subdistricts, 
compilations by the Bureau of Railway Economics show that the rate 
of return in January based on the property investment of the car- 
riers was 3.94 per cent. : 

Net operating income by sub-districts for the month with the 
percentage of return based on property investment in each district 
follows: 

DEG GTA WOMBOEE: os 56. 00 wisi so ere ae eGsieelewe $ 1,611,851—3.15 per cent 
SR, NU PII oo 6 oas'vscic:s.0.nna d,s 4:0.68d 0.0 0:0:0 5594,610—4.78 per cent 
Ohio-Indiana-Allegheny region ............... 10,131,222—4.21 per cent 
I OE S56 ie coc oc oe ee taeecuee o's 3,064,595—4.61 per cent 


ee eer ere an eres 10,128,204—4.88 per cent 
DOOWERPONOOETE WOME 6 ccc cccccccsecedesccccs 2,313,591—1.24 per cent 
CCOTTET EE VOOUEOETE TONTOTE o5 5 occ ccc scccccsece 9,346,463—3.97 per cent 
SOutWwestern TABION . 6... cs cee cee cuccdesese 5,090,676—4.48 per cent 


Forty-four Class I railroads operated at a loss in January, of 
which twenty were in the eastern, two in the southern and twenty- 
two in the western district. In December, forty-seven railroads had 
operating deficits. 

Class I railroads in the eastern district, according to complete 
reports, had a net operating income in January of $24,402,275, which 
was at the annual rate of return of 5.04 per cent on their tentative 
valuation. This compared with a net operating income in January, 
1923, of $24,966,800, or 5.20 per cent. Freight traffic in the eastern 
district in January, according to incomplete reports, was approximately 
nine per cent under the corresponding period the year before. Op- 
erating revenues of the eastern carriers totaled $233,867,290, a de- 
crease of 6.9 per cent under January last year, while operating eX- 
penses amounted to $194,295,450, a decrease of 7.9 per cent under 
January, 3. ‘ 

Carriers in the southern district in January had a net operating 
income of $10,128,200, which was at the annual rate of return of 5.68 
per cent. The net operating income of the southen carriers in Janu- 
ary, 1923, was $12,381,785, or 7.53 per cent. Fries traffic of the 
southern roads during the month decreased approximately seven per 
cent under the same month in 1923. Operating revenues of the 
southern roads in January amounted to $65,061,400, a decrease of 3.7 
per cent under the same month last year, while operating expenses 
total $51,796,800, or a decrease of three-tenths of one per cent com- 
pared with January one year ago. : ; 

Carriers in the western district had a net operating income in 
January of $16,750,730, which was at the annual rate of return of 3. : 

er cent compared with $23,780,360 or 5.28 per cent for the same mont 
ast year. Freight traffic in the western district showed a decrease 
of approximately 744 per cent under January, 1923. Operating reve 
nues of the western carriers totaled $169,507,900, a decrease of is 
per cent under January, 1923, while there operating expenses amounte 
to $138,892,100, or a decrease of five per cent. 
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SECTION 28 EFFECTIVE MAY 20 
The Trafic World Washington Bureau 


Acting on the certificate of the Shipping Board setting forth 
that adequate shipping facilities under the American flag per- 
mits application of section 28 of the merchant marine act to the 
extent indicated in the certificate, the Commission, March 12, 
announced an order terminating, effective May 20, the suspen- 
sion of section 28. 

Secretary McGinty issued the following statement on behalf 


of the Commission: 


Section 28 of the merchant marine act, 1920, provides as follows: 

“That no common carrier shall charge, collect, or receive, for 
transportation subject to the interstate commerce act of persons or 
property, under any joint rate, fare, or charge, or under any export, 
import, or other proportional rate,:fare, or charge, which is based in 
whole or in part on the fact that the persons or property affected 
thereby is to be transported to, or has been transported from, any 
port in a possession or dependency of the United States, or in a 
foreign country, by a carrier by water in foreign commerce, any 
lower rate, fare, or charge than that charged, collected, or received 
by it for the transportation of persons, or of a like kind of property, 
for the same distance, in the same direction, and over the same route, 
in connection with commerce wholly within the United States, un- 
less the vessel so transporting such persons or property is, or unless it 
was at the time of such transportation by water, documented under 
the laws of the United States. Whenever the board is of the opinion, 
however, that adequate shipping facilities to or from any port in 
a possession or dependency of the United States or a foreign country 
are not afforded by vessels so documented, it shall certify. this fact 
to the Interstate Commerce ‘Commission, and the Commission may, 
by order, suspend the operation of the provisions of this section with 
respect to the rates, fares, and charges for the transportation by 
rail of persons and property transported from, or to be transported, 
to such ports, for such length of time and under such terms and con- 
ditions as it may prescribe in such order, or in any order supple- 
mental thereto. Such suspension of operation of the provisions of 
this section may be terminated by order of the Commission when- 
ever the board is of the opinion that adequate shipping facilities 
by such vessels to such ports are afforded and shall so certify to the 
Commission.”’ 

In accordance with the provisions of that section, the United 
States Shipping Board certified to this Commission that adequate 
shipping facilities have heretofore not been afforded by vessels docu- 
mented under the laws of the United States and accordingly the Com- 
mission by orders entered June 14, 1920, July 27, 1920, and December 
11, 1920, suspended the provisions of section 28 until further order 
of the Commission, 


On March 1, 1924, the Commission received from the United 
States Shipping Board the resolution which the board adopted on 
February 27, 1924, and transmitted to the Commission under date 
of February 29, 1924, certifying that adequate shipping facilities are 
now available to handle the transportation of all commodities other 
than grain between ports of the United States and ports of Great 
Britain and Northern Ireland and the Irish Free State, the ports of 
Continental Europe North of and including Bordeaux and the East 
Coast of Asia, the Islands of the Pacific Ocean, Australia and the 
East India Islands and the ports of Central and South America. 


The Commission construes section 28 as requiring it to lift the 
suspension of said section in accordance with the certification of the 
Shipping Board and accordingly by an order entered on March 11, 1924, 
the suspension brought about by the three former orders above 
enumerated has been filed with respect to the traffi above described 

The interstate commerce act provides that all rates and charges 
of common carriers between points in the United States shall be pub- 
lished and filed in accordance with regulations prescribed by the Com- 
mission. The Commission has therefore felt it necessary that suffi- 
cient notice be given of the lifting of the suspension to enable car- 
riers to amend their tariffs in an ‘orderly manner. 


Accordingly it has made its order effective May 20, 1924, and 
has provided for publication upon not less than fifteen days’ notice 
in lieu of the thirty days’ notice usually required, in order that all 
parties interested may be fully advised and that as little confusion 
and disturbance of commercial conditions as possible will result. 


The order issued by the Commission follows: 


It appearing, That section 28 of the merchant marine act, 1920, 
provides for suspension by the Commission of the provisions of that 
section for, such length of time and under such terms and conditions 
as the Commission may by order prescribe upon certification from the 
United States Shipping Board that adequate shipping facilities in ves- 
sels documented under the laws of the United States are not avail- 
able, and for termination of such suspension by order of the Com- 
mission upon appropriate certification of the said board; 


It further appearing, That by order of June 14, 1920, and supple- 
mental order of July 27, 1920, and second supplemental order of Dec. 
a 1920, the provisions of said section 28 were, upon proper certifica- 
ions of the United States Shipping Board, suspended until further 
order of the Commission. 

Ro And it further appearing, That the United States Shipping 
th ard, on Feb. 27, 1924, made further certification to the Commission 
at adequate shipping facilities to nandle the transportation of all 
commodities other then grain between ports of the United States and 
ports of Great Britain and northern Ireland and the Irish Free State, 
m ports of continental Europe north of and including Bordeaux 
and the east coast of Asia, the islands of the Pacific ocean, Australia 
and the East India islands and the ports of Central and South Amer- 
te are now afforded by vessels documented under the laws of the 
nited States. 
"a P. is ordered, That said suspension order of June 14, 1920, as 
" shed as aforesaid, be, and it is hereby, terminated, effective May 
bet 924, as to the Cg pot ge of all commodities other than grain 
= Nga ports of the United States and ports of Great Britain and 
Bu ern Ireland and the Irish Free State, the ports of continental 
the oe north of and including Bordeaux and the east coast of Asia, 
pool Slands of the Pacific ocean, Australia and the East India islands 
wee ports of Central and South America. 
Co t is further ordered, That tariffs published and filed with the 
mmission by common carriers subject to the interstate commerce 
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act, as a result of this order, shall be so published and filed upon not 
less than 15 days’ notice to the Commission and the general public. 

And it is further ordered, That, except as herein otherwise pro- 
vided, the provisions of said order of June 14, 1920, as modifi as 
aforesaid, shall continue in force until further order of the Com- 
mission. 

No responsible person connected with the Commission or 
any of its work has undertaken to catalogue the possibilities 
arising out of the enforcement of section 28 of the merchant 
marine act, on and after May 20. The Commission is standing 
pat on what it told Congress in its 1921 annual report. In 
effect, although not in language, it is taking the position that 
if any of the harmful effects suggested by it in that report 
follow the enforcement of the discrimination in favor of Amer- 
ican ships, the ones adversely affected will not be able to sug- 
gest to it that it failed in any duty, actual or presumptive, to 
give them warning. If there are enough American ships to 
earry the business, at the same rates that may be offered by 
foreign ships at the ports presumed to be favored by the en- 
forcement of the section, it is suggested, there will be no hurt 
about which to make complaint. If, however, the American 
ships at the ports supposed to be prejudiced by the enforcement, 
undertake to profit by the exclusion of foreign ships, then there 
may be cause for complaint. 

Speaking off-hand those who think they have a conception 
of the effect of the enforcement, have suggested that the effect 
will be to double the competition at New York and ports as far 
south as Norfolk, and reduce it by one-half, or more, at the 
ports south of Norfolk, commonly known as south Atlantic ports, 
and some of the gulf ports, as for instance, Mobile. But little specu- 
lation has taken place here as to the possible or probable effect 
upon the Pacific ports. Portland, Ore., asked to be heard by 
the Commission before it passed upon the shipping Board reso- 
lution certifying that, except on grain, there were enough 
American ships to take care of the commerce. Inasmuch, 
however, as the Commission came to the conclusion that it was 
no more than a rubber stamp to put the arrangement into effect 
when the Shipping Board nodded, Portland did not get the op- 
portunity it sought. 

The north Atlantic ports, broadly speaking, have domestic 
and export and import rates which are the same, with ex- 
ceptions such as rates on iron and steel articles, agricultural 
implements, and automobiles. That is taken to mean that for- 
eign ships can resort to the north Atlantic ports without hav- 
ing to absorb any part ofthe rail charges on a large share of 
their traffic, and compete on terms of equality with American 
bottoms. At all other ports competition with American ships 
means the absorption of some, if not all, of the difference be- 
tween the domestic and the import and export rates, unless 
the American ships raise their rates. 

In connection with that absorption necessity, it may be 
pointed out that foreign ships driven from the south Atlantic 
ports, using them for purposes of illustration, could raise hob 
in transportation, by going to the supposedly favored ports, and 
offering rates that would mean the absorption of only half the 
difference between the rates to the south Atlantic ports. In that 
way, when business was brisk, it is pointed out, they could 
draw business away from the south Atlantic ports, without giv- 
ing the business that heretofore went to the south Atlantic ports 
as low rates, as, in theory, would apply on the business that 
naturally might be expected to go to the north Atlantic ports. 
That, however, could only be worked in the event that the 
amount of business at New York or any other supposedly fav- 
ored port, was greater than could be handled by the ships 
that have been serving the favored port. In other words, in 
time of brisk business, the foreign ships that have been going 
to the south Atlantic ports, could go to the favored ports and 
take some part of the business at rates a bit higher than they 
could afford to make from the south Atlantic ports, if they 
refused to absorb the whole of the difference between the do- 
mestic rates on the one hand, and suspended import and ex- 
port rates, on the other. 

At the time this was written no scheme had been worked 
out under which the carriers would accomplish the suspension 
of their export and import rates, as to foreign ships calling at 
ports where domestic and export and import rates were not the 
same. There has been some talk of blanket supplements. In- 
asmuch, however, as the railroads, apparently, have given little 
or no thought about how they would arrange their tariffs to meet 
the requirements of section 28, there is no clear thought on 
the subject. The Commission is not charged with the duty, 
in the first instance, of devising tariffs for the accomplishment 
of the object of the statute. 

By giving the railroads two full months for the revision of 
their tariffs, the Commission has also given such ports as may 
think enforcement of section 28 would hurt them, opportunity 
to appeal to Congress for a change in the law, or to the Ship- 
ping Board, for a modification of its certificate to the Commis- 
sion. It has signified its conclusion that it has no discretion 
in the matter. Thereby it has brought the subject to the point 
where the ports and shippers that believe they would be hurt 
must act, if they deem the hurt great enough to require relief. 

Exemption of grain from the provisions of section 28, it is 














































672 THE TRAFFIC WORLD 


figured by those who have tried to catalogue some of the possi- 
bilities, may tend to keep Galveston, for instance, from raising 
objections. Nearly all those who have taken an interest in the 
matter believe that inclusion of grain would have had a ruin- 
ous effect on Galveston. As a matter of fact it has been fig- 


ured by séme that the enforcement of the section, with grain’ 


excepted therefrom, will help Galveston in its competition with 
New Orleans on cotton export. The thought is that, if the sec- 
tion is kept in force until cotton shipping begins again, Galves- 
ton will get some of the cotton from north Texas and Okla- 
homa that has been going out through New Orleans because of 
the rail rate equalization of those ports, which equalization was 
accomplished by the carriers serving New Orleans giving that 
port export rates as low as the Galveston lines made to Gal- 
veston. 

However, inasmuch as the foundation question is as to 
whether there are enough American ships at a given port to 
do its business, the Galveston advantage, it has been suggested, 
rests solely on the exemption of grain from the terms of the 
Shipping Board’s certificate to the Commission. If and when 
there should be enough American ships to haul the grain traffic, 
modification of the certificate to suit the facts would remove 
that condition favorable to Galveston. 

President Palmer, of the Fleet Corporation, said March 
12 he was not in a position to state what the effect of appli- 
cation of section 28 would be with reference to cargoes in 
American flag ships. Asked if he had heard that the rate 
conferences might be broken up because of application of the 
section, he said he had understood that some foreign lines said 
if there was “flag discrimination” they would have to meet 
such a condition. 

Mr. Palmer said consolidation of services and reduction of 
the number of vessels in operation would not mean that Ship- 
ping Board vessels could not handle American tonnage. He 
said if additional tonnage came to American ships by reason 
of the application of section 28, it would be handled. 





OCEAN RATE WAR? 


The Trafic World New York Bureau 


The North Atlantic Continental Freight Conference, which 
met in New York Thursday to receive the report of its rate 
committee on reconstruction of the ocean tariff and an advance 
in rates, was unable to agree on changes to be made at this 
time and deferred action until later. 

Several lines held the view that the competitive situation 
had not yet cleared sufficiently for restoration of the tariffs. 
The proposal of the Shipping Board for a differential on its 
cargo ships as compared with faster liners was also a factor 
in the disagreement, as the other conference members would 
not accept the plan. 

The enforcement of section 28 of the merchant marine act, 
effective on May 20, was brought up informally. It is under- 
stood that this was one of the factors in preventing an increase 
at present. One of the results of section 28 may be a disrup- 
tion of the conference agreements, due to the efforts of the 
foreign steamship lines to offset the advantages of American 
ships in railroad rates by absorbing the differential in their 
ocean rates. 

The effect of enforcement of section 28 of the merchant 
marine act on steamship conference rate agreements is a mat- 
ter causing considerable concern among shipping men, includ- 
ing both American and foreign shipowners, While officials would 
not be quoted on the subject at this time, it was said that the 
foreign lines would not sit by idly and let American ships have 
the great advantage of lower export rail rates, as provided in 
that section. 


One result that is expected to follow an order from the 
Interstate Commerce Commission making the law applicable is 
the inauguration of a rate war. No one would predict the result 
of such a situation, though admitting that the American vessels 
would have the upper hand unless some means of retaliation 
was found abroad. 

Meanwhile there were reports that shippers were preparing 
to launch an attack on the section with the purpose of delaying 
its enforcement or of obtaining its repeal by Congress. Since 
export rates are already in effect and apply at present to goods 
shipped on both American and foreign vessels, the shippers are 
in the position of having their choice of services somewhat re- 
stricted by having these rates available only on use of American 
ships. 

Section 28 will have the strong support of many American 
shipping men, who point out that most of the shippers are also 
manufacturers and producers who have their domestic markets 
protected by tariffs, and who should not object to applying the 
same principle for the protection of the merchant marine. 

Despite a decrease in activity in the charter market last 
week, with a smaller number of fixures, rates were steady near 
the peak levels reached recently. Opinion was sharply divided 
as to the future trend, with some holding that a decline was 
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near and others believing that while rates were near the top 
there was little prospect of a reaction at this time. 

Charters showed a decline and orders were fewer, but as 
only a small number of vessels were available there was no 
drop in rates. Business on the Pacific coast continued to de- 
crease, due to the contraction in shipments to Japan. The 
Shipping Board withdrew a number of its vessels allocated to 
trans-Pacific lines. As the expansion of Japanese trade last fall 
was responsible for the rapid advance in charter rates on the 
Atlantic, due to the withdrawal of vessels here for the Pacific, 
it is likely that the tendency will now be reversed, If this 
proves correct there is reason to believe that rates here will 
soften. 

The grain market showed some improvement over the pre- 
vious week. Shippers indicated revived interest in vessels to 
the Mediterranean for March loading. Rates ranged from 17% 
to 19 cents a 100 pounds to west Italy and ports near by. One 
vessel was fixed in London at the equivalent of about 19 cents. 
Quotations to the United Kingdom, Continental and Scandinavian 
ports were unchanged from previous level, though one boat was 
fixed from New York to Rotterdam at 13% cents a 100 pounds. 
This was regarded as out of line with the market and as due 
to special reasons, according to Funch, Edye & Co. 

Several coal shipments were booked to Rio and the River 
Plate at previous rates. None was reported to Europe. 

Following the activity of the previous week in the sugar 
trade, the last few days have been very quiet. Very few orders 
are reported for March loading, One fixture from Cuba to the 
United Kingdom was closed at 26 shillings, six pence a ton, 
which was regarded as high. 

In an effort to stabilize ocean trade to continental European 
ports, the rate committee of the North Atlantic-Continental 
Freight Conference was authorized to study the situation and 
to report what means could be adopted to accomplish this pur- 
pose, Among the questions to be taken up are the practicability 
of bringing many of the open commodities within the tariff regu- 
lations, and also whether rates should be increased on individual 
items. 

This action is understood to be preliminary to an advance 
in rates similar to the increases made recently on other routes, 
such as the North Atlantic-United Kingdom, United States- 
South America, United States-Far East, Gulf-West Indies, and 
from German ports to the United States. 

Most of the commodities on the continental route are open 
at present, with the result that rates are unsteady and lack 
uniformity. The conference extended existing open rates on 
grain from April to September. 

The Continental Conference also followed the lead of the 
United Kingdom lines in accepting the invitation of the Gulf 
Conference for a joint meeting shortly, which will include the 
South Atlantic, on matters of mutual interest. It is expected 
bes the question of an increase in lumber rates will be con- 
sidered. 


EDMONDS MARINE BILL 


The Trafic World Washington Bureau 


The bill (H. R. 7685), introduced by Representative Edmonds 
of Pennsylvania, providing for amendment of and additions to 
the merchant marine act of 1920 would amend section 28 along 
lines recommended by the Commission. The amendment would 
permit suspension of the section whenever the Shipping Board 
and the Commission “are both of opinion, and certify, that put- 
ting into effect, or keeping in effect, the provisions of this sec- 
tion will result in unjust discrimination between ports of the 
United States or commerce accustomed to move through such 
ports or in materially changing the channels of transportation 
within the United States, or in unduly congesting one or more 
of the ports of the United States.” 


The amendment also would make it mandatory upon the 
Commission to terminate suspension of operation of the provl- 
sions of the section on notice from the Shipping Board. The bill 
provides for thirty days’ notice in such cases. 

In respect of export bills of lading, the measure would add 
to paragraph 4 of section 25 of the interstate commerce act 
a new sentence reading as follows: 


“In making rules and regulations prescribing the form of 
such through bills of lading, the Commission shall adopt as the 
portion thereof governing the carriage of goods by water, in 
foreign commerce, such form as may be certified to the Com- 
mission by the United States Shipping Board for such purpose. 

Paragraph 9 of section 5 of the interstate commerce act 
(the Panama Canal section) would be amended so as to provide 
“that the foregoing provisions of this paragraph shall not apply 
in any case where such common carrier by water, or such 
vessel is engaged exclusively (a) in trade (other than with 
foreign contiguous territory) not included in the coastwise trade, 
or (b) in trade between ports in the United States and ports 
in the Philippine Islands, but this proviso shall not apply 10 
any case where such common carrier by water, or such vessel 
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is engaged exclusively upon any of the rivers or canals of the 
United States.” 

The bill would also enact provisions similar to those carried 
in the subsidy bill giving the Shipping Board power to approve 
or to disapprove traffic agreements between rail and water 
carriers. 

A further provision authorizes the secretary of commerce 
to prescribe regulations for the marking of vessels with load 
lines and the maintenance of lines so established. It also pro- 
vides penalties for disregard of load lines so established. 

The bill creates the position, in the Department of Com- 
merce of an under secretary for merchant marine, to be ap- 
pointed by the President, at a salary of $7,500. The under sec- 
retary would perform such duties as the secretary of commerce 
might prescribe and also have administrative charge of the 
bureau of navigation, bureau of coast and geodetic survey, 
pureau of lighthouses and bureau of fisheries. It would transfer 
to the Commerce Department the duties now performed by 
the hydrographic office and the naval observatory, now under 
the jurisdiction of the Navy Department; the life saving sta- 
tions and service, now under the Treasury Department; certain 
duties now performed by the War Department in the matter of 
establishing anchorages, the Great Lakes survey, and the prep- 
aration of the statistical information provided for in section 500 
of the transportation act. 

Provision is also made for the transfer to the Department 
of Commerce, from the Treasury Department, of jurisdiction 
over and all duties and powers relating to the movement, man- 
ning, measuring and documenting of vessels and administration 
of the navigation laws. The object of these provisions is to 


’ transfer to the Department of Commerce all functions and 


duties pertaining to commercial navigation not vested in the 
Shipping Board. 

The bill also contains provisions similar to those in the 
subsidy bill creating a joint board composed of members of 
the Commission and of the Shipping Board to study the con- 
ditions and interrelations of rail and water traffic. 

The bill requires that, wherever practicable, government 
officials traveling on official business or shipping freight for the 
government, shall use American flag ships. 


CONSOLIDATION OF SERVICES 


The Trafic World Washington Bureau 


The Shipping Board this week approved the plan of Pres- 
ident Palmer, of the Fleet Corporation, for consolidation of the 
services from north Atlantic to Scandinavian ports, and the 
selection of Moore & McCormack of New York as the managing 
operator of the consolidated services. This action eliminates 
from the services C. H. Sprague & Company and the East Baltic 
Line. The change in management will be effected as the ves- 
sels return to United States ports. 

Mr. Palmer said Moore & McCormack would operate the 
service for a while under the present MO4 managing agency 
agreement under which a commission of 5 per cent is paid on 
gross revenues on outbound cargoes and 2% per cent on gross 
revenues on inbound cargoes. A new contract to replace the 
MO4 agreement will be negotiated, but Mr. Palmer said it was 
not desired to delay the consolidation for the reason that the 
new contract was not ready. 

The firm of Moore & McCormack is also one of the manag- 
ing operators in the north Atlantic-United Kingdom services and 
it is understood that the selection of that company for the 
Scandinavian service will eliminate it as a contender for the 
Managing agency of the north Atlantic-United Kingdom service 
when it has been consolidated, 

Factors considered by the corporation in the selection of 
Moore & McCormack, it was said, were character of the organ- 
lation and its service, character of freight obtained, amount 
of repairs to vessels allocated to it, manner of submitting 
accounts to the corporation, connections abroad for obtaining 
return cargoes and financial standing. 

A trade name will be selected for the Scandinavian service, 
the idea being that when the ships in the service are sold to 
private interests, the government will have the advantage of 
Selling the ships with an established service under a trade 
and get the benefit of whatever good will attaches to the 
service, 

There are twelve vessels in the service now and four of 

them will be eliminated. Mr. Palmer said a conference would 
be held with Moore & McCormack to determine which four 
of the twelve should be eliminated. 
z This is but the first of a number of such consolidations of 
Teight services which will be recommended by the Fleet Cor- 
agp to the Shipping Board within the next few months. 
: ey are designed to bring about greater business efficiency and 
© Meet the reduced appropriations for the operation of the 
2 ment merchant fleet submitted to Congress by the Bureau 
a : € Budget. The Shipping Board last year adopted the prin- 
: Die of consolidating freight routes as such consolidations would 
*sult in better business and greater economy. 
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Before submitting his recommendations for the consolida- 
tion of the north Atlantic-Scandinavian freight services to the 
board, the president of the Fleet Corporation conferred with the 
Director of the Budget who urged the national necessity for 
keeping within the appropriation recommended. He also had a 
conference with the Secretary of the Treasury on the general 


subject of consolidations from the standpoint of good business 
methods. 


In reply to requests for an explanation of the proposed con- 
solidations and the need thereof, the president of the Fleet Cor- 
poration said: 


Consolidations of existing freight services, the first of which was 
recommended to the Shipping Board March 8, means a further advance 
toward putting our merchant marine on a firm basis. By placing each 
service between a domestic and a foreign range of ports under a 
single control, the one agent charged with the development of the 
service is able to route his ships more flexibly and to avoid conflict 
with those of any other operator. 

Two outstanding reasons for the proposed consolidations are 
better and more prudent business methods, and the necessity for mak- 
ing the best use of the smaller number of ships that the reduced 
appropriations permit us to operate. 

Under the present appropriation about $35,000,000 is available to 
make up the losses in the operation of our cargo vessels. With the 
greatly reduced appropriation for the coming fiscal year, there will 
be available approximately $10,000,000 less for this purpose. It is 
evident that only through the adoption of better business methods 
and the strictest economy can such a cut be met, and at the same 
time reasonable services to American shippers and importers be 
maintained. 

There has been no reduction in the operating costs, nor sufficient 
increase in freight rates to permit operation on the present scale 
within the reduced budget figure. The savings must therefore, be 
effected by reorganization of the services and also by _ reductions 
in personnel that will not interfere with efficiency, and by other 
economies. 

There appears to be a widespread feeling that the losses today 
due to the operation of the government ships by private organiza- 
tions are much too great. The feeling exists that the general methods 
of operation do not represent as efficient handling and as much at- 
tention to business principles as is desired by people of the country 
who must pay the costs. 

Yet the people are demanding that we have a merchant marine 
strong enough to carry a fair share of our commerce, to protect our 
shippers and importers from exorbitant rates, and to provide a most 
valuable-arm of our national defense. They are demanding also, how- 
ever, that this shall be done with reasonable attention to business 
principles and economy. 

he Fleet Corporation is convinced that the proposed consolidations 
will not only be of great assistance in keeping within the apropriations 
made by Congress for the next fiscal year, but will also so far reduce 
the operating losses now suffered = its ships that the possibility of 
their sale will be materially improved. The best prospect for our mer- 
chant marine is not in continued divided effort. It is in reasonable 
concentration of effort, but in recommending to the board any such 
concentration, the Fleet Corporation will carefully guard the interests 
of each community to see that they are adequately served. 

The reduction in the number of ships operating, as well as the 
reduction in the number of operators, may be expected to be un- 
welcome to some of the operators who have sailed them under MO-4 
agreement and this is only human. However, every million dollars 
that can be taken off the annual appropriation made for the operation 
of the ships, lifting the burden from the taxpayers, should make 
additional friends for the American merchant marine, 


Mr. Palmer conferred March 11 with Senator Jones, chair- 
man of the Senate commerce committee, with respect to the 
consolidation plans of the corporation. 

President Palmer of the Fleet Corporation will hold a con- 
ference March 18 with representatives of managing agents op- 
erating Shipping Board vessels in the north Atlantic—United 
Kingdom services—for the purpose of considering the consolida- 
tion of those services. There are now five operators in the 
services—Moore & McCormack, J. H. Winchester & Co., Export 
Transportation Company, W. A. Blake & Co. and the Baltimore 
Steamship Company. 

Each operator has been requested to come prepared to sub- 
mit reasons why he should be retained as the managing operator 
of the consolidated service. Mr. Palmer said he would consider 
the data that was assembled by the board in connection with 
its negotiations with the operators and also information obtained 
by his own organization. . 

At one time it was announced at the board that the consoli- 
dation of the north Atlantic-United Kingdom services had been 
practically effected and the operators selected, but no final action 
was ever taken by the board. When Mr. Palmer became presi- 
dent of the Fleet Corporation the matter was referred to him. 


PACKING INSTRUCTIONS 


“The fact that packing for foreign markets usually calls 
for methods radically different from those used in preparing 
goods for domestic shipment cannot be too strongly impressed 
on manufacturers about to enter the foreign field,” says BH. S. 
Gregg, chief of the transportation division of the Department 
of Commerce, in a statement continuing as follows: 


The experienced exporter makes it a rule to follow the instruc- 
tions of his customers, knowing that they understand the conditions 
in their own countries much better than does the shipper thousands 
of miles away. 

Methods of marketing may require units of merchandise differing 
from the domestic. Climati¢e conditions may make necessary unusual 
protection of goods. The size and weight of containers may be 
limited by the transportation facilities of the country of destination. 
And the laws and customs of the country may call for marking at 
variance with our own practices, 
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The customs duties, in a cases, make a special type of 
container necessary. For example, if duties are assessed on the 

is of the gross weight of e container and its contents, the 
customer will desire the lightest case consistent with safe carriage, 
and will want the goods packed without an excess of excelsior, 


—— or other packing material. In many instances he orders goods 
aled because of this fact. 

Then, too, if a container of a certain size or type be ordered, 
which is at variance with the usual standard, the foreign customer 
may have in mind the reuse or resale of the container. 

A safe rule to follow is to give customers the quality of goods 
ordered, and to pack and ship them as directed. One of our oldest 
exporting houses has built up an immense business with the thought 
in mind that “the recollection of quality remains long after the 
price has been forgotten.”’ 


BOARD’S VESSELS TO ASSIST FLYERS 


The Traffic’ World Washington Bureau 


With the sailing of the President Jackson March 10 from 
Seattle the Shipping Board Fleet Corporation began its co-opera- 
tion with the United States Army’s Around-the-World Aeroplane 
Flight. Under the arrangement between the Fleet Corporation 
and the army, all supplies to the principal stations on the flight 
will be carried in American flag ships. The President Jackson, 
operated for the Fleet Corporation by the Admiral Oriental Line, 
is carrying the supplies, including spare parts and other equip- 
ment, for the second and third divisions of the flight, which 
covers stations in Japan, China, French Indo-China, Siam, Burma 
and Calcutta, in India. The President Jackson will lay the sup- 
plies down at Yokohama and Shanghai, for distribution. 

Supplies for Alaskan stations in the first division are being 
carried in coastwise American flag vessels. . 

The Kerr Steamship Company will carry supplies out of 
New York for Calcutta, via the Suez Canal. Calcutta is in- 
cluded in the third division. 

In the fourth division are Indian stations other than Cal- 
cutta, and those in Persia, Syria and Turkey. Supplies for all 
these, except those in Turkey, will be carried out of New York 
by the Kerr Steamship Company. Supplies for Turkish stations 
will be carried by the Export Steamship Company out of New 
York. 

Supplies for the fifth division, which includes stations in 
Roumania, Serbia, Hungary, Austria, France and London, Eng- 
land, will be carried out of New York by the United States 
Lines, to Bremen and London, for distribution. 

The United States Lines will also cover other stations in 
England included in the sixth division. 

Supplies for Iceland and Greeenland, in the sixth division, 
will be carried out of New York by the Commercial Line, oper- 
ated by Moore & McCormack to Copenhagen or Gothenberg, 
for distribution among stations in Iceland and Greenland, while 
the stations in Labrador, Nova Scotia and Newfoundland will 
be covered by fishermen or by the coast guard. ‘ 


- INVESTIGATION OF BOARD 


The Trafic World Washington Bureau 


Chairman O’Connor of the Shipping Board has issued in- 
structions that the House committee that will investigate the 
board and Fleet Corporation shall have all possible assistance 
from the board. James Talbert, of the legal division of the 
board, has been designated to take charge of the preparation 
of data and reports for the committee. The following order 
was issued by the chairman: 


In order to provide the fullest information and to co-operate in 
fullest degree with the committee appointed by the House of Repre- 
sentatives to investigate the affairs and policies of the United States 
Shipping Board, Mr. James Talbert is hereby designated to assume 
charge of the collection, preparation and assembling of all records 
and reports desired by the committee of the Congress and to expe- 
dite the furnishing of any and all information to the committee. 

All officers and employes of the United States Shipping Board 
and the United States Shipping Board Emergency Fleet Corpora- 
tion are directed to assist Mr. Talbert in preparing or assembling of 
data required in connection with the work. 


VESSEL MEASUREMENT RULES 


The Trafic World Washington Bureau 


The House committee on interstate and foreign commerce 
March 12 heard Governor Morrow of the Panama Canal zone in 
support of a bill (H. R. 7762) to provide for the method of 
measurement of vessels using the canal. It was explained that 
there were now two standards for the measurement of vessels 
to determine the amount of tolls to be paid and that the pro 
posed legislation was necessary to give the Panama Canal author- 
ities a definite basis on which to act. The bill follows: 


That the sentence of section 5 of the Panama Canal Act, as 
amended, which reads, ‘If the tolls shall not be based upon net 
registered tonnage, they shall not exceed the equivalent of $1.25 
per net registered ton as nearly as the same may be determined, nor 
be less than the equivalent of 75 cents per net registered ton’ is 
amended to read as follows: “If the tolls are not based upon net 
registered tonnage, they shall not exceed the equivalent, as nearly 
as may be determined, of $1.25 per net ton (determined in accordance 
with the ‘Rules for the Measurement of Vessels for the Panama 
Canal,’ prescribed by a proclamation by the President, November 21, 
1913, as amended from time to time), nor be less than the equivalent, 
as nearly as may be determined, (a) of 75 cents per net ton (deter- 
mined in accordance with such rules, as amended from time. to 
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time) in the case of vessels not in ballast, or (b) of 60 cents per net 
ton (determined in accordance with such rules, as amend from 
time to time) in the case of vessels in ballast.’ 

Sec. 2. In the determination of tonnage in connection with the 
prescribing of tolls under section 5 of the Panama Canal Act, a, 
amended, space upon an open deck not permanently covered or 
closed in (determined in accordance with such rules, as amended 
from time to time) and space exempted under either paragraph (a) 
or (b) of section 1 of Article IV of such rules shall not be included, 
even though any such space is occupied. 

Sec. 3. This Act shall take effect on the first day of the eighth 
month following the month in which it is enacted. 





NAWSCO LINE ACTION DEFERRED 


The Shipping Board has postponed action toward withdraw- 
ing vessels to the Nawsco line which operates in the inter. 
coastal service. It was explained at the board that the board 
decided about eight months ago to withdraw the government 
vessels in the intercoastal service. The date of withdrawal 
was extended from time to time, it was said, the last effective 
date having been about March 1. The matter is being given 
further consideration, however, it was said, and the actual 
withdrawal of the vessels will be deferred. The private shipping 
lines in the intercoastal trade have protested repeatedly to the 
board against the allocation of Shipping Board vessels to the 
intercoastal service, contending that the private tonnage is 
adequate to take care of the business. 


FLEET CORPORATION EXPENSES 


After having appeared before the House appropriation com- 
mittee, President Palmer of the Fleet Corporation said if the 
cost of oil for Shipping Board vessels continued to increase, the 
corporation would not be able to get through the next year on 
the appropriation of approximately $36,000,000 set aside for it. 
He said fuel oil was costing the corporation about $30,000,000 
a year—that it was the largest item of expense in connection 
with the operation of the ships. 


MERCHANT MARINE COMMITTEES 


President Coolidge discussed this week with President 
Palmer, of the Fleet Corporation, the appointment of two 
special committees to study merchant marine matters. Sen- 
ator Jones, chairman of the Senate commerce committee, recom- 
mended the appointment of such committees in the memorandum 
he submitted to the President last December. One of the 
committees would work out a plan that would bring closer co- 
operation between a better coordination of rail and water trans- 
portation, and the other would make a survey of the nation’s 
commercial and defense shipping needs. 





SERVICE TO HAMBURG 

Rogers & Webb, of Boston, managing agents for the Fleet 
Corporation, have been authorized to obtain cargoes in any 
of the north Atlantic ports, with the exception of New York, 
for Hamburg, Germany. Montreal, a port of call of the line in 
the summer months, has been eliminated by the corporation 
because it is in a foreign country. The line formerly was re- 
stricted to Boston, Portland and Montreal. 





FLEET CORPORATION SUED 


Suit to recover $143,329 from the Emergency Fleet Corpora- 
tion has been brought in the Supreme Court of the District of 
Columbia by Callaghan, Atkinson & Company of New York City, 
for alleged breach of contract and for expenses alleged to be 
due the plaintiff from the corporation for services performed. 
The plaintiff says that it is engaged in the business of owning, 
managing and chartering ships and made a contract with the 
corporation for the operation and management of eleven vessels, 
and alleges that the money claimed is for services and costs in 
connection with the carrying out of the contract. 


WILLIAMS CO. GETS NAVY CONTRACT 

The Williams Line steamer, Willhilo, arrived at Los Angeles 
with a large cargo from Atlantic coast ports. After discharging 
at Seattle she will proceed to Bremerton Navy Yard to load ten 
14-inch 45 caliber guns, approximate weight 145,000 pounds each, 
length 55 feet over all. These guns are valued at $100,000 each. 
The steamship company is insuring the guns for $1,000,000 in 
favor of the United States Navy as part of its transportation 
contract, The guns will be delivered to Norfolk Navy Yard, 
Portsmouth, Va. The contract was competitive. A. F. Zipf, new 
Pacific coast manager of the Williams Line, says he will prob- 
ably be on hand at Puget Sound to attend to the loading of 
the guns. He also has further advice from New York that the 
Williams Line steamer, Willsolo, has ten large aeroplanes for 
the United States government aero service to be discharged at 
San Diego. 


BRENNAN ACTING DIRECTOR 
EB. A. Brennan, chief assistant to the district director of the 
New York office of the Fleet Corporation for some time, has been 
appointed acting director of the district by President Palmer. 
The position of director was one of those filled by W. J. Love, 


_ who retired last week as vice-president of the corporation. 
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N. Y. FOURTH SECTION HEARING 


The Trafic World New York Bureau 

At the concluding session of the fourth section hearing be- 
fore Examiner Pattison in New York last Friday, Attorney 
Frank Lyon for the Luckenbach Steamship Company, which op- 
posed the plea of the trans-continental railroads for relief, pre- 
sented figures to show that the proposed reduction would work 
serious injury to the intercoastal water lines, but would add 
little to the traffic of the mid-western railroads. 

In these exhibits Mr. Lyon showed that the freight revenues 
for the 18 continental roads in 1923 exceeded those of 1922 by 
$86,000,000, an increase of 11 per cent. The 1923 total exceeded 
that of 1913 by $670,000,000, an increase of 111 per cent. 

Mr. Lyon also brought out that if the transcontinental roads 
had hauled all the westbound traffic of the steamships for 1923 
this would have amounted to an increase of 3,200,000 tons, mak- 
ing to the total 275,200,000 tons as compared with 272,000,000 
tons, an increase of about one per cent. As the railroads are 
not asking relief on all the commodities handled by the ships, 
put only on about one-half of them and can hardly expect to 
get more than half of the latter traffic, Mr. Lyon said, the total 
tonnage to be diverted from the steamships would not exceed 
800,000 tons, or an increase of three-ténths of one per cent of 
the existing rail traffic. 

Mr. Lyon testified further that the 13 railroads hauled 
3,212,000 tons of iron bars, sheet, structural and pipe steel in 
1923 as against 1,952,000 tons in 1922, an increase of 64 per cent. 
The total manufactured products advanced from 41,000,000 tons 
in 1922 to 51,000,000 tons in 1923, an increase of 25 per cent. 
This advance of 10,000,000 tons in 1923 over 1922 was greater 
by 100 per cent than the total business handled through the 
Panama Canal east and west, exclusive of oil, in 1923, he testified. 

Various paper manufacturers in New England opposed the 
establishment of a rate from Wisconsin to Pacific Coast terminals 
of $1 per 100 to meet water competition from the Atlantic sea- 
board. They said that the rate would be lower for much bet- 
ter service than some of the rates the paper manufacturers have 
by way of the canal. 

Because of the greatly superior service from Wisconsin, the 
$1 rate would more, than equalize the slight differentials that 
apply from New England paper mills, it was contended, and the 
establishment of that rate would not divert the paper manu- 
facturers’ tonnage for the Pacific Coast to the all rail route but 
would turn over the business almost entirely to the Wisconsin 
manufacturers. The paper manufacturers testified further that 
they are able to ship only a minor part of their output to points 
west of Buffalo and Pittsburgh, territory which is served almost 
entirely by the Wisconsin mills. It was shown that the present 
daily capacity of the mills, including paper, felts and sheathing, 
in California, Oregon and Washington is 6,122,000 pounds. 

R. W. Garrow, assistant freight traffic manager of the Luck- 
enbach Line, underwent a grilling cross-examination by attor- 
neys for the transcontinental railroads. The latter challenged 
figures which he presented on rates on commodities manufac- 
tured in the east and west, which he said were misrepresented 
because of clerical errors. 

Mr. Garrow went into details of rates, insurance, and the 
existing disadvantages of shipping by water as compared with 
rail, to show that much lower rates by water are necessary to 
attract shippers from rail transportation. 

Testimony was given by H. W. Prickett, representing the 
Intermediate Rate Association of Salt Lake City, who presented 
exhibits bearing on the rates of commodities over the transconti- 
nental lines west of Chicago. Mr. Prickett contended that if 
the through rate from the Middle West is lowered this should 

the maximum charge for the short or intermediate hauls. 

The New York hearing concluded the inquiry by the Inter- 
state Commerce Commission into the plea of the railroads for 


relief from the fourth section on Group D rates to the Pacific 
Coast Terminals, 


MEETING OF LUMBERMEN 


“A high freight rate is not necessarily and always a profit- 
able rate for the carriers,” declared A..G. T. Moore, traffic 
manager of the Southern Pine Association, in his address on 
The Quick Turnover and Right Price of Transportation,” at 
New Orleans, March 11, before the annual meeting of the asso- 
Clation’s subscribers. “The railroads’ tariffs may appear to be 
revenue producers and present a satisfying spectacle to the 
Canny tariff compilers, who by a half cent or cent by cent, at 
every opportunity elevate our rate structure and because of 
the gradual and apparently infinitesimal steps meet no oppo- 
sition from the industry until we eventually have lost our mar- 
kets. It is not a constructive policy for the carriers or for 
Eereetves to permit this to be done. The price of transporta- 
on must move tonnage to be right.” 

The last year, he said, had witnessed a remarkably efficient 
berformance on the part of the railroads’ transportation de- 
partments, while their traffic departments and. agencies had 


initiated many proposals tending to restore normal freight rate 
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relationships disturbed by horizontal advances and decreases 
during and since the war. “Interstate Commerce Commission 
fourth section orders,” said Mr. Moore, “also resulted in a 
number of proposals being presented to the carriers involving 
many basic changes in the rate fabric, so that 1923 has been 
an unusually busy year for the association’s traffic department 
and committee on transportation. 

“Generally speaking, the carriers have been prosperous, due 
to their efficiency in handling an unprecedentedly heavy tonnage. 
The increased efficiency resulted in a rapid turnover or maxi- 
mum utilization of the carriers’ facilities during a long period 
of peak business, which swelled their revenues to a point where 
probably the shrinkage occasioned by the ten per cent hori- 
zontal reduction of 1922 was offset. 

“At present the state of public opinion is favorable to the 
railroads, and—acts of Congress excepted—they face even 
greater prosperity during the ensuing year than they enjoyed 
last year. A very wholesome spirit of co-operation exists among 
our subscribers, utterly devoid of sectional differences and 
marked by a degree of mutual assistance which bodes well for 
their protection in the aggregate against sectional rate ad- 
vances, which, though furnishing a temporary and doubtful 
advantage to the unaffected sections, have in the past spread 
eventually thereto, leaving the industry as a whole burdened 
with uniformly higher rate levels.” 

He briefly reviewed the work of the association’s traffic 
department and transportation committee. By compiling and 
publishing its own freight rate books, he said, the association 
now furnishes its subscribers with 100 per cent increased tariff 
service. 

“In constantly checking the carriers’ tariffs,” he said, “many 
maladjustments were detected and corrected, while others are 
now in process of being corrected. During the last year more 
constructive work has been done by the traffic department than 
in any time previous, for, by reason of its constant contact with 
rates, the department is in an excellent position to handle with 
the carriers the correction of maladjusted rates, which is an 
important phase in the operations of the lumber industry. 

“We do not attempt to secure rate adjustments simply to 
demonstrate that we have secured rate reductions. nor do we 
invoke the aid of federal and state agencies until all efforts 
at ‘across-the-table’ negotiations have failed. In some instances 
the carriers have shown .an appreciation of our attitude in 
respecting the principle of private initiative unhampered by 
federal mandate, by the utmost co-operation, but, in other cases, 
the carriers have used every possible technical device to evade 
their plain duty in effecting constructive readjustment and have 
sought, in an unauthorized and unwarranted manner, to in- 
crease our rate burden. In such instances we have been com- 
pelled to submit our problems to the Interstate Commerce 
Commission.” 

Mr. Moore mentioned the association’s activities and policy 
with regard to co-operation with the railroads in transportation 
matters, With harmonious co-operation among the Commission, 
the American Railway Association and the railroads, assisted 
by the recently organized regional advisory boards, composed 
of shippers, the lumber industry, for the first time in several 
years, has had an adequate car supply, he said. 

“Within the last twelve months,” he said, “the American 
Railway Association decided to change its entire method of 
operation which, in general terms, can be described as follows: 

The raillway executives pledged to strengthen their association 
so that-its orders wouldl be obeyed by the carriers and encouraged 
in their own companies efficiency in car distribution and handling. 


They authorized in their individual companies heavy expendi- 


tures in motive power, equipment, double tracking and larger ter- 
minals, etc. 


They decentralized their association by establishing district offices 
throughout the country. At present, twelve such offices have been 


opened, in charge of a district manager with adequate field men and 
office assistants. 


They organized regional advisory boards, composed of shippers. 
The association’s traffic manager is chairman of the southeastern 
se and a member of the executive committee of the southwestern 


They applied the car service rules in an elastic manner. 


“Under the new operating policy the carriers in the last 
year have handled an unprecedented tonnage and the lumber 
industry has had an adequate car supply during a period of 
very satisfactory business. The American Railway Association, 
the Interstate Commerce Commission and Secretary Hoover 
have given a fair amount of credit for this performance to the 
co-operation of the shippers through these boards.” 

An encouraging and constructive policy of co-operation with 
the shippers is manifested by the transportation departments 
of the railroads, the speaker stated. Up to date every trans- 
— problem had been successfully solved “across the 
table.” 

Much had been done by the traffic department in behalf 
of the lumber manufacturers in the matter of rate reductions, 
said Mr. Moore. The I. C. C. having ordered reductions in trans- 
continental lumber rates to territories in the Middle West as 
far east as Iowa and south as Texas, it became necessary to 
take up with the southwestern lines, the matter of voluntarily 
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reducing the rates on southern lumber to this territory. Action 
on this matter is now pending. 

Efforts by the railroads to cancel the so-called Kelly Combina- 
tion rates necessitated action by the traffic department in filing 
a request for suspension of their tariffs, and after a hearing 
before the I. C. C. in Atlanta, Ga., June 4 and 5 last, the Com- 
mission sustained the association’s contentions and ordered the 
carriers to use the Jones formula as maxima. The railroads 
failed to accept this decision and an appeal for rehearing was 
denied, although oral argument was grantéd. The Commission 
has not as yet supplemented its original finding. 

A proposal was made, he said, to increase rates,on lumber 
to Virginia cities. This case has been opposed and the matter 
is now in process of negotiation, with prospects that it will be 
disposed of in a satisfactory manner. 

Mr, Moore also said that the traffic department had taken 
up the case of the refusal of the carriers to recognize the rate 
basis held reasonable’ by the I. ©. C. on southern lumber to 
Buffalo-Pittsburgh, Eastern Trunk Line and New England ter- 
ritory from the Mississippi Valley. It is here contended by 
the Southeastern sub-committee of the association that the 
carriers, contrary to legal limitations of such readjustment, 
contemplated increasing their aggregate revenues at the expense 
of the industry. 

Mr. Moore reported on a number of cases of attempts by 
the railroads in the last year to increase charges on lumber 
shipments in which the traffic department had successfully inter- 
vened for the protection of the shippers. He also mentioned 
several cases of alleged unfair rates in which the association 
had instituted negotiations looking to removal of the alleged 
excessive charges. 


Address by Aishton 


That lumber manufacturers, who comprise the South’s 
greatest industry, ought vigorously to support their repre- 
sentatives and the railroad officers who are pioneering to gain 
a better organized relationship between the public and the 
shippers and receivers of freight, was urged by R. H. Aishton, 


president of the American Railway Association, speaking March 
12. 


Touching on this phase of the rehabilitation program of 
1923, Mr. Aishton said in part: 


As a definite organized relationship between the public in each 
territory and the shippers and receivers of freight, the chambers of 
commerce, trade associations and other public bodies, the Car Serv- 
ice Division created what you know as the regional shippers advisory 
boards. There are two such institutions in your territory, the South- 
west Regional Advisory Board, composed of representatives of the 
public from the states of Texas, Arizona, New Mexico, Louisiana, 
southern Arkansas and southern Oklahoma; and the Southeast Re- 
gional Shippers Advisory Board, composed to public representatives 
from the states of Florida, Georgia, Alabama, Mississippi, Tennessee 
and the Carolinas. Your Mr. A. G. T. Moore is general chairman of 
the Southeast Regional Board, and the interests of. the lumber peo- 
ple of the south, on service and car supply questions are adequately 
protected by commodity committees who deal directly with the dis- 
trict managers of the Car Service Division located at Dallas in the 
west and Birmingham in the east, and with the railroads as a whole 
in each of their respective districts. 

This form of public contact and cooperation between the rail- 
roads and shippers has been productive of splendid understanding 
and results. It is predicated upon the principle of voluntary cooper- 
ation—of eating the things for the good of the greatest number of 
your people. In that way your whole south prospers from a service 
standpoint and the individual himself reaps the reward which always 


comes from a clear and better understanding of transportation needs 
and problems. 


Referring to the agitation for reduced freight rates, he 
said in part: 


There is much talk, political and otherwise, about reducing 
freight rtes. It should be understood that nearly 80 per cent of all 
the revenues taken in from the basis of rates existing in 1923 went 
to Rey operating expenses. Out of the balance $336,000,000 were put 
ba into the public treasury by the carriers in the form of taxa- 
tion, while the local dividends paid in 1923 amounted to only $280,- 
000,000. In other words, in 1923, taxes were 20 per cent greater than 
all dividends paid by Class I roads, while in 1913 the total dividends 
paid to railroad stockholders were two and one-half times the total 
of railroad taxes. You can get a more vivid picture of the tax 
burden on the railroads today when I tell you that in 1923. they 
averaged more than $1,000,000 a day. You can relate in your own 
minds this relationship between revenues and outgo on the railroads 
with that of your plants and with other forms of industry. 


Address by Rodney Browne 


“It is estimated that the railroads of the country consume 
approximately eight billion feet of forest products a year, more 
than 20 per cent,” said Rodney E. Browne, director of market re- 
search and trade extension, in an address before the associa- 
tion March 12. He went on to consider the difficulties encoun- 
tered by the railroads and car shops in obtaining their require- 
ments and what the manufacturers could do to help the roads 
through co-operation. 

He said he had broached the subject of standardization of 
~- building material to the railroad men and car builders. Said 

e: 


The railroad ay om with whom we have discussed this proposi- 
tion state that this would be an advantage to the mills and railroads 
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so far as sills and docking are concerned and also structural timbers, 
There would be no particular advantage, however, nor would it be 
desirable, for all the roads to adopt B and Better car siding for a 
standard, as it is doubtful whether a sufficient quantity of this grade 
is produced to take care of the railroads’ needs. It would, therefore, 
seem more desirable to maintain present practice of some roads buy- 
ing B and Better and others No. 1 Common, but in regard to the 
question of standard sizes it is pointed out that this is a very difficult 
result to bring about. 

The matter of standardization of grades and sizes has been dis- 
cussed with the car builders and the same suggestion relative to a 
joint meeting was submitted and meets with general approval, it 
being suggested that we endeavor to have practical grades adopted 
which we as manufacturers can supply in volume both for new cars 
and for repair work. A universal standard grade for different pur- 
poses, the car builders contend, would be a benefit both to them- 
selves and the railroads and attention is called to the fact that at 
present there are railroad specifications in existence which on the 
same item will vary all the way from an all heart B and Beiter 
grade down to and including No. 1 Common. As to the standardiza- 
tion of sizes for such items as framing, the car builders do not 
believe that this would be practical. 


LUMBER SHIPMENTS 


Comparable reports received March 13 by the National Lum- 
ber Manufacturers’ Association from 389 of the larger commer. 
cial sawmills of the country revealed a small increase in pro- 
duction and new orders for the week ending March 8, and a 
slight decrease in shipments. Production was slightly larger 
than for a corresponding week of 1923, while shipments and 
orders were substantially less, 


The unfilled orders of 268 Southern Pine and West Coast 
mills were 677,793,971 feet, against 674,278,993 for 267 mills the 
week before. Separately the Southern Pine group, 138 mills, re- 
ported unfilled orders as 257,108,342 feet, as against 265,916,020 
the previous week; 130 West Coast mills had unfilled orders 
amounting to 420,685,629 feet, as against 408,362,973 for 129 mills 
a week earlier. 


Altogether the 389 mills had shipments of 96 per cent and 
orders of 87 per cent of actual production. For the Southern Pine 
mills these percentages were, respectively, 91 and 79, and for 
the West Coast mills 94 and 87. 


Of the comparably reporting mills, 366 (having a normal 
production for the week of 227,589,395 feet) reported production 
100 per cent of normal, shipments 94 per cent, and orders 85 
per cent thereof. 

The following table compares the national lumber movement 
as reflected by the reporting mills of seven regional associa- 
tions for the three weeks indicated: 

Corresponding Preceding Wk., 


Past Week Week, 1923 1924(Revised) 
PE hens ain ven tecmens 389 387 388 
Production ..:....ccceee 238,429,138 236,320,423 232,609,270 
PITRE 65.0 60% Kee eee 229,763,634 265,504,772 236,703,193 
CIEE Sole Sen tetivetiecane 206,500,208 232,598,311 191,633,372 


The following figures compare the lumber movement for the 
first ten weeks of 1924 with the same period of 1923: 





Production Shipments Orders 
EE Gic.cia vale sielanines dates 2,193,529,619 2,263,157,508 2,248,054,847 
| ee Se ore ty = 2,057,861,896 2,460, 267,365 2,592,923,081 
1924 IMCTOASE 2.060080 135,667,723 


197,109,857 "344,868,231 


COAL PRODUCTION AND SHIPMENT 


“Although there was improvement in the production of soft 
coal in the last week of February, the recovery was not suffi. 
cient to carry it to the level of the most recent full-time week, 
the Geological Survey said in its current coal report, which, in 
part, follows: 


SO I «a6. cae bine! sige eceneenee 


’ ‘ h- 
It now appears that the observance of the Washington's Birt ° 
day holiday and the severe storms in the eastern part of the com. 
try were only partly responsible for the decline in that week, ‘= 
that slacking of demand, which was partially concealed, was r 
most important factor. The total output in the week ended Marc 
1 is now estimated at 10,705,000 net tons, an increase of 338,000 fate 
production in the holiday week, but a decrease of 434,060 tons fro 
that in the week ended February 16. 


The production of anthracite recovered after the Washington's 
Birthday’ holiday, but failed to quite reach the pre-holiday i. 
Using as a basis the 35,679 cars loaded, it is estimated that the he 
output was 1,866,000 net tons. This was 34,000 tons less than in rs 
week ended February 16, and 238,000 tons less than in the corr 
sponding week a year ago. . 

The all-rail movement of bituminous coal into eastern New bs 
and New England declined slightly to 3,439 cars in the week = 
March 1. Shipments of anthracite, however, increased to 3,755 cars, 
a gain of 719 cars or nearly 24 per cent. 


The cumulative movement of bituminous coal during 1924 - 
date stands at 28,814 cars, and of anthracite at 28,245 cars, orvet y 
crease of 2 per cent and a decrease of 18 per cent, respective’, 
when compared with the corresponding, period of 1923. 


Tidewater business at Hampton Roads improved in the fast 
week of February, and the loss in the rate of dumpings in = 
before was more than recovered.. The total quantity of —* im 
handled was 427,325 net tons, an increase of 18 per cent. bole 
provement was due principally to an increase of 25 per England. 
exports and of 32 per cent in cargoes consigned to Now tt 
Shipments to other coastwise destinations declined somewhat. 
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March 15, 1924 


REPORT OF CANADIAN BOARD 
The Traffic World Washington Bureau 


The report of the Board of Railway Commissioners for the 
year ending December 31, 1923, has just been presented to Par- 
liament. The board held public sittings at which 190 appli- 
cations were held. Out of a total of 48 sittings, 27 Were held 
in the province of Ontario, 7 in Alberta, and 6 in British Colum- 
pia. The number of.informal matters dealt with by the board, 
as distinguished from matters heard at public sittings, con- 
stitute a considerable percentage of the total applications and 
complaints dealt with by it. Of a total of 3,288 applications 
and complaints received and dealt with, 94 per cent were dis- 
posed of without the necessity of formal hearing. The report 
says: 


These informal complaints, dealt with and settled without the 
necessity of hearing, entail in many instances a considerable amount 
of inquiry and consideration on the part of the board’s Officials, and 
cover a wide range of subjects, as, for example, a complaint of a more 
or less trivial nature to a matter of general public interest affecting 
the community as a whole, or involving the application of some general 
principle, regarding the railway rates. 


In accordance with the provisions of the railway act, 1919, 
provision was made that the sum of $200,000 each year, for ten 
consecutive years, should be appropriated for the purpose of 
providing actual construction work of protective safety and con- 
veniences for the public, at railway crossings. In dealing with 
such crossings, the board issued, up to the end of 1923, 554 
orders, providing protection for 614 crossings. The number of 
crossings protected was 51. Under the new consolidated railway 
act provision is made that the total amount spent by the board 
on any one crossing shall not exceed 25 per cent of the total 
cost, and shall not in any one case exceed $15,000, nor shall it be 
applied to more than six crossings on any one railway in any 
one municipality, or more than onee in any one year to any 
one crossing, 

The total number of orders issued was 1,391. The number 
of general circulars, directed to all railway companies under its 
jurisdiction, was six. The total number of applications, includ- 
ing informal complaints, made to the board, was 3,288. 

In the traffic department of the board the number of tariffs 
received and filed was as follows: 





Freight tariffs, including supplements..............:eeeeeeeeeees 53,096 
Passenger riffs, including supplements...........ceccceeccceee 10,776 
Express tariffs, including supplements..............+.seeeeesees 096 
Telephone tariffs, including supplements...............cseeeeees 2,650 
Sleeping and parlor car. tariffs, including supplements.......... 236 
MCRTON CANINES A010 “BUPPIGMNCHIUB ss 6. 0.65 ec cvcecccc ccc eteceeeies 38 

NE chk cise deid@ule-w cout mdd ee ain <ah due Oe tnitien ccs sete? 68,892 


The total number of schedules filed from February 1, 1904, 
to the end of 1923 was 1,201,445. 

In the engineering department 362 inspections were made. 
They cover inspections for the opening of a railway for the 
carriage of traffic, inspections of culverts, cattle guards, road 
crossings, bridges, subways and general inspections. 


Accidents and Accident Investigations 


Accidents to the number of 3,187, covering 295 killed and 
8,597 injured, were reported, as compared with 2,588 in 1922, 
with 243 killed and 2,856 injured. This included 15 passengers 
killed and 558 injured, an increase of 10 in the number of killed 
and 182 injured over 1922. The number of employes killed in 
1923 was 122, an increase of 39, and of injured, 2,542, an increase 
of 458. Out of 158 others killed and 497 injured, 48 per cent 
of the killed and 19 per cent of the injured were trespassers. 
The following shows the total number of passengers carried 
and the total number killed and injured, and the same data 
regarding employes: 


PASSENGERS i 
an CN S).!,. S32 cOR SU Ss SA Ned come ies Dek ee noeeien 44,383,620 
IRE ME Sh, ich cid aids sth UP Vip wie SS wldald in aici be Sie Siebne dea Fes 15 
NE TIN 5. chicks. ea dk Siomeniaasen eps stance ii ale Poea tan 558 
EMPLOYES 
a IR ES tree IM thei het Balt ln a Ah 167,627 
ALE vp RIEL ER EDICES Sy ORORR e ReRTO Ret) Goat 129 
INNS SMUG ois) 055 «lend are taicsidts DU Heeb EG stele lez slee oie 2,542 
TRESPASSERS 
ne MES NS. LA TEs Ls SEY amie ded bited Ds Suede dba eele ate 76 
MONG MM. C525. «.anichloc.dbse a oo9 Eo o hinieniaMes skis sctente’ stig keion 98 


Attention is directed in the report to the situation as regards 
highway crossing accidents in the last five years. There has 
been a total of 921 accidents, covering 316 killed and 1,155 
injured. Crossings protected by gates accounted for 19 killed 
and 66 injured; protected by bell, 42 killed and 122 injured; 
by watchman, 11 killed and 42 injured; unprotected, 244 killed 
and 925 injured. 

There were 244 accidents at highway crossings, covering 
64 killed and 326 injured, compared with 193 in 1922, covering 
66 killed and 237 injured. Auto accidents totaled 157, those with 
horse and rig, 49, and pedestrian 35. Sixty-three out of a total 
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of 241 occurred at protected and 181 at unprotected crossings, 
There were 6 automobile accidents at crossings protected by 
gates, 5 where there were watchmen, 21 where bell protection, 
and 125 at unprotected. The question of providing adequate 
methods of protection at crossings in connection with automobile 
traffic has been actively taken up by the board with the various 
automobile associations, railway companies and municipalities. 

The report of the Board’s Fire Inspection Department shows 
that 1,096 fires, due to all causes, originated within 300 feet 
of railway lines in forest sections, subject to the board’s juris- 
diction throughout Canada. Of this total, 354 fires were incipient 
and did no damage, while 742 fires are reported as having burned 
over 785,908 acres, doing damage estimated at $1,079,154. 

The railways are charged with having caused 78.50 per 
cent of the fires so reported, which fires burned over 54 per 
cent of the acreage destroyed and caused 63 per cent of the 
monetary losses. é 

The greater percentage of the area burned ovér and resultant 
losses occurred in the provinces of Ontario, Quebec and New 
Brunswick and is considerably higher than in previous years. 
Due to prolonged periods of drought, with high winds, the fire 
season of 1923 marks the heaviest losses by forest fires in East- 
ern Canada since statistics of such occurrences have been 
available. 

As in previous years, local inspection continues to be han- 
dled under co-operative arrangements made with the several 
Dominion and Provincial forest services. During the year, 122 
officials and employes of such forest services were deputized 
to act ex-officio as officers of the board’s Fire Inspection -Depart- 
ment. 

Increased efficiency is evident in the handling by the rail- 
ways of special fire patrols, prescribed under the Board’s Gen- 
eral Order No. 362. 

During the fire season of 1923, a grand total of 1,096 fires 
from all causes were reported as having originated within 300 
feet of railway lines in forested territory along railways sub- 
ject to the jurisdiction of the Board, which now extends to some 
97 per cent of the railway mileage of the Dominion. 

Of the grand total, 354 fires burned over less than one- 
fourth acre each, doing no damage, while 742 larger fires are 
reported to have burned over 785,908 acres and destroyed forest 
growth, forest products and other property valued at $1,079,154. 

Of the grand total 78.56 per cent are definitely attributed 
to railway agencies; 7.57 per cent to known causes other than 
railways; and 13.87 per cent to unknown causes. 

Of the total area burned over, 54.01 per cent is chargeable 
to railway causes; 18.47 per cent to known causes other than 
railways; and 27.52 per cent to unknown causes. - 

Of the total damage, 63.17 per cent is chargeable to railway 
causes; 14.19 per cent to known causes other than railways; 
and 22.64 per cent to unknown causes. 

Of the 861 fires which the railways are definitely charged 
with having caused, 664 fires are attributed to sparks from 
locomotives and 197 fires to employes. 

In the fire season of 1923, officers of the Fire Inspection 
Department inspected the fire-protective appliances on 3,498 
locomotives. Of this total, only 3.3 per cent were found defec- 
tive. This is a substantial improvement over any previous year. 

In accordance with the fire guard requirements, 10,345 miles 
of fire guards were constructed or maintained in non-forested 
sections of the Prairie Provinces. 


EXPRESS RATE ADJUSTMENT 


The Trafic World Ottawa Bureau 


The Board of Railway Commissioners is this week giving 
consideration to the application of the Express Traffic Associa- 
tion for an adjustment of rates. Interests from all parts of Can- 
ada are represented herein opposition to the application, in- 
cluding the provinces of Ontario, British Columbia, Saskatche- 
wan and Alberta, besides many separate localities and numer- 
ous commercial and other private interests. 

Before the proceedings began G. G. McGeer, K. C., repre- 
senting British Columbia, made a preliminary application, ask- 
ing for a ruling from the board as to what information the 
express companies were going to put before the board, giving 
their justification for the zone system in Canada. He -quoted 
section 319 of the railway act, which provides that, wherever 
lower tolls are charged for the same or similar services in one 
district than in another, the burden of proving that this does 
not amount to an undue preference or unjust discrimination shall 
lie on the company charging the same. 

“As far as the accounting systems of the express companies 
is concerned,” he said, “there is no relationship in their ac- 
counting systems to the zones A, B or C. There is nothing at 
all outside of whatever relationship, direct or indirect, it may 
have to the figures that are kept with reference to the general 
operation and the operations of the freight trains upon which 
probably the freight rates are based. There is not one tittle of 
evidence before the board, either in this case or in the 1919 case, 
upon which the board can act, to say whether these zones are 
correctly apportioned or not, so far as the rates are concerned. 
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They say to you: “We want you to permit us to charge in west- 
ern Canada rates that are fifty per cent higher than they are in 
eastern Canada.’ We have nothing at all in the way of definite 
information. I submit the time must come when the railway 
act means something, and if they propose to continue rate sec- 
tions or rate zones, the onus is upon the express companies or 
the railway companies to keep their books so that they can 
come before you and beyond any question of guess-work show 
the rate is made on a sound basis of evidence. If the onus 
is upon the express companies, then it is not up to me but to 
them to come before the board and submit what they are pre- 
pared to rest on.” 

The Chief Commissioner expressed the opinion that the re- 
quest was proper, and asked that it be submitted in writing. 

This final argument of the express rates case is expected 
to be a battle royal. It is set forth by the express companies 
that they are actually losing money on present rates and, in 
order to pay running expenses and provide a reasonable return 
in investment, the proposed increases are necessary. To avoid 
repetition of argument, a test case has been made with the 
Dominion Express Company, it being agreed that any judgment 
based on its arguments and evidence shall also apply to the 
other companies doing business in Canada. 

In setting forth its case, the Dominion Express Company 
alleges that it requires an additional income of $637,549 to make 
expenses and a reasonable return on investment. To provide 
this additional income, three alternative propositions have been 
submitted to the Railway Board: 


1. A horizontal increase of 5 per cent on all express traffic, which 
it estimates will give it $661,430, based on the traffic of 1922. 

2. No change in first class rates; make second class rates 80 
per cent of first class rates, and increase commodity rates, other than 
cream, 22 per cent. This, it estimates, would give it an additional 
revenue of $643,917 on the same computation. 

3. Make the first class rate per 100 pounds a multiple of 2% 
times the standard freight rates, averaged in 50-mile oups, and 
preserving existing minimum rates; make the second class rate 80 
per cent of the first class, and increase commodity rates, other than 
cream, 10 per cent. This would give an increase of $666,156. 


The Commission has already held sessions on this matter 
from Halifax to Vancouver, first taking the stated case pre- 
sented by the Dominion Express Company on behalf of all the 
Canadian companies. It has heard an almost unanimous series 
of representations opposing the proposed increases. 

‘The first extensive evidence given here was on behalf of the 
fruit and vegetable growers, who stated that any further in- 
creases would wipe out whatever margin of profit exists. It 
was stated that the last increase in 1921 had seriously impaired 
the industry and that the proposed special carload rate for fruit 
would be of little value to the trade in the east, as the existing 
machinery for handling crops would have to be altered at con- 
siderable cost before the scheme could be operated economically. 
They asked for a precise definition of the term “perishable,” as 
used by transportation companies, Evidence given by small-fruit 
growers within fifteen miles of Toronto was that motor trucks 
had entered into competition to such an extent that the busi- 
ness, amounting to three or four million boxes, had been lost to 
the express companies. 

Raisers of pure-bred cattle complained that an increase in 
rates would seriously impair the quality of live stock in Canada. 
Such cattle must be shipped almost exclusively by express, and 
the rates were as high as the shippers could bear. Egg raisers 
said it was cheaper to take eggs 48 miles by automobile to mar- 
ket than to ship them by express. 


C. A, Hayes, general manager of the Canadian National Ex- 
press Company, presented the case for the express companies. 
He said the proposed reconstructed tariff would make the car- 
load rate on fruit cheaper than the “any quantity rate,” but the 
L. C. L. rate would be increased. This would encourage direct 
shipments between distant points. The rate on fruit was often 
as much as 41 per cent less than rates on regular commodities 
and the suggested alteration in charges would put fruit on a 
basis that might compare more favorably with ordinary ship- 
ments. The proposed regulations would require a single receipt 
for each carload, regardless of the number of individual growers 
contributing to the shipment. This would stimulate the co- 
operative method of marketing, would ensure better despatch, 
less handling of produce and a lower rate. Growers and trans- 
portation companies were agreed that some distinction was 
necessary between carload and L, C. L. rates and what it should 
be was for the board to decide. ; 

Mr. Bulman, representing the fruit growers of British Co- 
lumbia, presented another aspect of the situation. He has sym- 
pathy for the easterners, but seemed to think that, compared 
ber — west, they were well off as regards express rates. 

e: 


Whatever may be said of the operation of railways under gov- 
ernment ownership, if you will examine the service extended by the 
Dominion Express Com to the fruit growers of eastern Canada 
and compare it with the service extended the growers of British 
Columbia by the Canadian Pacific Railway, you will come to the 
conclusion that the eastern service at much less cost is infinitely 
more effective in assisting the establi t of a basic industry as 
far as the express company is able to do so. 
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He said the completion of the Canadian National into the 
Okanagan could not help but be a great benefit to the growers. 
He agreed with the eastern men that the cost of transportation 
had to be borne by the grower, and the market: was fixed by 
the consumer. He drew a comparison between the position of 
the growers in British Columbia and those of the Niagara Penin- 
sula. If“it was impossible for the latter to prosper, how great 
must be the difficulty of the growers in B. C., where the cost 
of transportation is such that in many cases no express service 
can be used, and where, if it is used, the cost to the producer 
in western Canada is as high as 100 per cent more than what 
the eastern producer has to pay. No such facilities were ex- 
tended to the grower in the west as in the east, such as pick up 
and delivery service, nearly all of this being done by the pro- 
ducer in B.C. “The western producer has done everything pos- 
sible to meet the companies in a co-operative way and to put 
his industry on a sound economic basis, but feels that the ex- 
press companies have not given him anything like the same 
measure of co-operation they extend to the eastern industry,” 
he said. 

He said the service extended in the west was substantially 
less than in the east. In the express business in fruit there was 
no compelling factor forcing eastern rates down, such as water 
competition, which the railways allege is a substantial factor 
in the discrimination which is allowed in freight rates. The 
only compelling force in eastern Canada was a recognition by 
the express companies that it was essential: to the community 
and to the railways that the fruit companies be at least allowed 
to live. On this basis he submitted that the western producers 
were entitled to an even greater degree of consideration, as 
enjoying less favorable marketing conditions. The eastern pro- 
ducer, shipping to points within a radius of 390 miles, which in- 
cludes Ottawa and Montreal, enjoyed an any-quantity rate, in- 
cluding carload and L. C. L, of 95 cents maximum, and it was 
proposed to give him a maximum rate now of 95 cents on car- 
loads and $1.25 on L. C. L. The rate on the same distributing 
area in the west, which includes Calgary and Vancouver, was to 
Calgary $2.40 for carload and L. C. L., or 152 per cent more for 
the Okanagan producer than the rate for similar distribution in 
the east. 

Much had been said of the blanket rate covering the terri- 
tory commencing at Calgary and extending to Winnipeg, but 
the eastern producer had the same blanket rate as far west as 
Brandon. On longer hauls from Niagara to the Maritime Prov- 
inces the eastern producer also enjoyed a substantial advan- 
tage compared with Manitoba and Saskatchewan points from 
the Okanagan, the carload rate in the east being $1.50 as com- 
pared with a western rate of $2.40, and the L, C. L. rates being 
$2.10 and $3.05 to $3.20, respectively. 

“We suggest,” said Mr. Bulman, “that your board should 
put into effect the same rates in the west that are enjoyed in 
the east and, as an alternative, we suggest that we have, for 
the carload quantities, at least the same rates that are enjoyed 
in the east for less than carload quantities, and that our L. C. 
L. rates be worked out on a basis of the same relationship that 
L. C. L. eastern rates hold to carload western rates.” 


RATES ON GYPSUM ROCK 


The Trafic World Ottawa Bureau 


On the application of the Canada Cement Company for ad- 
justment of rates on gypsum rock, in carloads, from Caledonia, 
Ont., to Montreal and Ottawa, on a basis not to exceed the rates 
in effect on crushed stone, and in the matter of the order of the 
Board of Railway Commissioners, October 20, 1923, suspending 
supplement No. 69 to tariff No. 3074, of the Michigan. Central 
Railway, the assistant chief commissioner has given judgment 
that the application in the first respect fails, as “it does not 
appear that crushed stone affords any necessary measure of 
what the rate should be in respect of gypsum rock.” He pointed 
out that the application was developed from two standpoints: 
(a) the question of comparison of rates; (b) the application of 
the short-and-long-haul clause, For a number of years the pub 
lished scale of mileage rates was the same for both gypsum 
rock and crushed stone, but, under the various orders making 
changes in rates since 1916, they were no longer so considered, 
gypsum being put on a considerably higher basis. He says: 

“With regard to crushed stone, which is made the basis of 
the applicant’s complaint, reference may be made to the special 
treatment given this and the reason therefor, as set out in Rail- 
way Association of Canada vs. Canadian Mfrs.’ Assn. et al., 
26 Can. Ry, Case, 130, at p. 143. The following citation is in 
point: 


1 
At the hearing, I was very much impressed with the argument 
presented by those opposing any increase on crushed stone, sand and 
gravel, as, from the evidence adduced, and which was not contre” 
dicted by the railway companies, they must be making a fairly sv 
stantial profit in the transportation of these commodities; but I te 
arriving at this conclusion, to a very great extent, by the on" 
necessities of Canada at the present time. Perhaps, next to the + of 
roads, nothing is more urgently required than the improvement . 
our highways, and any increase in the rates on the materials a 
ing into their construction must of necessity defer this much ne blic 
improvement; in fact, it was stated by Mr. McLean of the Pu 
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Works Department of the Province of Ontario, that they were now 
establishing in many parts of that province a plants at local 
centers; as the rates were already greater than the traffic would 
bear, and therefore any increased rate would not only deprive the 


public of a real necessity but would probably reduce the business 


and consequently the profits of the railways; therefore, I would give 
no increases in the rates on these three commodities. 


“That is to say, crushed stone for road-making purposes, 
which was regarded as the characteristic use, was given special 
consideration. It is admitted by the applicant that gypsum rock 
is not competitive with crushed stone for road-making purposes, 
on account of its being too soft. 

“Under these circumstances, it does not appear that crushed 
stone affords any necessary measure of what the rate should be 
in respect of gypsum rock; and the application in this respect 
fails,” 

With regard to (b), the long-and-short-haul clause, after the 
application had been launched, the Michigan Central, which had 
been joined as a party, stated that it had no rates from stations 
on its lines involved, but there was a rate from Lythmore, on 
the Michigan Central, which was referred to by the Canada 
Cement Company. This was on a low basis, and was relied on 
by the applicant to hold down the rate under the long-and-short- 
haul clause, Caledonia being intermediate. The railway act reads 
as follows (section 314, s.s. 5): 


(5) The board shall not approve or allow any toll, which for the 
like description of goods, or for passengers carried under substan- 
tially similar circumstances and conditions in the same direction 
over the same line or route is greater for a shorter than for a longer 
distance, within which such shorter distance is included, unless the 
a ge | satisfied that, owing to competition, it is expedient to allow 
such toll. 


“The movement here was concerned with the alleged viola- 
tion of the long-and-short-haul clause over the same route. 

“The Michigan Central stated that there had been little or 
no movement on these rates in 1921; in 1922 there were two 
cars, and in 1923, down to the date of the letter filed, one car. 

“The Michigan Central stated that the Lythmore rate was 
on an incorrect basis. It took steps to correct the alleged error 
by issuing a supplement canceling the existing rate. The ap- 
plicant stated that as the rates on gypsum rock from Lythmore 
were an essential part of his application, it was desired there 
should be suspension of the tariff in question. 


“It is clear that under the general rate orders existing, the 
rate adjustment as published from Lythmore is erroneous. Order 
34341, which suspended the Michigan Central Company’s sup- 
plement No. 69 to tariff C. R. C. 3074, effective November 30, 
1923, should, in so far as the same relates to rates on gypsum 
rock, be now rescinded. In view of the action thus recom- 
mended, the rate published in error from Lythmore cannot be 
taken as a measure of what the rate from Caledonia should be 
to Montreal and Ottawa.” 


CANADIAN NATIONAL BRANCHES 
The Trafic World Ottawa Bureau 


The introduction in the House of Commons of the bill to 
provide for the construction of the Canadian National branch 
lines is expected soon. The Minister of Railways is making 
every effort to meet the wish of the Senate to have the bill 
reintroduced as early as possible, so that last year’s excuse may 
not be available. It was killed then because, among other rea- 
sons, it was introduced in the dying hours of the session. Efforts 
are also being made to have its demands made as light as pos- 
sible to conform to the policy of economy which the government 
has announced, and it is understood some of the larger items 
of expenditure included in last year’s bill will be excluded. 

Another reason given for killing the bill last session was 
that it was an “omnibus” bill, which had to be accepted or re- 
jected as a whole. Since that time it has been made clear that 
the Senate may deal with the bill by items. 

In the first proceedings of the Senate this year, the member 
who was appointed to speak for the government by moving the 
address in reply to “the speech from the throne” (which is the 
official statement which the government puts into the mouth 
of the Governor-General), gave some interesting figures showing 
the situation which called for the passing of this bill. In show- 
ing the situation in the west with regard to railways, which this 
bill was designed to remedy, he said: 





There are today 288 miles of graded line without steel; there 
ws 259 miles of newly-laid track without ballast: there are ten 
Ocations to lay tracks, and eleven locations to ballast. In all, as 

understand, there are in that country about 898 miles of railroad 
hed pseudo-railroad ready to take care of the wants of the settlers 
n those districts. There has been already expended on the locations 
and roads that I have mentioned $10,000,000, and the government 
aks that there be granted $28,307,900 to complete the work. It 
oes appear to me that the objection that the government is given a 
we or less free hand to go on and spend the money, and that it 
ula be voted from year to year is not a reasonable one, and 
> 1 not allow the work to proceed satisfactorily; and this house takes 
ro itself a very grave responsibility when it throws out legislation 

at is intended to inure to the benefit of many people who are in 
: S country and many others who will come to this country by 
€ason of those railroads. 
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He made a suggestion in connection with government owner- 
ship, of which he declared himself to be an advocate: 


Now, the Canadian National railway is the people’s railway, and 
has been taken over A the government wholly and solely for the 
benefit of the people. ight it not be reasonable to say that, if that 
railway were to haul the coal from the west, even at a rate that 
would not pay, that if sufficient coal were brought to supply the needs 
of the people here today and for all time to come, that it would be 
a benefit to the people in not being dependent upon the United States 
for their coal supply, and that the extra cost, if any, should be 
charged to the public debt of Canada? I cannot see why we should 
continue doing as we are today—paying exorbitant prices to the 
United States for coal when we have an illimitable supply in our 
own western country. When we can bring that coal here on rail- 
Ways owned by the people themselves, I do not see why the rail- 
ways should not give us the satisfaction of saying ‘‘we have a sur- 
plus of $20,000,000,” and content themselves instead with saying, 
‘we have no surplus, but we have supplied coal to the people of 
Canada, coal which is as necessary as bread or light, and they are 
not dependent in any way upon the United States.” It seems to 
me, honorable gentlemen, that this suggestion might be considered 
in attempting to solve the difficulty so far as that commodity is con- 
cerned at the present time. 


Later in the debate the government leader in the Senate 
made the following statement: 


One of the fundamental reasons for the present disturbing ele- 
ments in our economic field in this country has been the wage paid 
to labor on our railways. I am not recriminating. By reason of war 
conditions they obtained a considerable increase in wages, and they 
have refused to let go of this increase. 


Replying to this, Senator Robertson said: 


I desire to point out to the honorable leader of the government 
that he is mistaken in his assertion that labor in Canada, especially 
railway employes, have adhered to or even been able to maintain 
the high wage levels. As at least some honorable gentlemen know; 
I happen to be the head of one of the railway labor organizations 
in Canada, and represent the station agents, train despatchers, tele- 
graph operators, etc., on our railways. I say to you, as a statement 
of fact, that the wages of the telegraph operators and station agents 
on our railways in Canada have been decreased more than $2,000,000 
in the last two years, by agreement between the representatives of 
the men and the railway companies. 

I would point out to the house that in two years’ time the wages 
paid railway employes in Canada were reduced by 65 million and odd 
dollars. Do not overlook the fact that during that time the business 
handled by the railways in Canada increased, and necessarily the 
number of employes increased. So I want to correct any misappre- 
hension that may rest in the minds of honorable gentlemen as to 
the facts. It is not correct to say that the employes on railways have 
refused—let me quote the exact words—‘“have refused to let go of 
that increase;” this is the wage increase they had received up to 1920. 

Not let me give the house one further point of information on 
railway wages. I would refer you to the Grand Trunk Railway’s 
report for the year 1922, recently issued by the Department of Rail- 
ways and Canals. If you will look at the totals, you will see that there 
were something like 29,000 employes on the Grand Trunk Railway Sys- 
tem in Canada as it then was, and that they worked some sixty 
million hours, and received some $42,000,000. t any rate, you will 
find that the average wage of all the employes, from the call-boy 
up to the presitent himself, including both, was 64.4 cents per hour. 
We have in Canada today enough railway mileage for double our 
present population. All our railways need is increased business to 
make them all profitable; but unless they get that they will still 
be faced with years of struggle. And the Canadian Pacific is no 
better off than the Canadian National‘so far as business outlook 
is concerned. Perhaps its outlook is even not quite so , because 
there has prevailed in the past few years a sort of public sentiment 
on the part of the shipping people, who say: “If we must pay 
through taxation for the deficits of the Canadian National, we may 
as well send our business that way and help to make the thing 
self-supporting.” That sentiment has done more to increase the 
business of the Canadian National railways than all the solicitation 
of all its agents or travelling representatives in the country. 


CANADIAN CLASSIFICATION 
The Trafic World Ottawa Bureau 


Some interesting changes will be brought about as a result 
of a long series of conferences of the committee appointed to 
consider the revision of Freight. Classification No. 17, which 
have just been concluded. This classification was adopted in 
1884. New classifications have been issued from time to time, 
taking into consideration changes in distribution methods and 
zones of consumption, until the present classification No. 17 was 
adopted in 1913. This was soon out of date and certain changes 
concerning mixed car shipments, minimum rates, etc., were rec- 
ommended to the railway board by the carriers. If these had 
gone through, it is claimed by manufacturers that costs of dis- 
tribution would have been considerably increased and many 
measures concerning mixed car shipments, minimum weights, 
etc., which the manufacturers consider aggravating, would have 
become effective. 

Strenuous opposition was registered by those affected and 
the interests concerned made an agreement to appoint a joint 
committee representing caitiers, manufacturers and others in- 
terested. It was decided to hold sessions and discuss the 34 
rules laid down in the classification. The war caused the sus- 
pension of the conferences. In 1921 a joint committee was 
formed and the sessions have continued in different parts of 
Canada ever since. One of the members of the committee 
says: 


The classification was very materially modified, but 98 per cent 
of those interests shipping goods who appeared before the committee 
are now in agreement with the terms of the suggested reclassification. 
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There is no general increase of large proportions. Adjustments are 
naturally brought about through the increase in minimum weights 
allowed in some instances in car loads, but they have been agreed 
to by the shippers, and the increase is not as great as it seems. 
For example, on iron and steel, the former minimum weight for a car 
was 24,000 pounds. The proposed weight is 36,000 pounds, but actually 
the cars today are loaded heavier than that, so there is not likely 
to be any material increase in costs. The average capacity of the 
cars in use today is about 30 tons, which is 60,000 lbs., and the aver- 
age weight of cars today is about 19 tons. So, with increase in size 
and capacity of cars it is only natural that there should be some 
increase in minimum weight of loads. With the size of loads in- 
creased, greater economies will be made by the railways, and it is 
expected that one of the outstanding results of the new classification 
will be an increase in the proportion of net profits for the railways 
on business carried. 


It is expected that the general result of the reclassification 
will be an increase of from five to ten per cent in general com- 
modity rates, there being some reductions and some increases. 
On staple articles, such as foodstuffs, there is to be no increase 
on minimum weights or any other adjustments that would 
increase distribution costs. 


MARITIME PROVINCE RATES 
The Trafic World Ottawa Bureau 


A strong plea for lower freight rates for the maritime 
provinces was made in the House of Commons by H. J. Logan, 
member for Cumberland, N. S., this week. Mr. Logan is the 
member at whose instance, after years of urging, the rate of 
ten per cent additional preference in the tariff was applied to 
all British goods entering Canada at a Canadian port. He now 
points out that under the terms governing the construction of 
the National Transcontinental Railway (that portion of the 
Grand Trunk Pacific from Moncton to Winnipeg) there was a 
section in the agreement (No. 42) binding the company that: 


All freight originating on the line of the railway, or its branches, 
not specifically routed otherwise by the shipper, shall, when destined 
for pofhts in Canada, be carried entirely on Canadian territory, or 
between Canadian inland ports, and that the through rate on export 
traffic from the point of origin to the point of destination shall at 
no time be greater via Canadian ports than via United States ports, 
and that all such traffic, not specifically routed otherwise by the ship- 
per, shall be carried to Canadian ocean ports. 


Other sections provide that the company shall not divert, 
nor, so far as it can prevent, permit to be diverted, to ports 
outside of Canada any traffic that it can lawfully influence or 
control, on the ground that there is not a sufficient amount of 
shipping to transport the same to or from Canadian ports. 

He also quoted the statute under which the government in 
1914 guaranteed the bonds of the Canadian Northern Railway 
to the extent of $45,000,000, and which provided that freight 
originating on fhe lines of that company should, when destined 
to points in Canada, be carried over Canadian railways and 
that the through rate on export traffic from the point of origin 
to the point of destination should not be greater via Canadian 
than via American ports, and that all inward and outward 
ocean traffic should be carried to Canadian ports. That is, the 
Grand Trunk agreement is that they must carry all goods not 
otherwise routed via Canadian ports and the Canadian Northern 
was compelled to so carry it whether routed or unrouted. 

Mr, Logan said: 


There are the facts. Does the government, with Sir Henry Thorn- 
ton and his board, say that what this agreement imposed upon the 
company is not to be carried out? Can this government, which took 
over the Canadian Northern Railway system, do less than the Can- 
adian Northern was compelled by statute to do? 


My contention is that if the government of Canada compelled 
a private company to accept that statute, they reasonably should 
be compelled themselves to carry out the terms of that statute. 
Surely, these provisions were not inserted in the statute merely for 
the purpose of imposing burdens on a private. company. They were 
inserted as the embodiment of a great national idea, of carrying 
Canadian trade by Canadian channels and through Canadian ports. 
That idea was often and eloquently preached by our great leader, 
Sir Wilfrid Laurier. 

When the late government handed over the control of the Can- 
adian National railway system to the board of which Sir Joseph 
Flavelle was head some years ago, the board was evidently given a 
free hand to disregard the provisions of that statute which I regard 
as m parliamentary compact binding upon the Canadian National 
Railway Company and the successors of the Canadian Northern, 
Grand Trunk Pacific and the Grand Trunk, because the Grand Trunk 
was the guarantor of the Grand Trunk Pacific and assumed its lia- 
bilities. Sir Henry Thornton, I am afraid, is following the precedent 
set by Sir Joseph Flavelle of ignoring the provision of acts of parlia- 
ment. The Maritime provinces have, in my opinion, a right to de- 
moon that the parliamentary compacts shall be carried out in good 

th. 

It is rather important to keep in mind that any net earnings of 
the Grand Trunk system over fixed charges do not go into the Cana- 
dian treasury, but under the agreement made by the former govern- 
ment they will go to pay interest on the $35,000,000 or 87,000,000 
sterling, of bonds of the Grand Trunk Pacific Railway Company guar- 
anteed by the Grand Trunk. Is it right or fair in the interests of 
national unity to starve the system in Canada leading to Maritime 
province ports, and to divert Canadian traffic to American ports 
for the benefit of investors in the companies which defaulted in their 
obligations to the Canadian. people? 





Vol. XXXIII, No. 11 


CANADIAN CAR LOADING 


The Trafic World Ottawa Bureau 


Car loadings at stations in Canada for the week ended 
March 1 aggregated 57,059 cars, showing a revival after the 
depression caused by the recent severe storms. Part of the 
increase is ascribed to a carry-over from the previous week, but 
there has been increased coal loading following the resumption 
of operations in the Nova Scotia coal mines, and loadings in 
western Canada have been well up to previous records. Com- 
pared with the corresponding week in 1923, the increase was 
12,851 cars, 8,615 in eastern Canada and 4,236 in the west. 


CARS OF REVENUE FREIGHT LOADED ON CANADIAN 
RAILWAYS 


EASTERN CANADA 
For the Week Ended, 














1924 ——-___.. 
Feb. 16 Feb. 23 Mar, 1 
Commodity Cars Cars Cars 
Grain and Grain Products.................. 2,438 2,018 2,489 
Rident, SIS cere cand occnds tteoskae Gerad onveeie 1,068 804 1,484 
RI a eatin leis 0 SiS wi Sighalatat Badin anatase aha 1,171 1,671 3,956 
ee oriaesttic peta IN bole os aria faery 319 198 224 
BI oa hRivieiniico 4 os.cbaswtlien ies OseFa pS ewe 2,423 2,365 1,768 
EERE SE, SS Pee Pete One ge See 6 3,921 3,714 3,786 
Sule ON PAM bi. cs Chics oes STR 2,177 2,086 2,046 
Other Worest Products oo. 6 6 oe cvs cess 1,734 1,655 2,069 
ata aie on dea ous sca xveneore 6 CoD ee sae Ce 653 513 667 
I SEN Oe Th bc sou < orm. o tees came 10,005 7,770 10,249 
PEI AS Coker RE ey OOO 9,683 7,358 10,326 
Total Care Eended.....cstavasionescosda 36,592 30,152 39,064 
Total Cars Received from Connections 34,514 30,269 34,786 
Total Cars Loaded for Corresponding 
WOO: SURE? sco ccctce ctbesdes cles vet 27,518 30,521 30,449 
WESTERN CANADA 
Grain and Grain Products ................ 6,449 5,323 6,163 
Oe COON 6 eee el OU. ove PEGE gabe w cee’ 6 910 1,078 
Ns Bias Ble Sick es ERs 2. 69d.3 1,993 1,448 
REE sa attra, «ate wire laihte aon OR © Dele Siete +4 103 51 
I i a iskks om ox nip: oreisnia cs sumspn 927 937 
I ite caer ccmaenweneccte 697 739 
Pulp atid ‘Paper’ ...6 060.0888 303 226 
Other Forest Products 1,710 1,783 
I abate tae hi de Geen OR named met eeme> wie 324 356 335 
bE Ro SE eer eee 3,093 2,861 3,124 
WEIBOCOINGOUE oo oc cece cee ceievccb tanec eeees 1,511 1,595 2,111 
Total, Cars - Loaded... 65 s3i0.66 chee waes 17,485 16,778 17,995 
Total Cars Received from Connections 2,848 3,281 3,157 
Total Cars Loaded for Corresponding 
WOOO, UE id¥ ode oMev anol otelenedw nee 12,054 13,989 13,759 
TOTAL FOR CANADA 
Grain and Grain Products ................ 8,887 7,341 8,652 
a rere rie 1,994 1,714 2,562 
COR] &.0tb CRBS oh EE Meco Fo be 8 Soh RCC o cece 3,203 3,664 5,404 
CO eben LAL. Whe SEA et hetctede 368 301 275 
OE Te ane aren ee he - 3,277 3,292 2,705 
MN siege sits 0: whiccas at Sha lea’el oth bdalotd waiter 4,431 4,411 4,525 
ee Oe POOP ote 3. ea. Padieis. ade 2,443 2,389 2,272 
Other. Forest Products i654 seci ss icccsocias 3,205 3,365 3,852 
RRP ee Se ae oe cee etre hate FE apes 977 869 1,002 
EE, Es, A, Eo nins enon coo ono nee 13,098 10,631 13,373 
bt ees tt pee 11,194 8,953 12,437 
Tate, Care LOGGOS .. o ocecncoshacenlis dec 53,077 46,930 57,059 
Total Cars Received from Connections 37,362 33,550 37,943 
Total Cars Loaded for Corresponding 
WO, “BORD 25 AUSSI. Coke tewes 39,572 44,510 44,208 





RATES ON ALBERTA.COAL 


The Trafic World Ottawa Bureau 


Alberta does not seem to take much interest in the sugges: 
tion that a royal commission be appointed to inquire into the 
railway rates on Alberta coal to Ontario. It is pointed out that 
the mining centers there (Edmonton and Drumheller) are both 
served by the National Railways. Edmonton is also on the 
Canadian Pacific. The distance is close to 2,000 miles to To- 
ronto in all cases. The railways claim that the actual cost of 
moving a ton of coal without allowing for overhead was $8.91. 
The railways haul wheat to Fort William from similar points for 
$5.20 per ton, or about .416 cents a ton, per 100 miles. On this 
basis, it is claimed that the charge to Toronto for coal should 
be $8.32 a ton. The western people want to know why it costs 
more to haul a ton of coal than a ton of wheat. They claim 
that the great difference in initial value between a ton of coal 
and a ton of wheat entitles the former to a lower rate, accord- 
ing to the rules by which tariffs are fixed; that there is not the 
same danger of leakage or shrinkage in coal; that older and 
cheaper cars may be used, and coal can be hauled with less 
regard for urgency than wheat for fall delivery. For these 
reasons they claim that the former should be hauled ten per 
cent cheaper, or at $7.29 a ton. 

The present Canadian National rates on coal from Edmot- 
ton and Drumheller to Toronto, 2,002 miles, is $12.70, and to 
Fort William, 1,250 miles, $6.50, as against a wheat rate to Fort 
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William of $5.20. They say these figures place on the railways 
the burden of proof that the present rates on coal are not 
unjust and discriminatory, as compared with the rates on wheat. 

H. J. Logan, member for Cumberland, one of the chief coal 
producing counties in Nova Scotia, has just made a speech in 
Parliament, in which he quotes somewhat different figures from 
those given above for hauling of a ton of coal. Pointing out the 
large amount of coal imported from the United States, he urged 
that coal independence should be obtained by Canada, and one 
way of bringing this about was to provide transportation at a 
lower rate. He quoted M. J. Butler, formerly deputy minister 
of railway and afterwards general manager of the Dominion 
Iron & Coal Company, as stating that coal could be landed in 
Toronto from Edmonton at $4.57 a ton by proper methods. He 
was quoted as saying: 


To begin with let us eliminate the ‘‘know it can’t be done type.” 
Let us also eliminate the traffic officers who are making rates, pred- 
icated before using, small coal cars, box cars, old weak locomotives, 
with small train loads—or mixed train loads; with a few cars of coal to 
fill up the tonnage. 

It is, I think, clear that the problem is one that demands that 
the equipment, from beginning to end shall be adequate to handle 
the tonnage at the lowest cost, but not at a price that the railway 
will suffer. 


Following this up, Mr. Logan proposed to the government 
to appoint a commission to report as to the actual costs of 
hauling coal. Mr. Butler had stated that he founded his com- 
putation on the rates charged by the Virginia Railway for carry- 
ing coal, and Mr. Logan proposed that the commission have 
power to go to Virginia to investigate the transportation costs 
of the Norfolk & Western, Chesapeake & Ohio, and the Illinois 
Central, so as to establish the actual cost of carrying coal. 


CANADA DIFFERENTIAL ROUTE ~ 
The Trafic World Washington Bureau 


The Commission has modified its fourth section order No. 
8833, based on application No. 3801 of the Canada Atlanic 
Transit Company (of U. S.), so that the rates to be filed in com- 
pliance with the original order may be filed on ten days’ notice 
instead of statutory notice as originally provided. 

At the same time the Commission re-opened the docket cre- 
ated by fourth section application No. 3801, and set it down 
for further hearing before Examiner H. G. Cummings at Wash- 
ington, April 14. 

The unmodified order denied authority to the Canada At- 
lantic Transit to continue class and commodity rates via its 
differential route, without observing the provisions of the fourth 
section, from eastern trunk lines and Canadian points to Chi- 
cago, Milwaukee and other western points, via its water-rail-and- 
water routes. The Commission held it had not justified the 
departures. The application was filed in 1911 and under it the 
transit company continued its differential route rates, which 
are on a scale under the standard route rates beginning with 
about eight cents first class. 

At present the differential route in question takes freight 
from New York, for instance, by water to New London, Conn., 
thence over the Central Vermont, a part of the National Rail- 
ways of Canada, to Montreal and thence to a Canadian port on 
Lake Huron, and thence by water to the American ports in the 
west. Under the fourth section order, the transit line has the 
option of bringing up the rate from New York to the level of 
New England rates, or flattening the latter to the New York 
level. Its application for further consideration was to enable 
it.to convince the Commission, if possible, that it should do 
neither, but be allowed to continue to haul traffic from New 
York and other eastern trunk line points through the higher 
rated New England points, on its way to the west. 


REPORT ON SHOPMEN’S STRIKE 
The Trafic World Washington Bureau 


In answer to a concurrent resolution adopted by Congress, 
March 8, 1923, authorizing and instructing the Attorney-General 
to print as an appendix to his last annual report full copies of 
all telegraphic and other correspondence between the Depart- 
ment of Justice and public officers and agents, private persons, 
railroad companies and their officers and agents in 1922, relative 
to the disorders in the United States during that year and to the 
action taken by the government to suppress such disorders, 
Attorney-General Daugherty has sent to Congress a printed docu- 
ment of 690 pages covering the railway shopmen’s strike. 


Attorney-General Daugherty included in the document the 
following digest of the government’s evidence in its suit against 


the railway employes’ department of the American Federation of 
Labor et al: 





a (1) The testimony of 724 witnesses has been introduced in evi- 
ence in a record consisting of 3,968 _— 
‘ (2) Witnesses were examined from 50 railroads, all of which are 
meee in interstate commerce and in the carri of United States 
ma I operating over an ager te mileage of 190,242 miles. 

3) The total cost of the shopuven's strike of July 1, 1922, on the 
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50 railroads from which testimony was adduced amounted to $96,- 
501,376.26. This is only cost paid out and does not include damages 
to Lago ngy loss of business incurred, increased cost of doing busi- 
ness, nor loss by claims for damages. 

(4) The total cost to the Department of Justice of the United 
States of America for additional United States deputies and ex- 
penses, as evidenced by certificate of Augustus T. Seymour, Acting 
Attorney General, amounted to $1,922,639.45. 

(5) The 60 railroads from which proof was taken had in their 
employ on July 1, 1922, prior to the strike order becoming effective, 
approximately 276,989 shopmen, of which number 90 to 98 per cent 
responded to the strike call. 

6) The general effect of the strike on the performance and opera- 
tions of the 50 railroads from which testimony was adduced was to 
ee = of freight, passenger, and mail service approximately 

per cen 

(7) The general effect of the strike on the motive power of the 
60 railroads from which testimony was adduced was to bring about 
a general breakdown and deterioration of motive power, resulting in 
the consumption of such peed od motive power as these roads had 
on July 1, 1922, and in the inability on the part of most of these roads 
to ae any back shop repairs during the early months of the 
strike and limited repairs from then on. 

(8) The general effect of the strike on the business and industry 
of the country, as evidenced by the testimony of 53 representatives 
of leading business concerns of the country, was a general dis- 
turbance, slowing down of production, reduction of volume, loss of 
customers, and monetary losses due to delays on the part of business 
houses in receiving and obtaining raw materials and in shipping and 
transporting finished products. 

(9) The effect of the strike on the United States Postal Depart- 
ment as evidenced by certificate of Harry S. New, Postmaster General 
of the United States, was the discontinuance of 705 trains carrying 
United States mail, operating over a total of 39,716 miles, and the 
consequence of which was that 462 United States post offices—serving 
a population of 352,671 people—were without mail service. 

(10) That on account of the belligerent, violent, and lawless con- 
duct and demeanor of strikers and pickets the 50 railroads from 
which proof has been taken oupteres during the period of the strike 
a maximum at one time of 53,831 additional guards and police officers 
for the protection of their respective properties and employes, and 
that as additional Bon protection United States marshals, militia, 
and state constabularies were required. 

(11) That pecan A all of the terminals, shops, and round- 
houses of the 50 railroads from which proof was taken were picketed: 
that the conduct and general demeanor of the pickets and strikers was 
aggressive, belligerent, violent, and lawless; that in order to keep 
men in the employ of these roads during the strike it was necessary 
at e_ all points to construct bunk houses and commissaries 
and to house and feed the new employes on company properties, and 
that the 50 railroads from which proof has been taken housed and 
fed all employes on company property at 1,055 points scattered 
throughout the United States. 

(12) That the record in this case establishes damage to property 
and persons as follows: 
wen Approximately 19 deaths, due to violence and assault by 

ers. : 

(b) Approximately 1,500 instances of various kinds of assaults by 
strikers on employes of and those seeking employment with the re- 

ive railroad companies. 

(c) Approximately 65 cases of kidnapping, with accompanying 
brutal assaults. 

(d) Approximately 8 cases of tarring and feathering of new em- 
ployes by strikers. 

(e) Approximately 50 cases of burning and dynamiting or at- 
tempting to burn and dynamite bridges over which trains engaged 
in interstate commerce and carriage of United States mail passed. 

(f) Approximately 250 cases of burning or dynamiting, or at- 
tempting to burn or dynamite property of the railroads and homes 
and Come of the employes. 

g) Approximately 50 cases of derailments or attempts to derail 
or wreck trains engaged in interstate commerce by greasing tracks, 
placing obstructions on tracks, removing spikes, interference with 
frogs and switches, cutting wires, signal apparatus, etc. 

ch) The cutting of air hose, throwing of stones, firing of shots, 
placing foreign substances, such as blue vitriol, gaskets, soap, and 
slugs, in pipes, cylinders, and other parts of locomotives, tampering 
with electrical equipment, removal of cotter pins and other neces- 
sary parts of locomotives, placing of emery, sand, and other forei 
substances in journal boxes, occurred so generally and frequen 
throughout the country on all railroads from which proof was taken 
as to preclude compiling number of such cases. 

(13) Independent of the facts shown in the foregoing summary 
of the evidence adduced, the stipulation, made and set out in XT 
hereof, and the extracts from bulletins therein set out, show the 
extent up to the time of the issuance of said bulletins, respectively, 
of the strike, the peralvets of the railroads, and of the business of 
the country, and the same are herein referred to for the facts so 
admit ; 


(14) That jn May, 1923, as per testimony of John W. .Higgins, 
executive secretary of the tn Association of Railroads the, 
strike was formally on and pending against 62 per cent of all of the 
railroads in the United States engaged in interstate commerce, rep- 
resenting a mileage of 140,316 miles. 


LACKAWANNA RAISES WAGES 
The Trafic World New York Bureau 


The Delaware, Lackawanna & Hudson announces that its 
management has reached an agreement with the firemen and 
engineers on “the New York Central” basis, which means an 
increase of approximately five per cent in pay. 

Coincident with this statement came the report that two 
southern railroads, the Richmond, Fredericksburg & Potomac 
and the Nashville, Chattanooga & St. Louis, had flatly refused 
to meet similar demands by their engineers and firemen. Under 
the terms of the New York Central settlement the men got a five 
per cent wage advance, but agreed to a modification of a number 
of working rules which were a burden to the roads. As there 
are no similar working rules on the southern roads, the man- 
agements contended that an upward revision was unjustified. 
Accordingly they are holding out for a settlement on the Rock 
Island basis—the old scale, 

Railway officials are anticipating demands for a wage in- 





\ 
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crease of four cents an hour from 200,000 members of the Fed- 
erated Shop Craft unions in view of the initial demand for an 
advance made on the Southern Railway and its subsidiary, the 
Mobile & Ohio. Not all of the Railroads will be affected, as 
some have company unions. 


The union representatives asked for a restoration of the 
wage scale in force before the shopmen’s strike in July, 1921. 
This means 77 cents an hour compared with 70 cents ordered 
by the Labor Board in 1922, and the present rate of approxi- 
mately 73 cents an hour, which prevails on most of the railroads. 


WAGE STATISTICS 


In its summary of, wage statistics of class I roads for De- 
cember, 1923, the Bureau of Statistics of the Commission said: 


As is shown by the subjoined table the average number of em- 
ployes of Class I railroads during the month of December, 1923, was 
1,793,779, an increase of 5,189, or 0.3 per cent over the number re- 
ported for December, 1922. But owing chiefly to the comparatively 
excessive overtime payments in December, 1922, there was a decrease 
in the total compensation of $13,010,507, or 5.3 per cent. 

The returns for December, 1923, compared with those for the 
tga d month, show a decrease in the number of employes of 105,- 

66, or 5.6 per cent, which appears principally in the maintenance 
groups. Total compensation decreased $15,024,016, or 6.0 per cent. 

A comparison of the cumulative returns for the twelve months, 
1922 and 1923, shows an increase in 1923 of 14.3 per cent in employ- 
ment, and of 14.0 per cent in total compensation. : 

The monthly earnings, by groups, were as follows: 

Monthly earnings of 





Employes Employes 
reported on reported on 
daily basis hourly basis 

Group Dec., c., Dec., Dec., 

: 1923 1922 1923 1922 

Executives, officials and staff assistants. .$429 $418 cabs eens 

Professional, clerical and general.......... 181 177 $123 $121 

Maintenance of way and structures.....,.. 240 237 86 85 

Maintenance of equipment and stores...... 244 244 pA ey 132 
Transportation (other than train, engine 

ED nyo baad 6 bed Gas ab saree ce ce ee aes 97 96 122 121 
Transportation (yardmasters, switch tend- 

Ae ED vo, neces so Sptiee eee ee 252 257 147 153 

Transportation (train and engine service)... 180 198 


A comparison of the number of employes and their compensation, 
by months, follows: 
Class I Steam Roads 


Number of ‘Total 
Month employes compensation 

ESS eer er ee 1,788,590 $247,672,515 
EE, WE so oo ohh oN bac cb eebe eee om 1,779.516 250,051,786 
IE, SDs 5, oss ogre ow. 0 ¢ bo'90 ea 1,783,555 230,416,541 
EE PEED. s'd' boo 00's Vo biec odes Hewes 1,816,479 255,447,764 
EE So veces cecal yes hawecede Me 1,843,652 245,874,117 
TEE GEL OTN oes vebien,s ood 1,896,219 259,679,263 
SN I dag bis's ws ard vheede sed eee'e's 1,933,929 259,127,789 
eel. ak adds ark iee oleae @ 1,954,687 261,805,549 
DEE ME cl ee ocec ctste evbckloeee 1,973,505 270,187,583 
CS SS. ere rere 1,945,917 255,217,197 
SION UIE Sd CSS, ote ha lane Wrote Sindee ube 1,936.494 271,005,542 
No6vemiber, 1923 2.1.0. csc ccccveeruce 1,899,545 249,686,024 
Dee, WONO eS eats So lie oes 1,793,779 234,662,008 


HIGHER WAGES FOR CAPITAL 
The Trafic World Washington Bureau 


Higher wages for railroad capital, in the form of increases 
in rates for the northern transcontinental lines, are advocated 
by J. D. Shatford of Chicago on behalf of stockholders in the 
Great Northern, the Northern Pacific, the Milwaukee and the 
North Western. In a brief in No. 15263, the grain rate case, 
Mr, Shatford pointed out that the wages of capital alone had 
been reduced since 1913, the last year before the world war, in 
which things were supposed to be normal. 

In 1913, Mr. Shatford said, the owner of one share in each 
of the roads mentioned received $28 and in 1923 just half that 
‘sum. He said that if the roads, this year, paid dividends at 
the rate they were earned in the last half of 1923, the stockholder 
in 1924 will receive only $13, a decrease of his wages of 54 per 
cent. The laborer, he pointed out, had been advanced 133 per 
cent, on an hourly basis, and 97 per cent on the annual basis. 
The farmer’s dollar, he said, had fallen in value to 75 cents, 
while the stockholder’s dollar had fallen to only 29 cents. In 
part, Mr. Shatford said: 


In my testimony of January 22, last, I showed there were 125,570 
people and institutions owning the Great Northern, Northern Pacific, 
Chicago & Northwestern and the Chicago, Milwaukee & St. Paul 
railroads. These people and institutions depend in part—and in some 
instances an important part—upon the income derived from their 
investment in these properties. ; 


For the full year of 1923 the Northern Pacific earned from opera- 
tion, on its property investment (road, equipment and cash), 3.005 per 
cent. In January, 1924, the net earnings from operation were $509,- 
420, being $511,852 less than for January, 1923. 


The Great Northern for the full year of 1923 earned but 4% per 
cent on property investment. In January, 1924, the net earnings 
sg operation were $532,038, being $365,169 less than for January 


The Chicago & Northwestern for the full year of 1923 earned but 
3.17 per cent on property investment. In January, 1924, the net earn- 
ings im operation were $606,867, being $150,094 less than for Janu- 


ary, a 
The Chicago, Milwaukee & St. Paul for the full year of 1923 
earned but 2.92 per cent on property investment (road, equipment 
and cash). In January, 1924, the nét earnings were $627,513, being 
$1,196,906 less than for January, 1923. ; 
The Chicago, Milwaukee & St. Paul in 1923 fell short in earning 
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its fixed charges from operation about $200,000. In order to attain 
even this result they were compelled to reduce their shop 
$3,261,519.61 in November, 1922, to $2,528,118.34 in November, 1923, 
and from $3,944,432.08 in December, 1922, to $2,909;586.92 in December, 
1923, or a reduction of $1,768,246.08. Had this reduction not been 
made, they would have fallen short approximately $2,000,000 in meet- 
ing their fixed charges in 1923. 


It will be seen from these figures what a disastrous effect a 10 
per cent reduction in the grain rate would have had if it had been 
in effect in January, 1924. Taken altogether with the practical cer- 
tainty that 1924 will be a year of much less business than 1923, it 
will be seen any reduction in rates would be a calamity. 


I maintain these roads can not stand a reduction, and I consider 


it would be an offense to the intelligence of the Commission to argue 
the issue. 


The Chicago, Milwaukee & St. Paul has a maturity of about 
$48,000,000 due in 1925, half of which was issued in France. Unless 
rates are advanced it is at this time impossible to see how this can 
be paid; under the terms of the issue it can not be extended. The 
French government owes our government about $3,000,000,000, which 
we are attempting to collect. It would not be a very {pore example to 
set them to default in this St. Paul loan. You_have the responsibility 
in your hands of the failure or solvency of the Chicago, Milwaukee 
& St. Paul, with its 12,000 miles of railroad, and the preservation 
of our credit with the French people. 


The railroads can not serve the country by standing still. In 
order to keep pace with the development of the country they must 
have sufficient revenue to attract capital investment on a large scale 
and at a reasonable cost. If these roads could earn but 3.46 per 
cent in 1923, with its record breaking traffic, how can they be ex- 
pected to sustain their earning power in years of lessened traffic? 
If the roads are to succeed, their rates must be advanced, or labor 
costs and taxes must be reduced. Only by sufficient revenue can the 


roads make the necessary expenditures to produce the greatest 
economy. 


Gross earnings of all the railroads in 1922 were $1,567,000,000 
more than in 1917. This $1,567,000,000, and more, too, was immedi- 
ately paid out again as follows: ‘ 


918,000,000 in added wages to railway employes. 
135,000,000 in added cost of fuel, mostly miners’ wages. 
122,000,000 additional taxes. 


$500,000,000 additional for materials and supplies, largely repre- 
senting increased wages paid labor. Yet the stockholders of these 
four roads, contributing their share to the great excess, had their 
wages reduced 50 per cent. View it from what angle you may, the 
pelea of these roads, the stockholders, have been given no con- 
sideration. 


In- 1923 30.78 per cent of all the steel produced in the United 
States was for the use of the ralroads. What would have been the 
effect on our prosperity if the roads had been unable to purchase this 
great quantity, and what will be the effect in 1924 if the roads are 
unable to purchase freely? 

The importance of developing a fair rate of compensation for 
the investment of capital in transportation is not less great than 
the public need for encouraging the development of agriculture. 

Referring to the adjustment of rates, I again urge such action 
that the high valued products shall pay a proper share, and that 
less than carload rates be advanced. 

Because it is impossible to get some of the more prosperous 
roads to join in a request for higher rates and because of the abso- 
lute need of the less prosperous, the Commission should at once in- 
itiate such rates as to place the less prosperous roads on a basis that 
they may receive a fair return upon their property investment. 

I would urge and advise in the territory west of the Dakota- 
Montana line that, except on agricultural products, the rates should 
be 35 per cent above the rates in effect in the last part of 1920. This 
would make the increase west equal to the increase east of this 
line. The rats on logs and lumber need to be advanced, as they are 
entirely too low. 

The Commission is a government agency. By.the assumption of 
control and absolute regulation, the government has assumed a pa- 
ternal supervision of the railroads, and, as the government’s agent, 
the Commission has a responsibility and a duty, and, under their 


power, should arise to their responsibility and perform their duty 


just as the President and all responsible people and institutions real- 
ize their responsibilities for solvent banks and successful agriculture, 
and are using all the powers they possess to help out. 


In 1918 the owner of one share of each of the roads mentioned 
herein received $28; in 1923 he received but $14 as his wage, a decrease 
of 50 per cent. If the same dividends are paid in 1924 as the last half 
of 1923, when the Chicago & Northwestern paid at the rate of 3 
per cent, he will receive but $13, or a decrease of 54 per cent. while 
the laborer he employs—the stockholder being the employer of rail- 
road labor—has been advanced 133 per cent on an hourly basis an 
97 per cent on an annual basis, in the same period, and the farm- 
er’s dollar is worth 75 cents as compared with the stockholder’s dol- 
lar of 29 cents. I submit the stockholder is as much entitled to a 
fair and proper wage as the engineer, the fireman, the conductor, the 
shopman or any other employe, and cannot now surrender more. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period 
February 23-29, inclusive, was 134,273 cars, as compared with 
125,177 cars in the preceding period, while the average daily 
shortage was 3,991 cars, as compared with 5,944 in the preced 
ing period, according to the car service division-of the Amer 
ican Railway Association. 


The surplus was made up as follows: Box, 50,005; venti- 
lated box, 120; auto and furniture, 1,273; total box, 51,398; fiat, 
3,077; gondola, 39,437; hopper, 17,181; total, all coal, 56,618; 
coke, 368; S. D. stock, 14,239; D. D. stock, 509; refrigerator, 
7,495; tank, 6; miscellaneous, 563; total, 134,273. 

The shortage was. made up as follows: Box, 963; auto and 
furniture, 113; total box, 1,076; flat, 230; gondola, 1,103; hopper, 
1,372; total, all coal, 2,475; S. D. stock, 31; D. D. stock, 49; 
refrigerator, 102; miscellaneous, 28; total, 3,991. 

Canadian roads reported a surplus of 9,000 box, 1,000 flat, 
1,200 gondola, 800 S. D. stock and 350 refrigerator cars and 4 
shortage of 1,000 auto and furniture cars. 
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Freight Routing 


(Sixth of a series of 26 articles on this subject written for The Traffic World by J. D. Collier) 


If there is any doubt as to the necessity and advantage of 
full routing on less-than-carload freight or as to the additional 
costs and disadvantages of neglecting fully to route less-than- 
carload freight, it could all be set aside if proper consideration 
were given to the receiving situation and difficulties at a sea- 
poard city, especially New York. This great city offers a tre- 
mendous problem in traffic, inbound as well as outbound, espe- 
cially on less-than-carload freight. These problems are so 
numerous and so diversified that, if they were all kept in mind 
and fully considered, they would, no doubt, cover the largest 
percentage of the fundamental principles necessary properly to 
understand and intelligently cope with problems at any other 
seaboard port. 

A map is the guiding star of the present transportation ex- 
pert, as it was, from time immemorial, to his forefathers. It is 
proper and, in fact, necessary and essential, in order to have a 
complete and comprehensive conception of the water front ter- 
minal situation and the key to it, that a map of greater New 
York be studied carefully, 

At first it will, no doubt, appear confusing and about the 
first thing generally in the mind of a person perusing this map 
ig to endeavor to locate Forty-Second and Broadway, and Fifth 
Avenue, overlooking the myriad piers along the water front. On 
closer observation it will be noticed that New York proper is in 
reality an island, known locally as Manhattan Island, bounded 
on the south by upper New York Bay, on the east by what is 
known as East River, on the west by the Hudson River, locally 
known as the North River, and on the north and northeast by 
the Harlem River. A further examination of the map will dis- 
close the fact that only one freight line actually runs into the 
city, all others reaching it through the medium of lighterage 
service from the Jersey side or Staten Island. The problem, 
therefore, appears to be difficult; but if proper consideration is 


‘given of the full routing instructions consistent with the class © 


of merchandise and the destination or street address of the 
consignee, it is not as difficult as may be at first supposed. 

It is not necessarily to the credit of either the shipper or 
the receiver that the New York less-than-carload terminal prob- 
lem is held to a minimum. The absence of a chaotic condition 
is due, no doubt, chiefly to the activity of the carriers them- 
selves. As a rule, in all inland cities, where the terminal carrier 
has several freight stations, unless a particular station is speci- 
fied, the shipments are forwarded to their main freight station. 
In the New York territory, however, the co-operation of the 
carriers is so extensive that, if a street address is shown, they 
will do everything possible to forward the shipment to their 
The delivery of less-than-carload 
and also carload freight, which approximates. the switch 
deliveries at inland towns, must, of necessity, be done via the 
water, although supplemented at the actual terminal in many 
instances by switch engines. 

Shipments are delivered either in lighterage service (the 
lighter being most nearly described as a floating freight house) 
or by car float, in which instance the car itself is placed on 
the float and ferried to ultimate terminal destination and either 
unloaded at the freight station or pier or switched from the 
float and placed alongside a freight shed or delivery platform. 

The carriers, in order to protect themselves and to co- 
operate to the fullest extent with the various consignees and 
consignors, have perfected a wonderful system in this locality, 
and, while it is most essential to route according to the proper 
carrier, at the same time, many of the inbound lines have 
freight stations located in such way as to cover the entire 
greater New York territory, and in the event that street address 
is shown, will endeavor to make the closest delivery possible. 
In most inland cities the street address is most important only 
from the standpoint of properly addressing the arrival notice, 
but, owing to the co-operative action of the carriers with the 
shippers, it is of vital importance that the street address be 
shown if a shipment is consigned to the large metropolitan 
area known as New York. 

Before entering into a further discussion of routing into 
this territory, it is well to consider the trucking problem. . It 
is well known that downtown New York—that is, generally 
speaking, south of Canal Street—the streets are irregular and 
narrow. The trucking problem is, perhaps, the most acute in 
transportation in this country. To the average citizen visiting 
New York, no doubt, the theatrical district is of great interest, 
48 well as many other points of prominence in and around this 
territory. However, it is the suggestion of the writer that all 
Visitors to New York having any interest in transportation, 
either directly or in connection with their merchandise, do not 
fail to inspect the water front on the North River at least from 

rty-second Street south, and then around the East River up 
to at least Thirty-third Street. As a sight-seeing and educa- 


tional trip along the lines of transportation it is especially im- 
pressive. As to the necessity of routing, I doubt if there is a 
situation that has the equal of this one from a less-than-carload 
point of view. Visitors interested in transportation from the 
carload point of view should not fail to visit the Jersey and 
Staten Island piers, as well as the various piers in Brooklyn, 
but this will be considered in a later article on carloads. 


The trucking companies in New York have, perhaps uncon- 
sciously, eliminated, to a great extent, the problem of large 
centers such as Chicago—i, e., crossetrucking. This is due to 
two situations in general, the first being that New York City 
is comprised of a great number of smaller receivers rather than 
a small number of large receivers, and that the trucking com- 
panies have followed suit to a certain extent and the trucking 
in New York is taken care of by a number of smaller trucking 
companies rather than a small number of very large companies. 
This necessarily results in a localized trucking problem, as the 
smaller trucking company will operate in a given area only. 
In fact, it-is difficult and expensive, and this should be kept in 
mind in arranging for trucking, say, from a station located at 
pier 12 on the Lackawanna when consigned to a company lo- 
cated in Twenty-sixth Street just off Sixth Avenue; therefore, 
the omission of specific routing instructions as to carrier and 
the lack of opportunity being given to it to select proper ter- 
minal, because the address is not given, causes considerable in- 
convenience, loss of time and expense. 


One of the big dividing lines in the trucking situation is 
Fourteenth Street and the trucking from points south of Four- 
teenth to points north or vice versa is complicated. The Erie 
Railroad has further co-operated with the shippers by effecting 
a store-door delivery system, which has many advantages. The 
selection of the inbound carrier, even though the address is 
shown, must be made carefully, as it is obvious that some car- 
riers have delivery facilities closer to the customer than others 
and some cover the territory more generally than others. 


*¢ As an iBustration, attention is called to the facilities of sev- 
eral-of thé tines in the Harlem territory, at the Harlem Transfer, 
the Bronx Terminal, Harlem River Terminal, and East 145th 
Street. The territory considered analogous to the switching 
limits of an inland town is termed the lighterage district. This, 
as in the case of a switching district, represents the territory 
within which deliveries will be made at the flat rate—that is, 
without additional cost subject to the restrictions of the indi- 
vidual port. It will, therefore, be noticed that deliveries can be 
made orf the Jersey side at various points on the north up to 
125th Street, on the Harlem River up to a point just north of 
the Harlem River Terminal, and on the Long Island side up to 
Hoyt Avenue, Hell Gate. In the upper bay deliveries can be 
made on the Long Island side or Brooklyn just past Owl’s Head 
Park or Bay Bridge Avenue and on Staten Island just past 
Pouch Terminal of the B. & O. R. R. Deliveries for points be- 
yond these limits are subject to additional charge for each hun- 
dred pounds on less than carloads and a charge covered by the 
individual carriers on carloads. 


In speaking of New York as a point of destination, we must 
consider not only Manhattan Island but Greater New York. This 
is the conception of New York in the mind of the transportation 
man, as it is frequently the case in transportation that the city 
itself really extends to the limits as provided by the territory 
included in the rate to that city. Therefore, in order properly 
to consider the entire New York situation, it is necessary to 
include the various deliveries on Long Island located in Brooklyn 
and Queens, which includes Long Island City. We have in sev- 
eral inland towns what are known as universal freight stations 
and what are known at seaboard towns, especially New York, as 
terminals. These terminals are either private docks or docks 
leased on behalf of several individual carriers. Some of these 
can be properly designated as universal freight stations and 


some of them, although slightly modified, can be considered in 
the same class. 


Due to the wonderful transportation facilities offered at 
these terminals on the Brooklyn side, many industries have lo- 
cated in the immediate vicinity. Also due to the fact that, at 
many of these terminals, small terminal railroads are operated, a 
number of these industries—in fact, most of the large ones— 
have private sidings of their own, which is the exception in 
New York City proper, or Manhattan Island. Needless to say, 
most of these terminals are located on the outer edge of the 
Island so as to be accessible to water transportation, and they 
are connected by ferries with Staten Island and the Jersey ter- 
minals. Most prominent among these terminals are the Bush 
Terminal, operated by the Bush Terminal Company; the Atlantic 
Terminal of the New York Dock Company; the Fulton and Baltic 
Terminal; the Wallabout Terminal, located in Wallabout Bay; 








684 THE TRAFFIC WORLD 


the Brooklyn Eastern District Terminal; and the Long Island 
City Terminal. 

While it is true that New York City is made up of a large 
number of small concerns, the situation in Brooklyn and Long 
Island City is just the reverse. Many large established shippers 
and receivers are located at these points. They ship and receive 
the heavier commodities and the problem of transportation, espe- 
cially inbound routing, is very important on this account. In 
this connection, also, we must consider the fact that the trucking 
problem on Long Island is great. It combines the trucking situa- 
tion of inland cities with that of downtown New York, as the 
streets of Brooklyn are narrow in places and teaming is difficult 
on account of the layout made necessary by the jagged water 
front and further due to the complicated street names and num- 
bering system. There is also the same situation that prevails 
on the New York water front—great congestion—as it is readily 
understood that where the largest volume of tonnage moves in 
from the water front there must be great congestion. 

This situation is further evidence of the necessity of full 
and complete terminal routing, which, to a great extent, is de- 
pendent on the selection of the proper inbound carrier. While 
it is true that at most all of the terminals a greater number 
of the inbound carriers serve the terminal, the service from 
some of them is a great deal better than from others, We must 
realize also that this entire water front is affected continuously 
by the tides and winds, and at certain times by rain, snow, and 
ice. If all these factors receive due consideration, anyone with 
proper conception of the situation will readily realize not only 
the stupendous task, but the fact that full routing and street 
address information is‘ imperative in order to obtain the best 
service to eliminate trucking and to avoid unnecessary expense. 

In addition to the consideration of New York, which in- 
cludes, generally speaking, Brooklyn and Long Island City, atten- 
tion should be given to that portion of the territory that is con- 
sidered in the radius of Greater New York, which practically 
includes a territory within a 15-mile radius of the Battery and 
which is not questioned in the upper Bronx, Harlem, and Queens. 
The lighters’ limits extend on the East River up to Cabot Street 
in the Bronx on carloads, but it is necessary to use the indi- 
vidual station names, such as Claremont, Van Nest, Melrose 
Junction, etc., in order to obtain northern deliveries, southern 
deliveries being taken from the Harlem River terminals. In 
order to reach inner Brooklyn—that is, that part of the boroughs 
of Queens and Brooklyn away from the water front—it is neces- 
sary that shipments be routed directly through the individual 
station via the Long Island Railroad, which connects with the 
N. Y. N. H. & H. via the New York connecting railroad and with 
the Pennsylvania Railroad via ferry from Greenville to Bay 
Ridge Station to terminal of the Bay Ridge division of the Long 
Island Railroad.’ Most of the stations on the Long Island Rail- 
road represent what might be called at inland towns a “switch- 
ing problem,” but, as the lighter problem is the real terminal 
problem at a port, shipments to be forwarded to points inland 
are subject to a charge over and above the terminal rate to New 
York. A glance at the map will readily indicate that delivery 
at Wallabout Station would necessitate a ten-mile haul if Sheeps- 
head Bay were the proper destination station, and, while the 
distance would not be so great if Atlantic Terminal delivery 
were taken on a shipment destined to Fourth and Kent streets, 
near the Williamsburg Bridge, the trucking problem would be 


greatly in excess regardless of the shorter distance necessary 
to traverse. 


It has been suggested that an interesting and educational 
trip would be around the water front of New York, but the 
situation is so complicated that the writer would not even sug- 
gest a trip around the water front of Brooklyn. While it is not 
possible specifically to advise just how routing can be ascer- 
tained to cover a large complicated area such as this, the facts 
as stated should be sufficient to show those interested that a 
special effort should be made to familiarize themselves with the 
individual problems connected with their commodities and cus- 
tomers in order to overcome the difficulties existing and procure 
for their companies that service of transportation necessary in 
the conduct of their business for which the transportation de- 
partment is solely responsible. 





REVENUE FREIGHT LOADING 


A new high record for this season of the year in the loading 
of revenue freight was established the week ended March 1. 
according to the car service division of the American Railway 
Associaation. The total for the week was 945,049 cars. This 
exceeded by a considerable margin the loading for any one 
week in any January, February or March on record. 

Compared with the corresponding week last year, the total 
for the week ended March 1 was an increase of 26,425 cars, 
and an increase of 151,934 cars over the corresponding week 
in 1922. It also was an increase of 133,943 cars over the corre- 
sponding week in 1920. 

The total for the week was an increase of 99,151 cars over 
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the preceding week this year, when loading of revenue freight 
was reduced by the observance of Washington’s Birthday. 

For the first nine weeks this year—that is, from January 
1 to March 1, inclusive—a total of 7,924,617 cars were loaded 
with revenue freight, an increase of 270,429 cars or 3% per cent 
over the corresponding period last year when traffic was the 
heaviest in history. It also was an increase of 1,318,497 cars 
or 20 per cent over the corresponding period in 1922 and an 


increase of 729,797 cars or 10 per cent over the corresponding . 


period in 1920. Except for live stock, increases compared 


with the week before were reported in the loading of all com. 
modities, 


Loading by districts the week ended March 1 and the cor. 
responding week of 1923 follows: 


Eastern district: Grain and grain products, 10,114 and 6,984; live 
stock, 3,531 and 3,023; coal, 50,916 and 55,717; coke, 3,346 and 4,075; 
forest products, 7,990 and 6,800; ore, 2,124 and 1,580; merchandise, 

. C. L., 68,155 and 59,725; miscellaneous, 88,443 and 82,620; total, 
1924, 234,619; 1923, 220,924; 1922, 200,614. 

Allegheny district: Grain and grain products, 2,921 and 2,666; live 
stock, 2,820 and 2,461; coal, 50,108 and 53,313; coke, 6,930 and 7,244; 
forest products, 3,603 and 3,470; ore, 1,774 and 2,385; merchandise, 
L. C. L., 49,992 and 46,099; miscellaneous, 77,773 and 76,997; total, 
1924, 195,921; 1923, 194,635; 1922, 170,100. 

Pocahontas district: Grain and grain products, 289 and 243; live 
stock, 65 and 67; coal, 32,534 and 23,356; coke, 457 and 777; forest 
products, 1,594 and 1,604; ore, 93 and 210; merchandise, L. C. L, 
6,842 and 6,138; miscellaneous, 4,076 and 3,987; total, 1924, 45,950; 
1923, 36,382; 1922, 36,762. 

Southern district: Grain and grain products, 4,310 and 3,792; live 
stock, 1,827 and 2,220; coal, 23,915 and 25,501; coke, 1,066 and 1,481; 
forest products, 21,781 and 23,106; ore, 1,401 and 1,410; merchandise, 
L. C. L., 39,940 and 39,532; miscellaneous, 48,612 and 50,842; total, 
1924, 142,852; 1923, 147,884; 1922, 121,803. 

Northwestern district: Grain and grain products, 14,771 and 15,- 
$51; live stock, 10,315 and 10,706; coal, 7,065 and 9,684; coke, 1,322 and 
2,044; forest products, 27,714 and 23,395; ore 856 and 953; merchandise, 
Ia L., 28,886 and 27,970; miscellaneous, 35,654 and 34,531; total, 
1924, 126,583; 1923, 124,634; 1922, 97,040. 

Central Western district: Grain and grain products, 13,760 and 
11,741; .live stock, 11,565 and 11,466; coal, 16,712 and 20,910; coke, 292 
and 398; forest products, 10,216 and 9,339; ore, 3,080 and 3,024; mer- 
chandise, L. C. L., 36,412 and 34,451; miscellaneous, 46,130 and 47,520; 
total, 1934, 138,167; 1923, 138,849; 1922, 118,207. 

Southwestern district: Grain and grain products, 5,212 and 4,192; 
live stock, 2,081 and 2,151; coal, 5,220 and 5,067; coke, 152 and 118; 
forest products, 8,123 and 8,248; ore, 525 and 558; merchandise, 
lL. C. , 15,514 and 14,542; miscellaneous, 24,130 and 20,440; total, 
1924, 60,957; 1923, 55,316; 1922, 48,589. 

Total, all roads: Grain and grain products, 51,377 and 44,969; live 
stock, 32,204 and 32,094; coal, 186,470 and 193,548; coke, 13,565 and 
16,137; forest products, 81,021 and 75,962; ore, 9,853 and 10,520; mer- 
chandise, L. C. L., 245,741 and 228,457; miscellaneous, 324,818 and 
316,937; total, 1924, 945,049; 1923, 918,624; 1922, 793,115. 


Loading of revenue freight this year compared with the 
two previous years follows: 


1924 1923 1922 
Four weeks of January ...... 3,362,136 3,373,965 2,785,119 
Four weeks of February...... 3,617,432 3,361,599 3,027,886 
Week ended March Iist....... 45 918,624 793,115 


TOR ..o.caieins sisie 't,0:0'0's 60000 7,924,617 7,654,188 6,606,120 


BRITISH SOUTH AFRICAN RAILWAYS 


In spite of unfavorable economic conditions prevailing in the 
early part of the fiscal year ending March 31, 1923, the railways 
of the Union of South Africa had a fairly successful year, ac- 
cording to an analysis of the annual report of their general man- 
ager, by the transportation division of the Department of Com- 
merce. Compared with the previous fiscal year gains are shown 
in the carriage of passengers and freight, although the gross 
earnings from these sources were lower, due in some measure 
to reductions in rates on cereals, farm products, ore, lumber, and 
other basic commodities. A summary. of the report follows: 

On March 31, 1923, the railways had a total open trackage of 10,- 


986 miles, while the total mileage operated by the administration 
— peg The railways are of two gauges; namely, 3 feet 6 inches 
an eet. 

While no new lines were opened during the year, there was an 
increase, as compared with previous years open mileage of 1,331 
miles, representing the mileage of railways in Southwest Africa in- 


corporated in the Union system on April 1, 1922, and 97 miles of devi- - 


ations constructed in Natal. The total capital cost of the 10,986 miles 
as of March 31, 1928, was $481,357,873, or approximately $43,812 per mile 
of line (Exchange $4.43 to pound sterling). ; 

During the year, 61,582,447 passengers were carried, an increase 
of 0.25 per cent over the previous year. Revenue freight traffic 
carried amounted to 15,718,864 net tons, or 3.27 per cent greater than 
for the fiscal year 1921-22. Coal made up the greater part of the 
traffic, over 8 million tons of this commodity having been hauled. 
The gross earnings amounted to $89,250,311, or approximately $8,125 
per mile of line. Compared with the previous year, this was a de- 
crease of 3.17 per cent. 

The operating ratio, which in 1921-22 was 82.7 per cent, was re- 
duced in 1922-23 to 77.1 per cent. This decrease in expenditure was 
due principally to savings effected in salaries and wages, reduction 
of staff, reduced overtime payments, lower quantity and cost of stores 
and materials, decreased claims payments and savings effected in 
the maintenance of buildings. From April 1 to August 31, 1923, freight 
traffic was exceedingly heavy, and a marked improvement in the 
financial condition of the railways is looked for, as earnings exceeded 
those of the same period in 1922 by 7.3 per cent, 


a 
PACIFIC CAR DEMURRAGE 


The report of the Pacific Car Demurrage Bureau for Jan- 
uary, 1924, shows 18,832 cars held overtime—a percentage of 
08.56—as against 16,903—a percentage of 08.33—for January, 
1923. 
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Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
é Copyright by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 
State May Make Reasonable Regulations Affecting Interstate 

Carriers: 

(District Court, D. Massachusetts.) A state may regulate 
and condition in a reasonable way the right of interstate car- 
riers to do business within its borders.——Maverick Mills vs. 
Davis, Director-General, 294 Fed. Rep. 404. 


Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 
Employe of Foreign Company Held “Agent” on Whom Process 

Could Be Served: 

(Supreme Court of Illinois.) An employe of a foreign rail- 
road corporation, maintaining an office and assistants for the 
purpose of soliciting business for the railroad, which did not run 
through the county, but ran through other counties of the state, 
though he made no contracts on behalf of the railroad, issued 
no bills of lading, sold no tickets, and collected no money, was 
an “agent”? on whom process could be served, within Practice 
Act, Sec. 8—American Hide & Leather Co. vs. Southern Ry. 
Co., 142 N. E. Rep. 200. 

Foreign Corporation, Operating in State by Means of Agent, Con- 
structively Present and Suable by Service on Agent: 

A foreign business corporation is constructively present in 
any state, where it has property and carries on its operations by 
means of agents, and may be sued by obtaining service of proc- 
ess on an agent.—Ibid. 


Unnecessary to Allege or Prove Bills of Lading Were Issued 
Without Receiving Goods in Action Against Carrier for 
Value: 


In action against carrier by consignee of hides purporting 
to have been shipped under bill of lading, in reliance on which 
it paid therefor, it appearing that only a small part thereof 
reached the destination, it was not necessary, under Uniform 
Bills of Lading Act, Sec. 28, to allege or prove that 
the bill of lading purchased by the plaintiff was issued by de- 
fendant without receiving the hides.—lIbid. 


In Absence of Blanks in Bill of Lading, Carrier Cannot Claim 
Limitation of Liability: 


Carrier is in no position to claim liability was limited to loss 
occurring on its own line, under Uniform Bills of Lading Act, 
Sec. 8, where the bill of lading contained no blank forms for 
objections required by section 10.—Ibid. 

Statute Rendering Carrier Liable to Consignee, Giving Value 
Relying on Bill of Lading Creates No New Cause of Action, 
and Is Not Invalid: 

_ Uniform Bills of Lading Act. Sec. 23, providing that a car- 
rier shall be liable to a consignee named in a bill of lading, 
who has given value in good faith relying on the description 
therein, does not create a new cause of action, but merely de- 
prives the carrier of a defense which it was allowed to make 
before its enactment, and is not subject to any constitutional 
objection.—Ibid. 

Consignee Held Not to Have Title to Shipment Before Loading, 
So as to Prevent Reliance on Bill of Lading: 

Where dealer sent an agent to select and grade hides to be 
purchased, the dealer not intending to pay for the hides until 
they were in the possession of the railroad, held, that the title 
to the hides did not pass to the dealer prior to loading, so as to 
preclude liability under Uniform Bills of Lading Act, Sec. 23, 
permitting a consignee to rely on description of goods contained 
in bill of lading, it appearing that all of the hides described had 
not been delivered to the railroad.—Ibid. 

Carrier Must Return to Shipper on Demand Goods It Is Unable 
to Transport Because Rates, Fares and Charges Not Filed: 
(Court of Civil Appeals of Texas, El Paso.) Where a carrier 

receives goods for transportation which, by reason of there being 

no rates, fares and charges filed and published with reference 

thereto, as required by Interstate Commerce Act, Sec. 6, par. 7 

ee S. Comp. St. Sec, 8569), it is unable to transport, it is its 

rid to return the goods to the shipper upon demand.—Davis, 
‘rector-General, etc., vs. Bassett, 257 S. W. Rep. 601. 
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Article in Box of Freight Objectionable Under Law Requiring 
Publication of Tariffs Should Be Refused: 

Where a box delivered to a carrier for shipment contained 
goods a part of which could not be shipped under Interstate Com- 
merce Act, Sec. 6, par. 7 (U. S. Comp. St. Sec. 8569), requiring 
that the rates, fares and charges upon which goods are trans- 
ported be previously filed and published, and the contents of 
the box so delivered is known to the carrier, it should refuse 
the box for shipment until relieved of the objectionable articles, 
to avoid liability.—Ibid. 

Action for Failure to Deliver to Consignee or Redeliver to Con- 
signor Freight Partially Incapable of Transportation Gov- 
erned by Four-Year Statute of Limitations: 

An action against a carrier for failure to deliver to con- 
signee or to redeliver to consignor a box containing articles 
which could and other articles which could not be transported 
under Interstate Commerce Act, Sec. 6, Par. 7 (U. S. Comp. St. 
Sec. 8569), requiring the rates, fares and charges on which 
goods are transported to be filed and published, is not based 
on detention or conversion for which the two-year statute would 
apply, but is founded on contract and controlled by the four- 
year statute of limitations.—lIbid. 

That Passenger, After Checking Baggage on Intrastate Trip, 
Makes Side Trip Into Another State, Does Not Make Con- 
tract Interstate: 

(Court of Civil Appeals of Texas, San Antonio.) Where a 
passenger travels from one point to another within the state 
over different but connecting lines of railway on passes, and 
checks his baggage with the initial carrier for transportation to 
the point of destination, it makes no difference if at some inter- 
mediate point he discontinues the journey within the state tem- 
porarily and makes a side trip into another state; the contract 
not thereby becoming interstate in character.—Texas & P. Ry. 
Co. et al. vs. Graham, 257 S. W. Rep. 642. 

State Law Operative Upon Repeal of Federal Control: 

When Congress by the Transportation Act (U. S. Comp. St. 
Ann. Supp. 1923, Sec. 10071% et seq.) repealed the war meas- 
ures relative to federal control of railroads, the laws of the 
states relative to carriers again became operative.—lIbid. 

In Absence of Federal Legislation, State May Legislate as to! 
Intrastate Commerce, Although Interstate Commerce Af- 
fected. 

In the absence of congressional legislation, a state may 
legislate with reference to commerce within its limits, although 
interstate commerce may be affected thereby.—Ibid. 
in Carrying Baggage on Free Pass, Carrier Held to Same Degree 

of Care as if Ticket Paid For: 

Common carriers undertaking the transportation of baggage 
on a free pass are held to the same degree of care as if the bag- 
gage were checked and carried on a ticket bought and paid 
for.—Ibid. 

Negligence Inferred from Loss of Property or Refusal to Deliver 
on Demand, Where Delivered to Carrier as Gratuitous 
Bailee: 

Where property is delivered to a carrier as a gratuitous 
bailee, who refuses on demand to redeliver to the owner, or 
loses it, negligence is inferred from such facts without further 
proof, and the burden shifts to the carrier to refute the pre- 
sumption that the loss was through negligence.—Ibid. 

Owner of Baggage Need Not Travel With It: 

The owner of baggage is not required to travel on the same 
train with it.—Ibid. 

That Passenger Deviated from Route Held Not to Affect Carrier’s 
Liability for Baggage: 

Where a passenger traveling on a free pass on an intra- 


" state trip checked her baggage to destination and then made a 


side trip out of the state, returning to the point of departure 
and continuing the journey, held, that the carrier’s liability to 
safely transport the baggage to destination was not thereby af- 
fected.—Ibid. 

Loss of Baggage Prima Facie Evidence of Negligence: 

Loss of baggage is prima facie evidence of negligence of 
carrier.—Ibid. 

After Proof of Delivery to Carrier, Burden on Latter to Show 

Goods Not Lose While in Its Possession: 

(Supreme Circuit, Appellate Division, Second Department.) 
In an action for goods lost in transportation, shipper establishes 
a prima facie case by proving delivery to carrier, and the burden 
is then on carrier to show that goods were not lost while in its 
possession.—Pereira vs. American Ry. Express Co., 202 N. Y. S., 
789. 

Evidence Held to Warrant Finding Goods Lost While in Car- 
rier’s Possession: 

Where a few minutes after carrier delivered plaintiff’s trunk 
at a steamboat pier, plaintiff discovered that the contents had 
been stolen, a finding that the theft occurred while the trunk 
was in carrier’s possession was warranted.—Ibid. 

Maintaining Soliciting Agent in State Does Not Subject Foreign 
Corporation to Suit There Respecting Transactions Outside the 
State: 

(District Court, D. Massachusetts.) As to non-residents of 

the state, and transactions originating and to be completed else- 
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where, a mere soliciting agency does not, at common law, bring 

a foreign corporation within the state, so as to make it subject 

to suit there, and cannot be made to do so by any form of state 

statute Maverick Mills vs. Davis, Director-General, 294 Fed. 

Rep. 404, 

State May Make Reasonable Regulations Affecting Interstate 
Carriers: 

A state may regulate and condition in a reasonable way the 
ah <a interstate carriers to do business within its borders. 
State May Subject Foreign Corporations to Suit in Cases Affect- 

ing Its Own Citizens: 

To some extent, at least, a state must have power to say 
what shall constitute corporate presence within the state, and 
subject a corporation to suit there in cases affecting its own citi- 
zens.—Ibid. 

Foreign Railroad Company Held Subject to Suit in Massachu- 
setts Arising Out of Shipment to Citizen of That State: 
Under G. L. Mass., c. 223, Sec. 38, providing that in an action 

against a foreign corporation which, with or without a usual 

place of business in the commonwealth, is engaged in or solicits 
business there, service may be made on the agent in charge of 
the business, a foreign railroad company, doing an interstate 
business, though operating no line of road in the state, which 
maintains on office therein in its own name, in charge of an 
agent for soliciting business, held subject to a suit in the state 
arising out of a shipment to a point within the state to a citizen 
thereof.—Ibid. 

CARRIAGE OF LIVE STOCK 


Evidence of Experts That Horses Being Shipped Had Not Been 
Fed Within Required Time Held Admissible: 


(Supreme Court of Pennsylvania.) In action by shipper for 
damage to an interstate shipment of horses, evidence of experts 
that, the horses had not been fed within the required time held 
admissible-—Karnofsky Bros. vs. Delaware & Hudson Co., 123 
At, Rep. 317. 

Evidence Held to Sustain Verdict for Injury to Shipment of 

Horses: 

In action for damage.to a shipment of horses, where plain- 
tiffs’ witnesses had testified that the horses that lived after 
their arrival except three, which were unaffected, were without 
market value, and there was no other evidence as to difference 
in value caused by the negligence except that of plaintiff, but 
$75 per horse was allowed by plaintiff as a credit on his claim, 
held, that there was sufficient evidence of damage to sustain 
verdict for plaintiff.—Ibid. 


Contract Limiting Time to Sue to Two Years Is Reasonable: 

(Supreme Court of Nebraska.) “A provision in a bill of 
lading requiring actions for loss or damage to be brought within 
two years and one day after the delivery of the goods or the 
lapse of a reasonable time for delivery is reasonable and valid.” 
—Ellis vs. Davis, 260 U. S. 682, 43 Sup. Ct. 243, 67 L. Ed. 460; 
Colburn vs. Davis, Director-General of Railroads, etc., 196 N. W. 
Rep. 893. 


Reasonableness of Provision Limiting Time to Sue Is Question 
of Law: 

“The reasonableness of the limitation of time to sue speci- 
fied in the bill of lading is a question of law.”—Ellis vs. Davis, 
260 U. S. 682, 43 Sup. Ct. 243, 67 L. Ed. 460.—Ibid. 

Instruction on Burden of Proof to Exculpate Carrier from Negli- 
gence Held Reversible Error: 

(Supreme Court of North Carolina. In action for loss of 
and injury to cattle when car containing them was burned on 


a siding alleged to have been caused by sparks from a passing‘ 


engine, where the action was heard on the issue of negligence, 
it was reversible error to instruct, as to the negligence alleged, if 
it was found the cattle were injured in defendant’s custody, the 
burden was on it to exculpate itself; that in shipments of live 
stock the burden is on defendant to show injuries in transporta- 
tion were not caused by its negligence—Austin vs, Seaboard 
Air Line Ry., 121 S. E. Rep. 1.) 


Instruction on Prima Facie Case of Negligence Held Reversible 

Error: 

In action for loss of and injury to cattle when car con- 
taining them was burned on a siding, alleged to have been 
caused by sparks from a passing engine, where the action was 
heard on the issue of negligence, it was reversible error to in- 
struct that, if plaintiff delivered the cattle in good order to be 
transported and they were injured by burning while in the car, 
bey plaintiff had made out a prima facie case of negligence.— 
Ibid. 
nt ae on Duty to Disprove Negligence Held Reversible 

rror: 

In action for loss of and injury to cattle when car containing 
them was burned on a siding, alleged to have been caused by 
sparks from a passing engine, where the action was heard on the 
issue of negligence, it was reversible error to instruct that, if 
the cattle were delivered to defendant in good order and were 
injured by it, a presumption that the injury was from defend- 
ant’s negligence arises, and that it was not necessary that par- 
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ticular acts of negligence be pointed out, but burden was on 
defendant to show itself not guilty of negligence.—lIbid. 
Order Overruling Demurrer to Evidence in Action for Delay in 

Shipment of Live Stock Held Not Erroneous: 

(Supreme Court of Kansas.) It was not error to overrule the 
demurrer of the defendant to the evidence of the plaintiffs — 
Abell et al. vs. Atchison, T. & S. F. Ry. Co., 222 P. Rep. 91 
Refusal to Submit Special Question Where Answer Could Not 

Have Changed Result Not Erroneous: 

It is not reversible error to refuse to submit to a jury a spe- 
cial question where the answer to the question, by itself or in 
connection with the answers to other questions submitted, could 
not have been contradictory to the general verdict, or could not 
have compelled a different judgment—Ibid. 

Refusal to Set Aside Answer to Special Question Supported by 

Evidence Not Erroneous: 

It is not error to refuse to set aside an answer to.a special 
question where it is supported by evidence.—Ibid. 

Denial of Motion for New Trial in Action for Delay in Shipment 
of Live Stock Held Not Erroneous, 

It was not error to deny the motion of the defendant for a 
new trial.—lIbid. 

Initial Carrier Liable for Damages by Reason of Its Negligence 
in Billing: 

(Court of Civil Appeals of Texas, San Antonio.) An initial 
carrier was negligent.in wrongfully billing a car of cattle to Fort 
Worth instead of San Antonio, and where the sole cause of 
damages to them was such negligent act, though the damages 
really occurred on the line of connecting carrier, the initial car. 
rier was liable therefor—San Antonio Southern Ry. Co. et al. 
vs. Morgan et al., 257 S. W. Rep. 702. 

Intervention Held Not New Suit: 

Where cattle shipped were billed in plaintiff’s name instead 
of a purchaser’s, plaintiff could prosecute suit therefor in his 
own name which stopped running of limitation, and intervention 
by purchaser setting up ownership was not new suit.—Ibid. 

TELEGRAPHS AND TELEPHONES 
Telegram Held Qualifiedly Privileged, and Presumption of Malice 

Rebuttable: 

(Circuit Court of Appeals, Eighth Circuit.) Stating in tele- 
gram that one was prostitute was not absolutely privileged, but 
was only qualifiedly privileged, and, though libelous on its face, 
occasion and circumstances of its writing and publication by de- 
fendant telegraph company might be such as to rebut and neuw- 
tralize existence of malice, presumed from its terms alone.— 
Western Union Telegraph Co. vs. Brown, 294 Fed. Rep. 167. 
nee eeninen of Malice Neutralized, Plaintiff Must Prove 

alice: 

When presumption of malice from publication libelous pre 
se, but qualifiedly privileged, is neutralized by the circumstances 
attending the utterances of the slander or the publication of the 
libel, the plaintiff must give further evidence of actual or express 
malice in order to maintain his action.—Ibid. 

Statement in Telegram, Made in Course of Business, Presumed 

True: 

The legal presumption is that statement in telegram that 
certain person was prostitute, made in the ordinary course of 
business, is true, because business men usually tell the truth— 
Ibid. 

Telegraph Company Common Carrier: 

Under Gen. St. Minn. 1913, Sec. 6256, a telegraph company 
is a common carrier.—Ibid. 
Questions of Law and Fact: 

Whether occasion and circumstances attendant on sending 
of telegram, stating that a certain person was a prostitute, are 
such as to rebut the inference of malice from the terms of 
the communication, is a question of law for the court, and the 
question whether the telegraph company acted in good faith in 
sending the message is a question of fact for the jury, unless 
the evidence relative to the latter issue will not sustain a Vver- 
dict.—Ibid. 

Telegraph Company Acted in Good Faith in Sending Message as 

Matter of Law: 

Where persons claiming to be public officers sent a telegram 
stating that plaintiff was a proostitute, displaying to the agents of 
the telegraph company a silver star with the representation 
that they were federal agents, held, as a matter of law, that 
telegraph company acted in good faith in receiving and sending 
the telegram.—lIbid. 


DISMISSES DEMURRAGE CASE 


The Trafic World Washington Bureau 


The Supreme Court of the United States this week dis- 
missed, for want of jurisdiction, No. 693, Tacoma Grain Com- 
pany vs. Northern Pacific. The grain company sued for the 
recovery of $3,619.42, paid by it as demurrage accruing on cars 
in the six months following the end of federal control. After 
the money had been paid the grain company filed a complaint 
with the Department of Public Works of Washington, which 
ordered reparation. The Supreme Court of Washington reversed 
that order. To review that decision the grain company filed its 
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writ of error in the Supreme Court of the United States. Appeal 
was taken on the ground that there was a federal question in- 
volved. The railroad company, in its brief in support of its 
motion to dismiss, said the only federal question suggested at 
any stage of the case was whether the state commission had 
jurisdiction, considering that the charges had accrued in the six 
months’ guaranty period under the transportation act. The grain 
company affirmed the jurisdiction of the state commission. The 
railroad company said the grain company could not except to a 
jurisdiction it invoked and supported in the courts of Wash- 
ington. There was no opinion by the Supreme Court of the 
United States. 


WIRE CLAIM LIMITED TO $50 
The Trafic World Washington Bureau 


In an opinion in No. 300, Western Union Telegraph Com- 
pany vs. J. A. Czizek, delivered by Mr. Justice Holmes, the 
Supreme Court of the United States, March 10, reversed the 
United States Circuit Court of Appeals for the Ninth Circuit. 

The case involved an action against the telegraph company 
for failure to forward and deliver to Czizek, the plaintiff in the 
lower courts, a message from one Jones, found by the court be- 
low to have been acting as agent for the plaintiff in the matter. 
The message related to the sale of some bank stock and was 
given to the Western Union at Boise, Idaho, for transmission to 
Oakland, Calif. 

Justice Holmes said the telegram was an unrepeated mes- 
sage of the class known as night letter and was not specially 
valued or paid for upon a value in excess of $50. Through in- 
advertence of the company employe who received the message 
it was not sent. The bank stock involved became worthless in 
the period between the time the message was presented for 
transmission and the time it was established that it had not been 
sent. 

The Circuit Court of Appeals held the telegraph company 
liable for $4,500 with interest. The Supreme Court said it was 
of opinion that the plaintiff’s claim was limited to $50, having 
cited that the message was accepted subject to the provision 
that the company “shall not be liable for damages for any mis- 
takes or delays in the transmission or delivery, or for the non- 
delivery of this telegram, whether caused by the negligence of 
its servants or otherwise, beyond the sum of fifty dollars,” etc. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the week 
ended March 8 totaled 14,451 cars, according to the Bureau of 
Agricultural Economics of the Department of Agriculture. The 
totals from the weekly summary of carlot shipments follow: 


Total for week and season regularly subject to revision because 
of the receipts of late and corrected reports from the railroads. 
Asterisks (*) placed at commodity totals indicate that such changes 
have been made for one or more of the states in that group. 

TUESDAY, MARCH 11, 1924. 
Total Total 








this last 
Mar. Feb.24- Mar. Sea- Sea- Total 
-8, Mar. 1, 4-10, son to son to Last 
1924 1924 1923 Mar. 8 Mar. 10 Season 
Apples (western states)— 
| a Se 705 1,195 647 *58,966 43,449 *46,286 
Apples (eastern states)— 
CRE: cb ew 0's 655 798 *777 729 *61,261 60,843 *65,997 
Cabbage (old crop)— 
eee ete 275 *290 397 *35,869 40,919 41,327 
Cabbage (new crop)— 
5 Pee 817 *618 272 *3,948 1,456 *35,869 
Cauliflower— 
aaa 310 234 268 *3,447 3,778 4,616 
Celery (old crop)— 
WUC iciwce ves 109 112 95 *16,479 14,691 14,921 
Celery (new crop)— 
WORM oceexezae | 9 375 517 3,655 | 2,829 6,398 
Grapefruit— 
a ee 651 555 - *12,452 oe *17,634 
Lemons— 
SS 224 206 ss 3,333 oe 8,194 
Lettuce— 
| RR ee 672 825 1,186 *12,584 10,525 *27,661 
Mixed Vegetables— 
SS eee 56 *424 425 *4,406 3,606 *23,901 
Oranges— 
ci RS OR te te: 3,003 1,823 +e *35,276 e6 *67,961 
Onions— 
metal §. 2% ...dé 451 *507 426 *26,328 28,472 29,758 
Spinach— 
ia 237 284 474 *4,050 3,832 7,354 
Strawberries 
eee ee 27 39 132 431 768 17,896 
Sweet Potatoes— 
| GRA ia 161 160 400 *13,439 18,625 21,569 
Tomatoes— 
MOM 5.0%. 1.6 462 394 396 2,407 1,665 *23,931 
Summary Potatoes— 
Leading Sec- 
tions, late crop.5,298 6,096 5,746 140,638 132,704 186,055 
Other Sections, 
late crop ..... 134 88 152 15,389 26,119 27,181 
Early Cp., 1923 2 3 2 33,421 40,916 40,922 
Total i..i 5,434 *6,187 5,900 189,468 199,739 254,158 


** Unavailable, 
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Personal Notes | 


S. G. Reed has been appointed assistant traffic manager of 
the Southern Pacific lines in Texas, filling the place of C. W. 
Owen, retired. R. H. Carmichael has been made assistant to 
the traffic manager and A. J. Morriss has been appointed as- 
sistant general freight agent. 

0. C. Abrams has been appointed assistant general freight 
agent in charge of rates, divisions, and tariffs of the Philadelphia 
and Norfolk Steamship Company. 

H, W. Lee has been appointed city freight agent at Jack- 
sonville, Fla., by the Louisville and Nashville; G. N. Duke has 
been made city freight agent at Tampa, Fla., and J. L. Dailey 
has been appointed city freight service agent at Mobile, Ala. 

D. A. Davies has heen appointed contracting agent of the 
El Paso & Southwestern, with headquarters at Los Angeles. 

Frank L. Sullivan, formerly traffic manager of the Amer- 
ican Hominy Company, has become associated with the National 
Terminals Corporation, of Indianapolis, as manager of the traf- 
fic department. 


DOINGS OF THE TRAFFIC CLUBS 


The Traffic Club of Chicago, at a luncheon meeting, March 
11, was told the value of such organizations as the Boys’ Brother- 
hood Republic, located on the west side of Chicago, in reducing 
juvenile delinquency by providing a legitimate outlet for the nat- 
ural energy of the boy. Warden Westbrook of the Cook County 
jail, Jack Robbins, founder of the Republic, and Ralph Goodman, 
its first mayor, were the speakers. The purpose of the organ- 
ization, as explained by these men, is to make the boys self- 
governing, in order to accomplish which the members elect their 
own mayor, judge and councilmen. Two of the members of the 
club were introduced as exhibits A and B. The first, Harold 
Krowech, city judge, told about his ambition to be elected to 
that position so that he could “reform” judicial procedure in the 
Boys’ Brotherhood Republic. “They used to let the prosecuting 
attorney talk too much, they asked too many irrelevant personal 
questions of witnesses and, the jury was selected without suffi- 
cient care,” he said. “So I got myself elected judge, and now 
things are better.” Exhibit B, Nathan Schwartz, a plain citizen 
of the community, told of the good work the Republic did in 
rescuing otherwise normal boys from the Chicago city courts. 





The Traffic Club of Pittsburgh’s arrangements for its twenty- 
third annual dinner, April 3, have been annulled and all invita- 
tions withdrawn, out of respect to Alfred H. Smith, late presi- 
dent of the New York Central, who was thrown from his horse 
and killed March 8. He was to have addressed the club at this 
meeting. 





The Philatra Traffic Association of Philadelphia held its an- 
nual banquet March 3. Plans were discussed for enlarging the 
scope of the organization, Joseph P. Carson of the Trans Con- 
tinental Freight Company and F. B. Blockson, industrial traffic 
manager, were speakers. 





The Birmingham Traffic and Transportation Club met March 
10, when the members unanimously adopted a resolution that the 
club make application for membership in the Associated Traffic 
Clubs of America. 





The Traffic Club of Wichita is conducting a hearing of a 
hypothetical rate case for the instruction and education of its 
members. The case is known as Docket 1-31-24, the Black Strap 
Molasses and Mixed Feed Company against the Santa Fe Rail- 
road. Certain rates on Black Strap products in carloads into 
Wichita from southern points are attacked. The hearing is held 
every Thursday. The complainant’s testimony has been given 
and the defendants have begun. 


The Traffic Club of Newark held its “Lehigh Valley Rail- 
road Night” March 3, the fifteenth annual birthday of the club. 
O. F. Johnson, general freight agent of the Lehigh Valley, spoke 
on the freight service afforded Newark and the operation of 
the Manchester Transfer. C. A. Barber, assistant general pas- 
senger agent of the Lehigh, talked of the increased train sched- 
ules planned, announcing that a new train to Chicago would be 
put in operation late in April. W. W. Abbott, superintendent 
of the New York division, spoke of the advantages of handling 
freight through the Claremont Terminal on the Jersey Shore. 
Major Elihu C. Church, transportation engineer, Port of New 
York authority, gave an illustrated talk on “Highway Trans- 
portation.” 





The Traffic Club of St. Louis held “International Shoe Com- 
pany Day” March 10. F. C. Rand spoke on the shoe industry. 
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= club is now engaged in a campaign to double its member- 
ship. 





The Transportation Club of Louisville, March 17, will hold 
its St. Patrick’s Day meeting. George F. Graham, of Norman- 
Quick & Graham, will speak on “Railroad Consolidation.” J. J. 
Donohue, general claims attorney of the Louisville & Nashville, 
will talk on, “Is the Menace of Government Ownership Real or 
Imaginary?” 





The Traffic Club of Minneapolis held its deferred annual 
meeting March 13. 





The Transportation Club of Flint (Mich.), held its annual 
banquet March 6. Robert S. Binkerd, vice-chairman of the pub- 
lic relations committee of the Eastern Railroad President’s Con- 
ference, was the speaker. Discussing transportation, and the 
freight service and agitation by radical members of congress 
in particular, he said in part: 


The freight service of the American railroads in 1923 was equiva- 
lent to hauling over 4,100 tons of freight one mile for every man, 
woman and child in the country. The American people, therefore, are 
about ten times more dependent upon railroad transportation than 
are the people of civilized Europe. The American people today are 
three times more dependent on railroad transportation than they 
were twenty years ago. 

So that almost overnight, as large human affairs go—in a single 
generation or two—we have developed in this country an economic 
civilization, supremely, uniquely, dependent upon railroad transporta- 
tion; and this economic society, of which every producer and con- 
sumer is a member, is in constant danger of being upset by the un- 
wise agitations of great groups who do not yet understand the laws 
of economic health. 

If we were living under simpler conditions, and all this vast 
horsepower on which we are so dependent were represented by living 
horses, everybody would understand that the care and conserva- 
tion of horses was a matter of life and death concern. A good citizen 
would be one who was intelligent, careful and considerate of horses. 
No one would expect to rise to leadership in such a society on a 
platform of abusing horses, skimping their feed, and poisoning the 
water which they drink. 

Yet the fact that this vast horsepower is locked up in the iron and 
steel of railway facilities does not affect these essential truths one 
iota. And so we can safely say that a first law of good health of 
our economic society is that the welfare and reasonable prosperity 
of railroad transportation is essential to the interests of every pro- 
ducer and consumer. 





The Waco Traffic Club has adopted the following resolutions, 
copies of which have been sent to other traffic clubs in Texas: 


Whereas, we are informed that W. G. McAdoo is seeking the 
Democratic nomination for the office of President of the United States, 

And Whereas, We have had occasion to observe the policies of Mr. 
McAdoo in his former connection with the transportation facilities of 
this country in the capacity of Director General of Railroads, and 
since the return of the railroads to private control, through his 
statements .in the press, have become cognizant of his theories and 
ideas for the handling of transportation in the future. 

And Whereas, In our opinion, the transportation policies of Mr. 
McAdoo as promulgated by him in the capacity of Director General of 
Railroads and his theories of transportation as advocated for the 
future are unsound fundamentally and from a scientific and prac- 
tical economic viewpoint of transportation and not susceptible to 
practical application. 

Now, Therefore, Be It Resolved, By the Waco Traffic Club of 
Waco, Tex., that it protest against the transportation policies and 
theories of Mr. McAdoo and urges the people of the state of Texas to 
refrain from instructing their delegates to the National Convention 
to vote for the nomination of W. G. McAdoo. 





The Traffic Club of New York held its monthly movie night 
March 11. The members viewed films on “Harvesting of Pulp- 
wood and Manufacture of Paper’; “Scenes in Georgia and Ala- 
bama on the West Point Route”; and “Tour of Yellowstone Na- 
tional Park and the Great Northwest.” On March 20 and 27 
the club bowlers will meet at 8 p..m. 





The Traffic Club of Erie will hold its eleventh annual meet- 
ing and banquet March 27. Speakers will be James Webster, 
assistant traffic manager of the New York Central, at Chicago; 
Henry A. Palmer, editor of “The Traffic World,” and Lafayette 
P. Temple, of Baltimore. 





The Traffic Club of Kansas City will hold a St. Patrick’s 
Day luncheon, at which there will be a musical program. 





The Maritime Association of the Boston Chamber of Com- 
merce met March 10 and elected the following members: Amer- 
ican-Hawaiian Steamship Company, Boston Molasses Company, 
Blanchard Lumber Company, Walworth Manufacturing Com- 
pany, W. S. Quimby Company, Pocahontas Fuel Company, Inc., 
of Boston, J. S. Packard Dredging Company, and Captain Harold 
L. Colbeth of Buzzards Bay, manager of the Cape Cod Canal. 





The Bridgeport Traffic Association will meet March 17. A 
special committee from the local Chamber of Commerce will 
attend the meeting as part of an investigation it is conducting 
to determine whether or not it would be feasible for the Cham- 
ber of Commerce to establish a traffic bureau. H. G. Williams, 
a member of the traffic department of the General Electric Com- 
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pany, will speak on “The Functions of an Industrial Traffic 
Manager.” 





The Traffic Club of Memphis will hold its “Industrial Din. 
ner” March 27. Admiral W. 8S. Benson, of the United States 
Shipping Board, and President W. R. Cole of the Nashville, Chat- 
tanooga & St. Louis will be speakers. There will also be one 
pes’ representing each of the lumber, cotton and grain 
nterests. 





TRAFFIC CLUBS 


The eves list of traffic. clubs will be published from time 
te time. We that readers notify us of any errors or of any 
ehanges or additions of which they have any knowledge.) 

Akron, O.—Traffic Study Club of Akron. H. L. Sovacool, 
Pres.; J. J. King, Secy. 

Akron (0.) Traffic Association, H. J. Zimmerman, Pres,; 
H. L. Sovacool, Secy. 

Atlanta—Traffic Club of Atlanta. J. W. White, Pres; 
T. B. Curtis, Secy.-Treas. 

Augusta (Ga.) Traffic Club. R. B. Arthur, Pres.; BD. R. 
Johnson, Secy. 

Baltimore—Traffic Club of Baltimore. H. A. Thoman, Pres.; 
C. C. Kailer, Secy. 

Battle Creek (Mich.) Traffic Club. E. C. Nettels, Pres,; 
Eugene Wallace, Secy.-Treas. 

Birmingham (Ala.) Traffic and Transportation Club. G. H. 
Wilcox, Pres.; W. G. Kidd, Secy. 

Boston, Mass.—The Association of Railway and Steamboat 
Agents of Boston, G. W. Hammond, Pres.; W. M. Macomber, 
Secy.-Treas. 

Brooklyn—tTraffic Club of Brooklyn, Chamber of Commerce. 
R. D. Simons, Pres.; F. EB. Grace, Secy.-Treas. 

Buffalo—Industrial Traffic Club of the Niagara Frontier. 
H. H. Marsales, Pres.; H. J. Bryant, Secy. 

Buffalo Transportation Club. Godfrey Morgan, Pres.; J. P. 
DeVaughn, Secy. and Treas. 

Canton, O.—Stark County, Ohio, Traffic Club. A. J. Burne, 
Pres.; M. L. Underwood, Secy. 

Chicago Traffic Club. E. K. Fleming, Pres.; B. 8. Buck- 
master, Secy. 

Cincinnati—Traffic Club of the Chamber of Commerce. R. 
BH. Smith, Chairman; C. G. Fredericks, Secy. 

Cleveland Traffic Club. F. P. Barr, Pres.; R. A. Morman, 
Secy. 

Cortland, N. Y.—Industrial Traffic Club of Courtland. H. B. 
Darling, Chairman; P. F. McManus, Secy. 

Dayton, O.—Miami Valley Traffic Club. R. B. Mann, Pres.; 
M. T. Otto, Secy.-Treas. 

‘ Dallas Traffic Club. Julian Nance, Pres.;A. J. Stone, Secy- 
reas. 

Decatur (Ill.) Transportation Club. T. C. Burwell, Pres.; 
M. M. Cooper, Secy. 

Des Moines Traffic Club. W. I. Laird, Pres.; E. J. Heck, 
Secy. 

Denver Traffic Club. J. ©. North, Pres.; C. B. Rader, Secy. 
and Treas. 

Denver Commercial Traffic Club. A. W. Kirkpatrick, Pres.; 
Cc. J. Hotchkiss, Secy.-Treas. 

Detroit Transportation Club. P. J. Findlay, Pres.; G. W. 
Musson, Secy. 

Elmira (N. Y.) Traffic Club. L. T. Barnes, Pres.; M. J. Wil- 
son, Secy.-Treas. 

El Paso Traffic Club. B. F. Littleton, Pres.; C. W. Water: 
man, Secy.-Treas. 

Erie Traffic Club. F. L. Talcott, Pres.; M. W. BHismann, 
Secy. 

Evansville (Ind.) Transportation Club, H. P. Cornick, 
Pres.; W. H. Orr, Secy.-Treas. 

Flint, Mich., Transportation Club. L. F. Burchart, Pres.; 
H. A. Griggs, Secy. 

Fort Wayne, Ind.—Traffic Transportation and Waterways 
Bureau of the Chamber of Commerce. V. W. Davies, Chairman; 
J. A. Curtin, Vice-Chairman. 

Fort Worth Traffic Club, F. G. Abbey, Pres.; I. S. McCon- 
nell, Secy. 

Franklin, Pa.—Oil City-Franklin Traffic Club. H. C. Filson, 
Pres.; L. A. Martin, Secy. 

Freeport, Ill—Greater Freeport Traffic Club. W. H. Jenner, 
Pres.; F. F. Pepperdine, Secy. 

Grand Rapids Traffic Club. M. G. Koon, Pres.; W. H. Cow 
din, Secy. 

Hartford Traffic Asso. of Hartford (Conn.) and Vicinity. 
W. P. Price, Pres.; O. R. Peterson, Secretary and Treasurer. 

Houston Traffic Club. §. G. Reed, Pres.; A. R. Canfield, 
Secy. 

indianapolis.—The Traffic Club of Indianapolis. F. A. Doeb- 
ber, Pres.; S. C. Farrington, secy. ; 

Jackson (Mich.) Transportation Club. J. J. Lynch, Pres.; 
J. C. Holzworth, Secy. 
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Jacksonville Traffic Club. E. C. Hulett, Pres.; R. F. Swice- 
ood, Secy. 
gos Jamestown, N. Y.—Traffic Club of the Jamestown Chamber 
of Commerce. Archie Turk, Pres.; G. L. Hilliard, Secy. 

Jersey City Traffic Club. Warren Gordon, Pres.; J. J. Cul- 
lington, Secy. 

Kalamazoo Traffic Club. 
low, Secy. 

Kansas City Traffic Club. L. E. Ayer, Pres.; Peter J. 
Rose, Secy.-Treas. 

Lansing (Mich.) Traffic Club. W. G. Davis, Pres.; C. V. 
Colvin, Secy. 

Los Angeles Transportation Club. O. A. Smith, Pres.; L. G. 
Wilson, Secy.-Treas. 

Louisville Transportation Club. A. M. Stevens, Pres.; W. 
tT, Vandenburg, Secy. 

Mansfield, O., Traffic Managers’ Division of the Manufactur- 
ers’ Club. C. K. Smaltz, Chairman; W. T. Leonard, Secy. 

Marion (Ohio) Traffic Club. W. R. Aukland, Pres.; S. D. 
Ross, Secy. 
Memphis Traffic Club. J. B. McGinnis, Pres.; H. H. Schutt, 


G. E. Hazen, Pres.; C. H. Wins- 


Secy. 

Milwaukee Traffic Club. F. C. Bryan, Pres.; A. C, Uecke, 
Secy. and Treas. 

Minneapolis Traffic Club. A. A. D. Rahn, Pres.; W. W. Gib- 
gon, Secy. 

Nashville, Tenn.—The Traffic Club of Nashville. R. D. 
Herbert, Pres.; Ear] Roach, Secy. 

Newark Traffic Club. E. F. Neagle, Pres.; R. W. Tims, Secy. 

New England Traffic Club, Boston. A. P. Russell, Pres.; 
P. L. Stuart, Secy. 

New York Traffic Club. P. M. Ripley, Pres.; C, A. Swope, 
Secy. 

New York, N. Y. Traffic Club of the Queensboro Chamber 
of Commerce. HE. J. Tarof, Pres.; P. W. Moore, Secy. 

New York Traffic Forum. E, H. Mayerhofer, Pres.; B. H. 
Thome, Secy. 

New York, N. Y.—American Commerce Association Traffic 
Club. S. E. Hughes, Pres.; F. N. Tillier, Secy. 

New York, N. Y. Railway and Steamship Traffic Associa- 
tion. N. E. H. Allen, Pres.; H. V. Ferrer, Secy. 

Norfolk and Portsmouth (Va.) Traffic Club. J. C. Helms, 
Pres.; E. E. Ellis, Secy. 

Oklahoma City Traffic Club. L. W. Price, Pres.; L. M. 
Voss, Secy.-Treas. 

Paris (Tex.) Traffic Club. J. K. Dirmeyer, Pres.; C. E. Cox, 
Secy.-Treas. 

Pensacola (Fla.) Traffic Club. R. K. Wallace, Pres.; P. W. 
Reed, Secy. 

Peoria Transportation Club. O. F. Becker, Pres.; O. B. 
Eddy, Secy.-Treas. 

Philadelphia Traffic Club. R. C. Smith, Pres.; W. H. Mont- 
gomery, Secy. 


Philadelphia—Commercial Traffic Managers of Philadelphia. 
C. A. Bamberger, Pres.; T. Noel Butler, Secy. 

Philadelphia—Philatra Traffic Association. J. C. Moffett, 
Pres.; C. H. Beard, Secy. 

‘ Pittsburgh Traffic Club. J. M. Morris, Pres.; A. H. Orr, 
ecy, 

Pittsburgh, The Traffic and Transportation Association of. 
H, A, Dietz, Pres.; E. J. Siemon, Secy. 

Port Huron, Mich.—St. Clair River District Transportation 
Club. W. H. Markle, Pres.; C. D, Tuer, Secy. 

Portland (Ore.) Industrial Traffic Club. Walter Rose, Pres.; 
Frank Kensinger, Secy. 

Portland (Ore.) Transportation Club. H, H. Keck, Pres.; 
F. 0. Curtis, Secy.-Treas. 

Providence, R. I1.—Traffic Club. of the Providence Chamber 
of Commerce, A. BE. Paddock, Chairman; E. C. Southwich, Secy. 

Richmond (Va.) Traffic Club. R. P, Saunders, Pres.; R. A. 
Saunders, Secy. 

Rochester, N. Y.—Traffic Council of the Rochester Chamber 
of Commerce. W. H. Hartwig, Chairman; F. W. Burton, Secy. 
5 St. Louis Traffic Club. B. H. Daily, Pres.; S. E. Wilson, 
ecy. 

St. Paul Transportation Club. C. E. Elmquist, Pres.; C. A. 
Liggett, Secy. 

San Antonio (Tex.) Traffic Club. Wallace Carnahan, Jr., 
Pres; R. L. Gohmert, Secy.-Treas. 

San Francisco Transportation Club. W. C, Fitch, Pres.; 
E. A. Senneff, Secy. 

San Francisco.—Pacific Traffic Association. W. O. Banks, 
Pres.; J. H. Todd, Secy. 


Savannah (Ga.) Traffic Club. T. E. Grady, Pres.; M. B. 
Nichols, Secy. 

Seattle Transportation Club. Alpheus Byers, Pres.; R. A. 
Nichols, Secy.-Treas. 


Sioux City Traffic Club. T. A. Lewis, Pres.; O. Tronvold, 
Secy.-Treas, 
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Springfield (Mass.) Traffic Club. H. A. Noble, 
B. A. Hapgood, Secy.-Treas. 

Spokane Transportation Club. E. L. Cardle, Pres.; F. J. 
Greene, Secy.-Treas. 

Stark County (Ohio) Traffic Club. T. B. Ray, Pres.; L. D. 
Ellis, Secy. ; 
. Syracuse Traffic Club. N. D. Chapin, Pres.; F.-M. Varah, 

ecy. 

Toledo Transportation Club. L. G. Macomber, Pres.; W. J. 
Chisholm, Secy. 

Trenton (N. J.) Traffic Club. J. R. Gaddis, Pres.; J. H. 
Morgan, Secy. and Treas. 

Troy, N. Y.—The Traffic Club, Inc., of Troy. W.J. Cipperly, 
Pres.; G. S. Glass, Secy. 

Tulsa, Okla.—Transportation Club of Tulsa. E. C. Kitching, 
Pres.; R, R. Trimble, Secy. 

Utica (N. Y.) Traffic Club. J. M. Page, Pres.; C. E. Dar- 
rigrand, Secy. and Treas. 

Waco Traffic Club. R. L, Goebel, Pres.; J. D. Hughett, Secy.- 
Treas. 

Washington Traffic Club. O. B. George, Pres.; R. F. Rich- 
ardson, Secy. 

Wheeling (W. Va.) Traffic Club. C. W. Henry, rres.; P. M. 
Neigh, Secy. 

Wichita Falls (Tex.) Traffic Club. A. A. Spencer, Pres.; 
J. W. Chatham, Jr., Secy.-Treas. 
Wichita Traffic Club. F. E. Walling, Pres.; K. C. Parkhurst, 

ecy. 

Windsor, Ontario, Can.—Horder Cities Transportation Club. 
D. J. Bourke, Pres.; E. H. Cooper, Secy.-Treas. 

Worcester (Mass.) Traffic Association. F. A. Champagne, 
Pres.; J. H. Lane, Secy. 

York (Pa.) Traffic Club. S. B. Drenning, Pres.; G. E. Gart- 
man, Secy. 

Youngstown (Ohio) Traffic Club. C. P. Fairbanks, Pres.; 
P. B. Wait, Secy.-Treas. 


JOINT ISSUING TARIFF AGENTS 


Following is a list of tariff publishing agents, compiled from the 
files ot the Interstate Commerce Commission. It will be published 
from time to time and subscribers are requested to inform us of any 
inaccuracies or omissions noticed by them. The fact that a name is 
shown in this list does not necessarily indicate that the agent bearing 

t name is active, or even still living, but merely that there has 
never been occasion to reissue the tariff. 


The agents have been classified eee, to the types of pub- 
lications or the association they represent. he names of some of 
these agents could be placed in several of these groups. This has 
been avoided and their names — A only under the group in which 
they are most frequently associated. 


CLASSIFICATIONS: 

Official Classification Committee, F. W. Smith, New York, 
N.Y. 

Southern Classification Committee, E. H. Dulaney, Atlanta, 
Ga. 


Western Classification Committee, R. C. Fyfe, Chicago, Ill. 
Major Freight Associations: 

Atlanta Freight Tariff Bureau (S. E. Frt. Assn.), J. H. 
Glenn, Atlanta, Ga. 

Canadian Freight Association (Eastern), G. C. Ransom, 
Montreal, Que. 

Canadian Freight Association (Western), F. W. Thompson, 
Winnipeg, Man. 

Central Freight Association Tariff Bureau, B. T. Jones, 
Chicago, Ill. 

Eastern Freight Tariff Bureau (N. E. & T. L.), H. Wilson, 
New York, N. Y. 

Louisville Freight Tariff Bureau (S. E. Miss. V. Assn.), 
F. L. Speiden, Louisville, Ky. 

New England Freight Association Tariff Bureau, N. W. 
Hawkes, Boston, Mass. 

North Pacific Coast Freight Tariff Bureau, S. J. Henry, 
Seattle, Wash. 

Pacific Freight Tariff Bureau, F. W. Gomph, San Francisco, 
Calif. 

Southwestern Freight. Bureau, F. A. Leland, St. Louis, Mo. 

Transcontinental Freight Bureau, R. H. Countiss, Chicago, Ill. 

Trunk Line Tariff Bureau, H. Wilson, New York, N. Y. 

Western Trunk Line Committee, E. B. Boyd, Chicago, Ill. 
MINOR FREIGHT ASSOCIATIONS: 

Colorado and New Mexico Freight Bureau, H. A. Johnson, 
Denver, Colo. 

Colorado-Utah Freight Bureau, Fred Wild, Jr., Denver, Colo. 

Illinois Freight Association, C. W. Galligan, Chicago, Ill. 

New Orleans Freight Tariff Bureau (Gulf ports), W. P. 
Emerson, New Orleans, La. 

Richmond Freight Tariff Bureau (Associated Railways of 
Virginia and the Carolinas), J. J. Cottrell, Richmond, Va. 

Texas-Louisiana Freight Tariff Bureau (Texas F. T. B.), 
A. C. Fonda, Dallas, Tex. ; 

Utah Freight Bureau, J. A. Reeves, Salt Lake City, Utah. 


Pres.; 
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Virginia Lines (Virginia ports and cities), A. P. Gilbert, 
Richmond, Va. 
LOCAL (SWITCHING AND TERMINAL TARIFFS): 

a Standing Switching Committee, L. A. Lowrey, Chi- 
cago, ° ‘ 

Nashville Terminals, L. G. Waldrop, Nashville, Tenn, 

New York Dock, T. C. Morrison, Brooklyn, N. Y. 

Oregon, M. C. Strawn, Portland, Ore. 

Wood River District Lines, H. G. Powell, Alton, Ill. 


RAILWAY AND FAST FREIGHT DISPATCH LINES (BILLING 
BOOK; INDEX; SWITCHING AND TERMINAL TARIFFS): 
Blue Ridge Despatch (C. & O. Ry.), R. H. Vaughan, Cin- 

cinnati, O. 

Continental Line, Central State Dispatch (B. & O. R. R.), 
A. M. Schubert, Cincinnati, O. é 

Empire Line (N. Y. C. R. R.), M. S. O’Connor, Cleveland, O. 

Kanawha Dispatch (C. & O. Ry.), T. Lewis, Cincinnati, O. 

Lackawanna Fast Freight Lines (L. S.-L. L.), (M. C-L. L.), 
(P. M.-L. L.), Nat. Duke, New York, N. Y. 

Lehigh Valley Route (eastbound), (L.S.-L. V.), (M. C.-L. V.), 
(P. M.-L. V.), T. Clem Beck, New York, N. Y. 

Louisiana Lines (S. P. Ry.), Chas. S, Fay, New Orleans, La. 

Merchants Despatch (N. Y. C, R. R.), (N. Y. C. R. R. & 
W.S. R. R.), (Can. Sou.), M. S. O’ Connor, Cleveland, O. 

Monongahela Railway Co. & P. C, & Y. Ry., H. C. Nut, 
Pittsburgh, Pa. 

Ontario Central Despatch (M, C. R. R.), J. B. Stewart, New 
York, N, Y. 

Pennsylvania System (Index), R. H. Smith, Pittsburgh, Pa. 

Star Union Line (Basing & Billing Book), R. H. Smith, 
Pittsburgh, Pa. 

MISCELLANEOUS PUBLICATIONS: 

American Short Line Railroads (Reconsigning and Diver- 
sion Rules; also Weighing and Reweighing of Carload Freight 
Rules for Certain Short Line Railroads), B. H. Henshall, Wash- 
ington, D. C. 

Canadian Car Demurrage Rules, W. J. Collins, Montreal, Que. 

Central Electric Traffic Association, L. E. Earlywine, Indi- 
anapolis, Ind. 

Coal Tariffs (Ohio and Pennsylvania), F. V. Davis, Colum- 
bus, O. 

Electric Package Agency, J. Jordan, Cleveland, O. 

Explosives and Dangerous Articles, B. W. Dunn, New York, 
Na 
National Perishable Freight Committee, R. C. Dearborn, 
Chicago, Ill. 

Official Freight Directory of Tariffs, G. B. Guthrie, Wash- 
ington, D. C. : 

Pacific Car Demurrage Bureau, R. C. Mulholland, San Fran- 
cisco, Calif. 

Railway Equipment Register, G. P. Conard, New York, N. Y. 
Rail-Water Lines: 

Atlantic Seaboard Freight Bureau (Coastwise Steamship 
Lines’ Tariff Bureau), Wm. J. Sedgman, New York, N. Y. 

Eastern and interior eastern points to southern points, 
J. B. Sweeny, Baltimore, Md. 

Mississippi Warrior Service, W. M. Hough, New Orleans, La. 

Morgan Line (S. P. Co.), C. W. Owen, Houston, Tex. 

New York Harbor (inland’ marine and trans-marine corpo 
rations), L. Agnew Myers, Washington, D. C. 


BRIDGEPORT TRAFFIC ASSOCIATION 


The Bridgeport (Conn.) Traffic Association was organized 
last October with the primary object of improving traffic con- 
ditions in and around the city of Bridgeport. The members 
represent business concerns in almost every line in the city. 
Not only is the large concern with a trained traffic officer 
welcome but the small manufacturer, wholesale dealer, or retail 
merchant finds that his problems are discussed and acted on. 
The membership is confined to industrial traffic men, officers 
in charge of shipping and receiving, shipping clerks, and re- 
ceiving clerks. 

While working hand in hand with the various railroad men 
of the vicinity, the association meetings are for the industrial 
side of traffic only and after such discussion as may seem 
necessary the problems are referred to the proper committees 
and these committees then proceed to take them up with 
proper railroad officials. 

The officers, elected for one year, are: President, W. H. 
Pease, Bridgeport Brass Co.; C. E. Rogers, vice president, 
A. W. Burritt & Co.; treasurer, F. E, Boynton, American Tube 
and Stamping Co.; secretary, A. Winter, Secretary Bridgeport 
Manufacturers’ Association. The officers, together with eight 
other members, comprise the executive committee. This com- 
mittee meets one week in advance of the regular association 
meetings and prepares the docket for the regular meeting. 

Meetings of the association are held once each month 
and any member is requested to bring up any matter pertaining 
to railroad, steamship, or motor car transportation and receive 


the-advice of the members or, if necessary, have this matter 
brought to the attention of the proper transportation officia] 
as an association matter and not as that of an individual, 

Speakers of prominence are invited to address the members 
from time to time. At the conclusion of the meeting there is 
always a social hour and a light luncheon is served. 

Among the speakers who have addressed the club have been 
Frank Wright, former Assistant Director General of Traffic, 
Railroad Administration, who spoke on the work of the Storrow 
committee; Charles M. Ripley, electrical engineer and lecturer 
from the General Electric Co. who delivered his illustrated 
lecture entitled, “King of the Rails”; and Dr. J. G. McKay, high- 
way economist, Bureau of Public Roads, U.S. Department of Agri- 
culture. 

The association has several matters now pending before 
the Interstate Commerce Commission. 

In addition to the various business matters and lectures 
that occupy the attention of the members the entertainment 
committee arranges for social affairs such as the dinner held 
recently at the Brooklawn Club. 

Starting with a membership of about forty the list has 
grown to 57 with several applications to be acted on. 


REVENUE TRAFFIC STATISTICS 


Freight revenue in December totaled $343,272,184, as against 
$363,265,874 in December, 1922, and $4,613,954,874 in the twelve 
months ended with December as against $3,998,983,217 in the 
same period of 1922, according to revenue traffic statistics com- 
piled by the Bureau of Statistics of the Commission from 162 
reports representing 177 class I roads, exclusive of switching 
and terminal companies. 

Passenger revenue in December totaled $101,130,789, as 
against $98,462,246 in December, 1922, and $1,147,365,989 in the 
twelve months, as against $1,075,627,190 in the same period of 
1922. 


Revenue tons carried in December totaled 166,829,000, as 
against 176,146,000 in December, 1922, and 2,312,200,000 in the 
twelve months as against 1,823,210,000 in the same period of 
1922. 

Revenue tons carried one mile in December totaled 30,603, 
631,000, as against 32,810,475,000 in December, 1922, and 413, 
562,132,000 in the twelve months, as against 339,945,894,000 in 
the same period of 1922, 


Miles per revenue-ton per road averaged 183.44 in December, 
as against 186.27 in December, 1922, and 178.86 in the twelve 
months, as against 186.45 in the same period of 1922. 


Revenue per ton-mile averaged 11.22 mills in December, as 
against 11.07 mills in December, 1922, and 11.16 mills in the 
twelve months, as against 11.76 mills in the same period of 1922. 

Revenue per ton per road averaged $2.06 in December, as 
against $2.06 in December, 1922, and $2 in the twelve months, as 
against $2.19 in the same period of 1922. 


Revenue passengers carried totaled 83,883,000 in December, 
as against 84,854,000 in December, 1922, and 985,908,000 in the 
twelve months, as against 966,798,000 in the same period of 1922. 

Revenue per passenger mile averaged 3.141 cents in De 
cember, as against 3.163 cents in December, 1922, and 3.019 
cents in the twelve months, as against 3.029 cents in the same 
period of 1922. 

Revenue passengers per car averaged 16.18 in December, as 
against 16.41 in December, 1922, and 16.29 in the twelve months, 
as against 15.97 in the same period of 1922. 


INTERLOCKING DIRECTORATES, ETC. 


Elmer J. Remensnyder has been authorized to hold the posi- 
tions of assistant to the purchasing agent of the Ohio River & 
Western Railway Company, Pennsylvania Railroad Company, 
Waynesburg & Washington Railroad Company and West Jersey 
& Seashore Railroad Company, in addition to offices with various 
other carriers. . ; 

A. F. Bayfield has been authorized to hold the position of 
treasurer of the Ironton Railroad Company in addition to pos! 
tions previously authorized. 

E. H. Boles has been authorized to hold the office of director 
of the Ironton Railroad Company in addition to other positions 
with the carriers previously authorized. 

James F. Moses has been authorized to hold the positions 
of director of the Northwestern Pacific Railroad Company and 
of the San Francisco & San Joaquin Valley Railway Company in 
addition to a directorship and/or any other office with the 
Atchison, Topeka & Santa Fe Railway Company and numerous 
other lines. ote 

Henry D. Pollard has been authorized by the Commission 
to hold the positions of general’ manager of the Central of 
Georgia Railway Company and director of the Atlanta Terminal 
Company, Augusta & Summerville Railroad Company, Chatham 
Terminal Company, and Macon Terminal Company. 
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March 15, 1924 


THE -TRAFFIC= WORLD 


The Open Forum 






A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic Men 


FOURTH SECTION VIEWS 


Editor, The Traffic World: 

Permit me to endorse heartily the article by Traffic Manager 
Johnston, of the Oklahoma Cotton Seed Crushers Association, 
entitled, “Some Fourth Section Views.” 


Interior Texas points are in very much the same position 


' with respect to traffic to Gulf ports, such as Galveston and 


Houston, as are the intermediate western points with respect 
to traffic to the Pacific Coast. That is to say, water competition 
is represented as making necessary low rates from defined 
territories as to the Gulf ports while the rates from defined ter- 
ritories to intermediate Texas points are maintained on con- 


POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DEMAND 
and THE TRAFFIC WORLD is the logical medium for getting the 
men and the positions in touch with each other. The rates for 
classified advertisements are as follows: First insertion, $1.00 per 
line, minimum charge $3.00; succeeding insertions, per line, 50c; 10 
words to the line; numbers and abbreviations counted as words; 
¢ point type; payable in advance. Answers to keyed advertisements 
forwarded free and all correspondence held in strict confidence, The 
TRAFFIC WORLD, 418 South Market Street, Chicago, Il 


POSITION WANTED—May ist. Experienced Traffic Manager, 
familiar with I. C. C. procedure, good correspondent, A-No. 1 rate 
man; references; now employed by large corporation; good reason 
for change. Address. O. H. F., Traffic World, Chicago, IIl. 











WANTED IN CHICAGO—An experienced sales executive who is 
qualified to handle all the ramifications of a warehouse sales depart- 
ment, Must invest $2,500. The future to the right man, when quali- 
fied, will become an officer of the company. Our business has grown 
and we are recognized as one of the leading warehouses in the Central 
west. The opportunity for increased business is to be had and a good 
producer can accomplish. results. State age, years of experience, 
salary expected and with whom employed, references required. None 
other than with sales experience need answer. Address N. D. E 
625, Traffic World, Chicago, Ill. 


COLLEGE TRAINED TRAFFIC MAN—Hight years’ railroad ex- 
perience, desires position with private corporation; capable of taking 
full charge of traffic department. Employed at present time. Can 


gs ae references. Address O. W. E. 623, Traffic World, Chi- 
0, Ill. ? 








WANTED—Trafiic work, industrial or commercial organization. 
Five years’ experience. Industrious, sober, good references and will 
welcome investigation. Age 384; married and two children. Thor- 
oughly competent. Address A. T. T. 619, Traffic World, Chicago, Ii. 


POSITION WANTED—In Traffic Department by young man with 
seven years railroad traffic experience, including five years as rate 
clerk. Well versed in general traffic work. Address “North,” Traffic 
World, Chicago, Ill. 


WANTED—100,000 more shippers and carriers to help put the 
thieves out of business with Edgar Security First Steel Seals. 
hidden springs or catches to be manipulated in covering up theft. 


Sales Department, The Edgar Stee] Seal & Manufacturing Company, 
Lawrence, Kans. 


° 








ALBANY, WW. Y, 







Natural distributing point for New York and 
New England. Warehouses for every need 
with rail connection, U. S. Port of Entry. 


Security Storage & Warehouse Co. 


James G. Perkins, Custom Broker, Mgr. 








STORERS OF MERCHANDISE 
DISTRIBUTORS OF POOL CARS 


Over night service to all points on Chicago, Aurora & E! Elec- 
tric Lines and its connections. Direct delivery to all re Line 
floors via Chicago Tunnel. All without cartage charges. 


SOO TERMINAL WAREHOUSE 


519 W. Roosevelt Road “The Economical Way” 















siderably higher levels, with the result that jobbers and dis- 
tributors at the Gulf ports can do business in common ter- 
ritory between the Gulf ports and intermediate Texas points, 
such as Paris (at which the writer happens to be located) at 
very much lower figures and to the material detriment of the 
intermediate points. This question cannot be viewed solely 
from the standpoint of the carriers’ interest in or desire to 
haul business to the ports in competition with the water lines, 
but must also be viewed from the standpoint of the com- 
mercial interests and rights affected by the policies of the 
carriers. 
Paris, Tex., March 8, 1924 G. S. Gibson, 
Commissioner, Traffic Bureau of Chamber of Commerce. 


HEAVY CAR LOADING 


Editor The Traffic World: 

Referring to article on page 541 of The Traffic World for 
March 1, 1924, headed, “Heaviest Load Ever Known.” 

This may have been the heaviest single piece shipment 


JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 
Prompt and intelligent service. 
References: Any jobber, banker or transportation man in the city. 


DEEP WATER AND RAIL CONNECTIONS 


WACO, TEXAS [THE HEART OF TEXAS 
Weatherred Transfer and Storage Co. 


FIREPROOF STORAGE 


DISTRIBUTING—WAREHOUSING 
One Block on Mary at 13th Street 












OF en LL OTN ET®) 


JOS. STOCKTON TRANSFER CO. 


1020 South Canal St., near Taylor St. 


Teaming of Every Description—City Delivery Service 
and Carload Distributors 





Petry Express & Storage Co. lnc. 
TRENTON, N. J. 
MERCHANDISE STORAGE WAREHOUSES 


POOL CARS CHECKED AND DISTRIBUTED 
HORSE DRAWN AND MOTOR EQUIPMENT 


Member American Warehousemen’s Association 
















Galt Block Warehouse Company 
PORTLAND, MAINE 


Storage, General Merchandise and Household Goods 


Private track, sprinkler equipped, low insurance rate. 
Storage in Transit on Flour, Cereals and Canned Goods. 


Office, 20 Commercial St., Portland, Maine J. S. SAWTELLE, Manager 
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ever made but we have many instances on the N & W of 
heavier loads of coal on our heavy capacity coal cars. Some 
specific instances are as follows: 

N. & W. 101953, a tight bottom steel gondola of 100 tons 
marked capacity, was loaded at W. C. Atwater and Company’s 
Ennis Mine with 234,800 pounds of ROM coal for Tidewater in 
March, 1923, 

Our 120 ton hopper car No. 70565, during the year 1921 was 
assigned exclusively to the handling of N. & W. Railway fuel. 
At Bluefield scales on October 7, 1921, the net weight of the 
coal in this car was 237,000 pounds. At Portsmouth, Ohio scales 
on November 27, 1921, the net weight of coal in this car 
was 242,600 pounds. Between October 1, 1922, and February 
28, 1923, this car made 7 trips loaded with company coal. The 
average net weight of all these trips was 239,000 pounds, the 
heaviest of these loads being a shipment of company coal from 
Flat Top Fuel Company’s Mine 132 weight at Bluefield on Jan- 
uary 30, 1923, with 245,400 pounds of ROM company coal. 

Our 120° ton coal car is running regularly in company coal 
service between the mines and coaling stations on the eastern 
end of our line. Only one of this type was build, however, we 
have 505 100-ton gondolas which run regularly in tidewater coal 
service between the mines in our Pocahontas Field and Lam- 
berts Point. 

E. S. Moore, Supt. Transportation, N. & W. Ry. Co. 

Roanoke, Va., March 5, 1924. 


FRUIT AND VEGETABLE RATES 


Rates on fruits and vegetables from points in Indiana to 
Chicago as compared with the rates on the same commodities 
from adjacent points in Illinois to Chicago are attacked in Docket 
14435, Indiana commission against the Baltimore & Ohio Rail- 
road et al., heard before Examiner J. B, Keeler at Chicago, 
March 7. 

The case, which was heard a year ago in Terré Haute, then 
tentatively reported on by Examiner Keeler, was reopened by 
the Commission in answer to petitions filed by the complainant 
and other interested parties who found fault with the scale of 
rates proposed. 

S. R, Harris, appearing for the complainant, testified that 
rates from Vincennes, Ind., and points in Gibson and Knox coun- 
ties, on peaches, were higher than from points just across the 
state line in Illinois to the same destination, Chicago. He said 
the Illinois shippers had the advantage both in class and com- 
modity rates, citing peaches, shipped second class from Indiana, 
while in Illinois they were third class and with the additiona} 
benefit of a commodity rate. 

Under cross-examination by H. M. Slater, representing the 
Illinois commission, interveners, Mr. Harris admitted that the 
points in Illinois that had obtained the additional benefit of a 
commodity rate had received it through the voluntary adjust- 
ment by some one railroad, He further admitted that were it 
not for the commodity rate which Illinois shippers had, Indiana 
points would be satisfied to be placed on a parity by having 
the same classification. 

Mr, Slater said Illinois was willing that Indiana have the 
benefit of an equal rate, no matter what, comparing the two 
states, the amount of shipping was. 


R. O. Pierce, traffic manager of the Terre Haute Chamber 
of Commerce, appearing for the complainant, testified that at 
one time Terre Haute had had a commodity rate and that there 
possibly had been one other in the territory covered in the 
complaint, but that these had been canceled. 

H. M. Slater, taking the stand, repeated the statement made 
in his cross-examination of Mr. Harris, regarding the parity that 
he believed ought to obtain between the shipper of the same 
commodities in the two states. He said he wanted testimony 
brought out to fix the measure of a rate reasonable for these 
shippers. 

G. W. Baxter, appearing for the Illinois Agricultural Asso- 
ciation, intervener, introduced exhibits to show that the pro- 
posed scale of rates in the tentative report was higher than the 
class scale now in effect in Illinois. He said that watermelons, 
cantaloupes, potatoes and other fruits and vegetables now taking 
class C rating in Illinois, traveled from Cobden to Chicago on 
the class rate at 24 cents per 100 pounds and on the maximum 
scale rate at 23% cents, while under the proposed scale the 
charge would be 27% cents. 


Edward G. Davies, appearing, for the Fruit and Vegetable 
Growers of Southern Illinois, testified to the satisfactoriness of 
the present rates in Illinois. He began with the rate thirty 
years ago and outlined a history of rate making on the com- 
modities under discussion up to the present. 

J. E. Williams, vice-chairman of the Central Freight Asso- 
ciation, appearing for the defendant, said that, although previous 
testimony showed that the witnesses had believed the proposed 
scale of rates was too high, he considered them much too low 
and liable to spread from Indiana to Michigan, where those 
rates might be justly demanded, should they be given in Indi- 
ana; and from Michigan, the scale would spread throughout 
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Central Freight Association territory, which would work some 
unfairness, since the results would really come from the existing 
Illinois rates which were, in his opinion, much too low. 

Through cross-examination of Mr. Williams it was brought 
out that the low rates in Illinois were, perhaps, necessary to 
meet the rates existing from competitive points in southern 
Wisconsin and Iowa. Examiner Keeler then, concluding the 
hearing, asked that information be obtained as to the rates in 
southern Wisconsin and Iowa, and this information be sent to 
the Commission. 


ATTACKS ORIENT DIFFERENTIALS 
The Trafic World Washington Bureau 


Attack on the differential rate adjustment made by the 
railroads on unofficial suggestions by the Commission for the 
benefit of the Kansas City, Mexico & Orient system, as being 
contrary to the spirit and intent of the law, has been made in 
the form of a complaint, No. 15683, Kansas, Oklahoma & Gulf 
and Kansas, Oklahoma & Gulf of Texas vs. Missouri Pacific, 
Missouri-Kansas-Texas, Missouri-Kansas-Texas of Texas, Mid- 
land Valley, St, Louis-San Francisco, Southern Pacific, and 
Texas and Pacific. They ask either the cancellation of the 
differential rates or the establishment of the same differential 
rates via their own lines. They alleged that the differential 
rates and routes constituted an unlawful discrimination against 
the complainants, in violation of paragraph 3 of Section 3. 

Continuing their recital, the complainants said that be 
cause of the establishment by the defendants of the differ- 
ential rates and routes over the Kansas City, Mexico & Orient 
system a large volume of competitive traffic formerly moving 
over the lines of the Kansas, Oklahoma & Gulf system had 
been and would continue to be diverted from the complainants’ 
lines to the lines of the Orient system and would damage 
in the sum of many thousands of dollars, the Kansas, Okla- 
homa & Gulf system. The complainants said their business 
had steadily declined, due to their shippers diverting their 
business to the Orient. They said that unless the relief 
for which they prayed were granted by the Commission their 
business would continue to decline because of the differential 
adjustment in favor of the Orient, until the complainants 
would be unable to maintain themselves and would find them- 
selves in identically the same position as the Orient, for the 
relief of which the differential rates and routes were established. 


The prayer, as before indicated, is in the alternative, either 
that the differentials now granted to the Orient be granted to 
the complainants or taken from the Orient. 

Officially, the differential adjustment is the work of the 
connecting carriers. It was suggested in informal conferences 
held by the Commission, when the affairs of the Orient were 
most acute. The connections of the Orient did not like the 
idea of making the Orient a differential route, but the pressure 
upon them was too great to resist. The big question raised 
by the formal complaint is as to whether the respondents 
will defend a situation they did not voluntarily create, but 
created because of the appeals for help in behalf of the Orient. 

The Commission helped the Orient by requiring its direct 
connections to give it larger divisions out of the joint rates. 
The connections took that question to the courts and the 
lower court enjoined the order. The matter was brought 
to the Supreme Court of the United States and recently 
argued. 


LEONARD’S SHIPPING GUIDE 


Freight routing instructions on a scale never before at- 
tempted, it is asserted, have been added in the second edition 
of Leonard’s Express and Parcel Post Rate Book and Shipping 
Guide. All railroads are listed under each state in which they 
operate and opposite each road are numerals that indicate the 
connection which the publishers think will give the best service 
from each of the seventeen principal cities of the country. 

In addition to this there is a series of state railroad — 
No county lines or rivers, which are so often mistaken for rall- 
road lines, are given, nor is the name of the railroad printed in 
full, but it is designated by a letter, so that it is easy to trace 
the course of each road. 

The publishers claim that these are the only state maps 
published that show the express blocks and sub-blocks, and “i 
each place in the list of towns is followed by the number an 
letter of the block and sub-block it is in, it is easy to locate 
it on the map. 


The postal zones and express scales that the different blocks 
are in from any shipping center desired are given with re 
state, together with the postal and express rates, arranged 10 
parallel columns, so that a comparison of the two can be 
instantly made. s 

These books are now in use in about one hundred and fifty 
different cities, and are made up for any place desired. 
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PORT OF HOUSTON 


Where Seventeen Railroads Meet the Sea—The Funnel Thru Which Pours 


Tonnage through the Port 
of Houston continues to in- 
crease. The statistics below 
speak for themselves: 


During the calendar year 
1923, fourteen hundred ar- 
rivals and departures han- 
dling 3,149,196 tons of import, 
export and coastwise freight. 


During the calendar year 
of 1922 there were only on 
thousand and six arriyals pees 
departures handling 2,027,927 
tons of freight, and in 1921 
there were seven hundred and 
forty-four arrivals and de- 
partures handling 1,396,438 
tons of freight. 


The calendar year of 1923 
shows an increase in tonnage 
of 126% over the calendar 
year of 1921 and an increase 
of 55% over the calendar 
year of 1922. 





the Traffic of the Great Southwest 


Why does the tonnage 
through the Port of Houston 
continue to increase? 


Because reliable steamship 
lines furnish dependable and 
regular service to most lead- 
ing Ports of the world. 


Seventeen railroads serve 
the Port of Houston and con- 
nect with the Public Wharves 
through the Public Belt Ry. 


Trunk lines in all direc- 
tions to main and assembly 
and distributing points. 


Modern wharf facilities de- 
signed to give quick service 
to both ships and shippers. 


Three new wharves, Rail- 
road Classification Yard now 
under construction and num- 
erous other improvements 
contemplated. 


S.S. “STEADFAST” IN HOUSTON CHANNEL 


FOR FURTHER INFORMATION, ADDRESS 


DIRECTOR OF THE PORT, Fifth Floor, County Courthouse, Houston, Texas 








On- tine road 


Illinois Central has an enviable reputation for ———* trains with unequalled 
punctuality, in all sorts of weather and under all sorts of conditions. 


Reasons 
Powerful locomotives kept in top-notch condition and usually assigned to the 
same engineers. 
A capable and loyal personnel. 
Smooth, well-ballasted, carefully maintained track. 
Superior terminal facilities. 


Distinctive Trains 
With the Finest of Steel Equipment 
“PANAMA LIMITED,” Chicago and New Orleans 
“THE FLORIDAN”—“THE SEMINOLE,” Chicago and Florida 
“HAWKEYE LIMITED,” Chicago and Omaha, Sioux City, Sioux Falls 
“DAYLIGHT SPECIAL”—“DIAMOND SPECIAL,” Chicago and St. Louis 


J. V. LANIGAN 
General Passenger Agent, Chicago, Ill. 


Illinois Central 
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Questions and Answers 


In this department will be answered of lega 
ee juestions both legal and 


mature with traffic. A special 
on interstate commerce law, who is a member of our legal - 


will give his opinion in answer to simple question relating to the law 
of interstate transportation of t. traffic man of long experience 


and wide know will answer questions rela’ practi 
Retp ies Ww Go bed dplize te tke thous Of thc icin nee ee 





in his work. 


e it is reserved to refuse to answer in this t 
qa yh pape that it may appear to us be wy ge Bw 
or that involves o semen too complex for the kind of investigation 
herein con! ¥ . 


Questions and Answers 
Traffic Service Corporation, Colorado Buil * Weskington, D.C 


Reparation—Long-and-Short-Haul Violation—Subsequently 
Reduced Rate 


Tennessee.—Question: Commodity rate from A to B is 72c. 
Commodity rate from A to C on same merchandise is 45¢. C is 
over twice the distance from A to B and cars must move through 
B to reach point C. Carrier has now agreed to publish a com- 
modity rate from A to B of 45c, or equalization of rate to C. 
Are we entitled to reparation on cars moving on this high rate, 
which is unreasonable, and how many years can we collect 
reparation, if any, and advise us what steps to take? 

Our order department, without checking rate, ordered a 
car from New England, covering a cheap product, K. D, F., and 
car was received on fourth class rate. A commodity rate, upon 
application by us, was placed in tariff and freight is now one- 
half the charges covering this one car received on the class 
rate. Are we entitled to reparation? 

Answer: The Commission has repeatedly held that the vol- 
untary reduction of a rate does not of itself constitute a basis 
for an award of reparation. Aetna Explosives Co. vs. A. G. S., 
52 I. C. C, 423, Mt. Pleasant Fertilizer Co. vs. L. & N., 50 1. C. C. 
253. The Commission has also held that the fact that a higher 
rate was in effect to an intermediate point, in contravention of 
the fourth section, but protected by an undetermined application 
pending before the Commission, is not of itself a sufficient basis 
for an award of reparation. Aetna Explosives Co. vs. Director- 
General, 53 I. C. C. 140 (142); that in the absence of proof of 
damage to the shipper, the fact that carriers have charged or 
received rates which violate the long-and-short-haul rule of the 
fourth section of the act, is not of itself a sufficient basis for 
an award of reparation. Union Tanning Co. vs. Director-Gen- 
eral, 57 I. C. C. 354. 


If, however, the unreasonableness of the rates assessed on 
the shipments in question can be shown by proper evidence, 
reparation for the difference between the rates assessed and 
the rates subsequently established, if the subsequently estab- 
lished rates are found by the Commission to be _ the 
rates which would have been reasonable at the time the 
shipments moved, can be recovered in a complaint before 
the Commission, provided the shipments moved within two 
years prior to the date the complaint is filed with the 
Commission. Zelnicker Supply Co. vs, A. T. & S. F., 53 I. C. C. 
129; National Steel Rail Co. vs. Director-General, 53 I. C. C. 
340; Procter & Gamble Co. vs. Director-General, 53 I. C. C. 365; 
Reynolds Tobacco Co. vs. P. R. R., 55 I. C. C. 33, and Utah Oil 
Refining Co. vs. Director-General, 85 I. C. C. 654. 


Bill of Lading—Stipulation Therein as to Receipt of Goods— 
Effect Thereof 


California.—Question: After reading your expressions as to 
the placement of liability in your issue of April 7, 1922, and 
subsequent opinions, has there been any change as to the lia- 
bility of the carrier? In other words, what we want to know 
is this: Is the burden of proof actually upon the shipper to 
show that he delivered to the carrier the merchandise described 
in the bill of lading, and to which the carrier had attached his 
signature? i 

Answer: A bill of lading is an instrument issued by the 
carrier to the consignor consisting of a receipt for the goods 
and an agreement to carry them from the place of shipment 
to the place of destination. The instrument is two-fold in its 
character; it is a receipt as to the quantity and description of 
the goods shipped, and a contract to transport and deliver the 
goods to the consignee or other person therein designated, on 
the terms specified in such instrument. 

As far as the bill of lading is a contract, the language used 
therein is subject to the rules of construction which govern other 
contracts. 

While a bill of lading may not be varied by parol evidence. 
so far as it embodies the terms of the contract, yet, so far as 
it constitutes a receipt, it is, like other receipts or written 
acknowledgments, subject to be contradicted or explained by 
proof as to the faets. While a bill of lading is prima facie 
evidence of the receipt of the goods by the carrier, the recital 
therein as to the receipt of the goods is not conclusive, and 


it may be shown by parol evidence that none of the goods, or 
only a part of the goods, described in the bill of lading, were 
in fact received, unless the carrier by stipulation agrees to the 
quantity of goods received, in which event the recital in the 
bill of lading will be conclusive, even as against mistake, ang 
render the carrier liable for any shortage. 

The plaintiff has the burden of proving the essential ele. 
ments of his cause of action, required to be set out in his 
complaint, by a preponderance of evidence. The burden is on 
the plaintiff to show the delivery of the goods to the carrier, 
and that the goods were accepted by it in its capacity as com. 
mon carrier. The receipt, acknowledgment or bill of lading 
issued by the carrier is prima facie evidence of delivery. The 
burden of proof is on the plaintiff to show a non-delivery by 
the carrier or a failure to deliver the goods in proper order 
and condition. 

The rules applicable to the weight and sufficiency in clyj] 
actions generally obtain in actions against carriers for loss of, 
or injury to, goods transported, and these rules have been 
applied to evidence offered to show delivery of the goods to 
the carrier, delivery of the goods to the carrier in good con- 
dition, acceptance of the goods by the carrier for transportation, 
injury to the goods while in the carrier’s possession, and loss 
of goods by the carrier. 


Follow-Lot Shipment—Issuance of Two Bills of Lading 


Ilinots—Question: Late last yeaf we loaded two cars with 
shade cloth for our Buffalo branch. There is a commodity rate 
on this item when moved between these two points with a 
minimum weight of 50,000 pounds. 

Our first car contained 50,300 pounds; not having room 
enough for the balance of this load, we placed 21,000 pounds in 
the second car. Unfortunately, however, our shipping clerk 
made out two bills of lading, marking the second bill of lading 
to the effect that it was an overflow of the first car. When 
shipment arrived at destination, carriers charged the second car 
on the basis of an L. C. L. rate. We immediately filed a claim, 
but same has been turned down, due to the fact that two bills 
of lading were made out, which is contrary to section 2, rule 
24, of C. F. C. No. 3. 

Our contention is that the second bill of lading was made 
out in error because of the fact that we started to load the 
second car after the first and that it was not ready the same 
day, and, rather than have the first car held up, our shipping 
clerk made up two bills of lading. 

What we wish to learn is if we have any just claim against 
the carrier for this assumed overcharge. 

Answer. In Raymond B. Scudder vs. T. & P., 22 1. €. C. 
60, the complainant procured from the initial carrier two bills 
of lading covering a consignment of sugar, for the carriage 
of which two cars were necessary; upon the car containing the 
balance lot, weighing 24,205 pounds, the carriers assessed 
charges at the carload minimum weight of 33,000 pounds. 
It was held that the charges were properly assessed under 
rule 8 of the Western Classification. In United Verde Exten- 
sion Mining Co. vs. Director General, 57 I. C. C. 483, which 
involved a similar statement of facts, it was held that the 
charges assessed were not reasonable. In this case the Con- 
mission said: 


It is testified for complainant that the first car was loaded to 
visible capacity, that the forwarding of the shipments under separate 
billing was due to oversight of the shipper, and that the rule was 
complied with in every other particular. Defendants concede that 
the second car was handled in the identical manner in which it 
would have been handled had the rule been fully complied with. 
Nevertheless, it is apparent that to grant the relief asked would be 
tantamount to the waiver of an essential requirement of the rule, a8 
the shipper failed not only to comply with its literal requirements, 
but also failed to make cross reference to the separate shipments it 
the actual billing or to take any step which would indicate that all 
the commodities were offered as a single shipment. 

In view of what is said above with respect to cross refer 
ence in the billing of the shipment, there is a possibility that 
the Commission would hold that in the instant case the ship 
ment was in effect offered as a single shipment, inasmuch 4s 
such a notation was made on the bills of lading covering the 
shipment in question, 


Routing—Conflict Between Rate and Route in Bill of Lading 
Massachusetts. Question: A carload shipment starts from 


A consigned to station E on C Railroad, billed through using 
correct through rate from A to E via C Railroad. Shipper 
in error, showed on bill of lading, D Railroad as delivering 
carrier. Station E not on D Railroad and no through rate in 
effect via D Railroad. Car is received by D Railroad at theif 
western gateway and hauled east 100 niiles to F where it i 
stopped and rerouted over C Railroad and back hauled t 
C Railroad’s western gateway G, D Railroad assessing charges 
from F to G. 


Who is responsible for back haul charges from F to G? 
Answer: Based upon your statement of facts it is ou 
opinion that the provisions of Conference Ruling 474 (c) arf 
applicable and that the initial carrier is liable for mis-route. 
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MEMPHIS 


TENNESSEE 


The South ’s Most Centrally Located 
Distributing Center 







Joint Service With 
Hambuarg-American Line 


NEW YORK TO HAMBURG 






eeeee 


MO .++.Mar. 27 CLEVELAND ........ 
*ALBERT BALLIN.....Apr. 8 “RELIANCE ........... Apr. 29 
MOUNT CLINTON ....Apr. 10 

Cabin and Srd Class Passengers. *ist, 2nd and 3rd Class. 
Leading Pier 86, North River, Foot of West 46th St. 


BOSTON TO BREMEN AND HAMBURG 


EMDEN (via Phila.. Baltimore & Hampton Roads)........ Mar. 21 
FURST BULOW (via Phila., Baltimore & Hampton Roads) Apr. 16 
WAGANDA (via Phila., Baltimore & Hampton Roads)....May 2 


pers rrceiway TO BREMEN AND HAMBURG 








































The Home of the World’s Largest 
Cotton Warehouses, operating 
deparments for the 















































EMDEN (via Ba re & Hampton Roads)............... Mar. 26 
FURST BULOW re Baltimore. ry "masmeten Roads)....... Apr. 21 
WAGANDA (via Baltimore & Hampton Roads)........... May 7 
S } ORAGI ¥ BALTIMORE TO BREMEN AND HAMBURG 
EMDEN (via Hampton Roads)..........cscecccccccececes Apr. 1 
FURST BULOW (via Hampton Roads)..............see00- Apr. 26 
of General Merchandise WAGANDA (via Hampton Roads)...........cceeeeeeeeedes May 13 
NORFOLK AND NEWPORT NEWS TO BREMEN AND 
Automobiles Riel BES 2E0L OSA Na En we wn valtacaaaoot 
eee oe eee cee eislbiesievenein Apr. 30 
a n d WAGANDA ..... RC UccdeVedee ted svectancctlseveseeuureseuee May 17 






NEW ORLEANS TO BREMEN AND HAMBURG 
ODENWALD ..ncccccccccccscccscccccecevcccce Last half of April 


ALSO DIRECT FREIGHT SERVICE FROM U. S. PACIFIC 
PORTS TO NORTHERN EUROPEAN PORTS 


Through bills of lading via Hamburg to all Scandinavian, Baltic, 
Mediterranean, Levant and African Ports. 


Pool Car Distribution 


Lowest Rates, Insurance 






Joint Service With 


Houlder, Weir & Boyd 


Regular Sailings to the 


WEST COAST 


Los Angeles Harbor, San Francisco 
Portland, Seattle, Tacoma 














Facts Concerning Our Warehouses 


200 Acres Concrete Warehouses 
All on Ground Floor 














Automatically Sprinkled 
Finest Fire Alarm System Privately Policed 





From 
Baltimore 
























Vessel wee Tock 
& RA) bana inane eel bar 3 = ~1 gece " 
par Bios asiteene ene Peeves Dy 10 Mateos SS MOUNT SINTON: TARE ag ABE aie 
issippi Warrior Barge Line 8.8. SUDBURY ............-. Ar: 22 Apr. 26 oll 
Tracking Facilities 500 Cars om 





Through bills of lading issued to Hawaiian Islands, transhipment 
at Los Angeles Harbor without transfer charge, also to all ports 
=. ta Oregon, Washington, British Columbia, Alaska and 



















Our Own Fleet Motor Trucks 


Pier No. 9, B. & O. R. R., Locust Point, Baltimore, Md. 
Pier No. 5, New York Docks, Brooklyn, N. Y. 


General Offices: 39 BROADWAY, New York 


WESTERN FREIGHT OFFICE: 




























An organization of experienced operatives permitting 
unexcelled service at all times 



















Inf i f ist CHICAGO, 327 South La Salle Street.......... Phone Wabash 4891 
g 5 ed BRANCH OFFICES: 
BALTIMORE........... Cicnanvancpewone >see earst Tower Bldg. 
so... SSS RS 4128 Jenkins Arcade Bldg. 
Ree i eiccte lo detdcctesceteccdsnvcveded 1 Mitchell Bldg. 
BAM... PRAMS. oc ccc ccdawesinisee otis cededs 330 California St. 
Me : * T * IC ti heist. xh sts aibaecstehd dedbiwthn dds couse 


COCO HHH eB EHH EE HEE HEEE ES 


General Offices (y PIII os asic bene cddevatdcest T 


18th Floor Central Bank Building ee 
SAN FRANCISCO. .........ccccceccevececee 


Bonen Wareh Dae Ce 2h i 8 —_(akasihnemieNehiaRbIS M. 


SOP Owe ete EEE E EEE EEE EEE HEEE 
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Rates—Conflicting Rates in Separate Tariffs Rate First Estab- 
lished Is Lawful Rate. 


Indiana. Question: There is a specific commodity rate 
carried in a committee tariff from station A to station B. 
This rate is applicable as a local rate via railroad line X, and 
has been published by this committee agent for about seven 
years. Line X publishes a tariff naming a lower rate on the 
same commodity from station A to station C. Line X recently 
incorporated the usual intermediate clause in their local tariff 
and as station B is directly intermediate to station C, this 
would have the effect of establishing the lower rate to station B. 
The tariff of line X does not indicate that Fourth Section 
relief was granted in publishing rate from A to ©, but it 
is our intention to avoid formal complaint, if it is possible 
to secure protection of the lower rate by other means. 

The railroad company claim that the specific rate carried 
in the committee tariff must be used. Our contention is that 
the lower intermediate rate should apply, inasmuch as there are 
two conflicting rates, carried in separate tariffs. Can you ad- 
vise of any ruling or decisions which would support our con- 
tention. 

Answer, The proper rate to apply is the oldest of the two 
rates, that is, the rate which was first established, namely 
that in the committee tariff. This is in accordance with Con- 
ference Ruling No. 70 of the Interstate Commerce Commission 
which holds that where a rate between two points is published 
in a tariff and subsequently a rate between the same points is 
published in another tariff, the rate previously established 
remains in effect until specifically cancelled, and must be ap- 
plied. until it has been cancelled. 


Track Storage. Charges on Private Tank Cars Held on Private 
Tracks Where Use Thereof Is Reserved by Carrier: 


Kansas. Question: Our refinery is located on X Railroad 
The track and everything leading into our plant is owned 
solely by ourselves. We receive our supply of absorption 
gasoline from Oklahoma in tank cars owned by company 
from whom the absorption gasoline is purchased. We have 
entered into an “Average Agreement” with X Railroad. So 
far, our credits have been larger than our debits in the 
Average Agreement. Recently we have been billed by X 
Railroad for “Storage” on all cars received at our plant con- 
taining absorption gasoline, being billed only for the cars 
that show a debit on the Average Agreement. We have paid 
X Railroad these storage bills and are just wondering if the 
X Railroad were correct in charging us storage on cars owned 
by another oil company that were being unloaded on our 
private track at our refinery. 

Answer: While you do not so state, if the carriers have, 
under a side contract with you, the right to use your tracks, 
the carrier is properly assessing the storage charge of $2.00 
a car under the provisions of Rule 6 of the Uniform Storage 
Tariff. See in this connection Western Petroleum Refineries 
Association vs. Aberdeen & Rockfish, 66 I, C. C. 58. 

If, however, the carrier in question has no such right 
under a contract with you, either written or otherwise, under 
the Commission’s opinion in Dow Chemical Co. vs. P. M. R. R. 
Co., 51 I. C. C. 1, the charge should not be assessed. 
Limitation of Actions: 


lilinois. Question: Please advise the status of limitations 
applying in the states of Illinois and Missouri with respect 
to freight charges accruing during the year 1919. Shipment 
moved from Illinois to a point in Missouri and under the cir- 
cumstances we assume that the statute of limitations in the 
state of Missouri will govern, 

Answer: It is a fundamental principle of law that remedies 
are to be governed by the laws of the country where the suit 
is brought, although matters of. substantive law are controlled 
by the lex loci contractus or law of the jurisdiction in which 
the cause of action arose, among which are the time when a 
cause of action on a contract arises, and the character, con- 
struction and validity of the contract. 

Therefore the statute of limitations of the country where 
the action is brought, and the remedy is sought to be enforced, 
and not of the country or place where the contract was made, 
or the cause of action arose, or where the plaintiff resides, 
is the one which controls in the event of a conflict of laws. 
In other words, the lex fori determines the times within which 
a cause of action shall be enforced. 

To the general rule that the lex fori governs in matters 
relating to the statute of limitations, certain well defined ex- 
ceptions exist, depending primarily on the character of the 
statute in the state in which the cause of action arose, or on 
the presence of so-called “comity statutes,” enacted in the 
state in which suit is brought directly recognizing the limita- 
tion of the former state. Under these exceptions it may be 
held that an action barred by the law of the place of residence 
of the defendant is barred in the state in which the suit is 
brought in the same manner as if the action had arisen in 
that state. If a statute of limitations of a state destroys 
not only the right of action but also the cause of action, it 
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may be successfully invoked as a bar to the action in what. 
ever state the action may be brought, but if it prescribes the 
effect of absence from the state with respect to the time when 
an action may be commenced, and pertains solely to the remedy, 


and neither interprets, qualifies, nor extinguishes. the right, 


it does not operate beyond the limits of such state. 

The general rule that, in determining whether the period 
of limitation has elapsed and an action has become barred, 
the statute of limitations of the forum is to be consulted, has 
been changed in probably all jurisdiction by statute, which 
provide in effect, although the terms vary greatly, that a cause 
of action arising in another jurisdiction and barred there shall 
be barred in the domestic courts. The converse is also true 
that if a right of action has not been barred by the statute 
of the jurisdiction wherein the cause originated, it is not barred 
by the statute of the forum. But a statute of this type may 
restrict, without enlarging, the statutory period of limitation 
prescribed by the lex fori. The general purpose of such a law 
will then be to give to one sued in the state the benefit of a 
bar completed elsewhere, in which such statute exists. His 
liability will continue until such time as the cause of action i§ 
either barred in a state where it arose, or until the debtor has 
lived within the state of the forum a sufficient length of time 
to bar it by the statute of such state. 

Carrier Entitled to Demand Receipt for Returned Goods Un. 
qualified by Statement of Consignee That He Receives as 
Involuntary Bailee: 

INlinois—Question: When a customer returns merchandise 
without our authority, it has been our practice of receipting 
for this merchandise “involuntary bailee.” This practice has 
been pursued for a number of years and without complaint until 
just recently a carrier refused to deliver to us a returned 
shipment without making a clean receipt. 


Will you kindly inform us what the law is relative to 
receipting for merchandise under the above conditions? 


Answer: A carrier, in our opinion, is entitled to a clear 
receipt from the consignee when it tenders goods to that party 
which have been returned by the party to whom they were 
originally shipped, after that party has accepted them. 


In other words where a shipment is made to a party who 
accepts the goods and then returns them as a new shipment 
to the original shipper the carrier has no alternative but to 
transport the goods as directed and offer them to the original 
shipper, who may, of course, refuse them, thereby placing upon 
the shipper the duty to furnish disposition instructions therefor. 
However, if he accepts the goods, the carrier is justified in 
demanding a clear receipt therefor, as the carrier is in no 
wise concerned with the question of whether the party to 
whom they were originally shipped, had, under the contract 
of sale therefor, a right to return the goods. This is a matter 
in which the buyer and seller only are concerned and the carrier 
is, in our opinion, justified in refusing to be in any way a party 
to the transaction. 

Combination Rates—Sligo Case Rule Suit: 

Missouri. Question: In your Traffic World of July 21st, 1928, 
page 162, we note account of suit filed based on the Sligo 
case decision by the Empire Oil Co. vs. Director General, et al. 
in the Federal Court of Eastern Oklahoma, District of Oklahoma 
District, Tulsa., Okla. 

Will you kindly advise if this action has been disposed of 
and what the results have been? We have not seen any further 
notice in your paper concerning the outcome of this case, and if 
same has been disposed of, would it be possible for you to 
advise us what disposition has been made by the courts in this 
case? 

Answer: So far no decision in the case you refer to has 
been reported. 

Misquotation of Rate—Liability of Carrier: ; 

New York. Question: We made a-sale of scrap iron on 4 
delivered price, at Syracuse, N. Y., basing our quotation on 4 
freight rate of $3.91 from shipping point, via carrier (A), 1 
Syracuse, switching to carrier (B), on a switching charge of 
$4.50 per car. The switching charge was a ’phone quotation We 
received from the carriers, we explaining to them that the con- 
signee had no private siding, and switching therefore would 
be for team track delivery on carrier (B). Investigation de- 
velops that the carriers were in error in quoting us the switching 
charge from (A) to (B) for team track delivery, since there 
is no tariff authority covering this rate, the charge applying 
only for private sidings. It appears that the proper rate b> 
apply on the movement would be from Newark, N. J. v# 
carrier (A) to Oswego, N. Y., carrier (B) to Syracuse, gt 
rate of $3.91 to Oswego, plus carrier (B) charge beyond ° 
$1.13 per gross ton, making the through rate $5.04 per eo 
ton. There are no through rates published from Newark he 
carrier (A) to Syracuse for (B) R. R. delivery, all shipments 
being subject to the combination of locals as above. ‘ 

The shipment was offered to (A) R. R., and the agel 
signed the bill of lading, on which the route was shown, ( 
R. R. for (B) R. R. delivery. The agent, at the time the s™P 
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ment moved forward did not notify us that there were no 
through rates in effect. Upon arrival of car at Syracuse, N. Y., 
the (A) R. R. notified us that car was being held for disposition, 
since they could not make (B) R. R. delivery without the addi- 
tional charges of $1.13 per gross ton. Our consignee could 
not accept delivery on the (A) R. R. and we therefore notified 
the carriers to this effect, pointing out to them, that their agent 
at point of origin had accepted this shipment, signing the bill 
of lading offering to perform a service of delivery to (B) R. R., 
at destination, and it was up to the carriers to make this de- 
livery. The car was held on demurrage for about a week, when 
the carriers finally forwarded to the correct delivery, without 
any demurrage charges, but did assess the additional charge 
of $1.13. The additional freight charges resulted in a loss 
to us of 95 cents per ton on our delivered price, and we feel 
that in view of the agent at point of origin signing the bill of 
lading, calling for (B) R. R. delivery, and being unable to perform 
this delivery without additional charges, we should have been 
hotified prior to the shipment of the car. 

Kindly advise what redress we have against the carrier. 

Answer: Unless, in addition to the route shown in the bill 
of lading, a rate was shown therein, you have no redress, as 
under the law the misquotation of a rate by a carrier does not 
give the shipper a civil right of action for damages. Section 6 
of the interstate commerce act prescribes a penalty for the mis- 
quotation of a rate by a carrier, -but this penalty accrues to the 
United States and not the shipper, and is applicable only when 
a written request has been made upon the agent of the carrier 
for a rate. 
Warehouses—Nature and Liability of: 


Ohio.—Question: Considerable has been said in the Traffic 
World from time to time about pool car distribution of mer- 
chandise and numerous advertisements of such service appear 
in these columns. In shipping in this manner several questions 
arise: 

How can a warehouse be chosen beside their financial rating 
in Dun or Bradstreet? 

What liability rests on a warehouseman after he accepts 
delivery of a pool car from the carrier? 

What does the term “Bonded” mean when applied to ware- 
houses and who are they bonded to? 

Does this give a shipper any protection? 

Answer: A warehouseman in the general acceptation of 
the term is one who receives and stores goods of others as a 
business, and for a compensation or profit. Ordinarily, the 
law does not require a warehouseman to hold himself out to 
the general public as such, but if he does, he may assume 
the status of a public warehouseman. 

Ordinarily a warehouse company is a private corporation, 
and not a public service corporation. It possesses no element 
of governmental power conferred upon it by law as in the case 
of a railroad company serving the public as a common carrier 
of passengers and freight. It is strictly a private business cor- 
poration, organized for private gain and not for public service— 
a private business enterprise, like that of an incorporated con- 
cern to carry on a merchandise business or a manufacturing 
business. 


Under the generally accepted definition of bailment it is 
well settled that when goods are stored in a warehouse, the 
relation of bailor and bailee is created between the owner 
of the goods and the warehouseman. The warehouseman 
is a bailee for hire, and has the rights and is subject to the 
liabilities of such bailees. 


It is the general rule that the keeper of a.warehouse, in the 
absence of contract or positive statute changing the rule, 
is not an insurer of the safety of the stored goods; -but is lia- 
ble only for loss or injury resulting from his negligence, and 
in this respect his liability is to be distinguished from that 
of a common carrier. A warehouseman is not liable to the 
owner of goods where they are destroyed by an act of God 
without contributory negligence on the part of such ware- 
houseman. 

While a warehouseman is not an insurer of the safety of 
goods stored with him, he is, nevertheless, required to exercise 
a reasonable degree of prudence for their protection, Reason- 
able care has been defined as that degree of prudence which 
an ordinarily careful person would exercise in respect to simi- 
lar property owned by himself, or the care and diligence which 
ordinarily prudent warehousemen are accustomed to exercise 
under similar circumstances. The general rule is usually held 
to apply to ail classes of warehousemen, whether wharfingers, 
forwarding merchants, bonded warehousemen, safe deposit 
companies, stockyard keepers, or common carriers holding 
goods in storage. Note: 24 Am. Dec. 146 (148). 

A bonded warehouse, as generally understood, is a ware- 
house in which imported merchandise may be deposited with- 
out the payment of duties at the time of entry, or other ware- 
houses bonded under the revenue laws for the collection of 
taxes on merchandise stored therein, such as spirits and tobacco. 

It may be that under statutes of certain of the states, ware- 
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houses must be bonded, but, as a rule, except in the case of 
grain elevators, warehouses are not) subject to governmental 
regulation, except with respect to their receipts, under ware. 
house receipts acts. 

Except that a warehouse be bonded in an amount sufficient 
to cover its liability for losses, we know of no means other 
than that you suggest for choosing a warehouse. As with all 
private business concerns, one must deal with a warehouse on 
the strength of its dealings with the public and its financia| 
standing. ' 

A mere forwarding agent who does not receive goods into 
his custody, but, as agent for the shipper, merely contracts 
for their transportation by carriers, and who has no interest 
in the freight, but receives compensation from the shipper as 
his agent, is not a common carrier, and he is liable only for 
want of ordinary care. He is not an insurer of the safety 
of the goods during transportation, or before, but is liable only 
for his own negligence or that of his agents. But a forwarding 
agent who receives goods for transit, issues bills of lading, 
makes contracts in his own name with a railroad company for 
carriage, is, as to a person with whom he contracts for the 
delivery of goods, a common carrier and liable as such. In re 
Emerson, Marlow & Co., 199 Fed. 95; Schloss vs. Wood, 17 
Pac, 910 (Colo.); Hooper vs. Wells Fargo & Co., 85 Amer. 
Dec. 211 (Calif.); Roberts vs. Turner, 7 Am. Dec. 311 (N, ¥: 
Bare vs. American Forwarding Co., 146 Ill. App. 388, Judgment 
affirmed, 89 N. E, 1021, 242 Ill. 298; Ingram vs. American For. 
warding Co., 162 Ill. App. 476; Kittenhofn vs. Globe Transfer, 
etc., Co., 127 Pac, 295 (Wash.); Slutzkin vs. Gerhard & Hey, 191 
N. Y. S. 104; Krender vs. Wolcott (N. Y.), 1 Hilt 223. 

Notice of Claim 

Virginia.—Question: December 1, 1923, our firm, which 
operates a chain of retail stores in North Carolina and Virginia, 
made a shipment to one of our branch stores in North Carolina. 
When our store manager at destination unpacked this shipment 
he found one of the cases had been robbed. He notified our 
general office of the robbery, but failed to notify the agent 
of the carrier at destination. 

j We filed claim, properly supported by affidavits from ship- 
ne = and consignee, for the amount of the loss on January 

The claim has been declined by the carrier. They gave 
as their reason for declining this claim that the shipment was 
delivered in good condition and no complaint was made between 
date of delivery, December 3, 1923, and the date the claim 
was filed, January 9, 1924. 

We realize that the agent of the carrier at destination 
should have been immediately notified of this loss, but we 
do not think we have been treated with the proper considera- 
tion by the carrier. 

Kindly advise if you consider we have a just claim and 
any court case you may know of bearing on this matter. 

Answer: Under the provisions of paragraph (b) of section 
2 of the Uniform Bill of Lading a shipper has six months from 
the date of delivery of a shipment within which to make claim 
for the loss of a part thereof. This period of time was volun- 
tarily extended by the carrier from four to six months, the 
former time being longer than is required under the provisions 
of section 20 of the interstate commerce act. While a shipper 
should, in justice to the carrier and for evidential purposes, 
promptly report losses to a carrier and make claim therefor 
as soon as possible after the delivery of a shipment, his failure 
to do so, if satisfactorily explained, should not be the excuse 
for the declination of his claim. 

However, the declination of the claim by the carrier does 
not affect a shippers legal right to recover in an action at law 
if the claim can be substantiated by the proper legal proof. 
An affidavit, if objected to by the defendant carrier, however, 
will not be accepted in evidence. 

Reconsignment vs. New Shipment 

Pennsylvania.—Question: “A” ships a car in “B’s” name to 
“B” at destination “X,” charges prepaid. “B” diverts en route 
to “C.” “C” refuses shipment at “X.” “B” notifies “A” of 
refusal, who agrees to accept refused goods. “B” wires freight 
agent at “X” to accept disposition from “A.” “A” furnishes 
new bills of lading asking agent at “X” to advance demurrage. 
Carrier contends that failure to settle demurrage charges at 
“X” is tantamount to not assuming custody of shipment and, 
therefore, makes reconsigning charges properly assessable. 
Cite decisions and explicit tariff reference. Does Wood Butter 
Company vs. C. C. C. & St. L. Railway Company, 16 I. C. C. 374, 
375, cover this? 

Answer: The question at issue, as we see it, is whether 
the forwarding of the shipment from “X” constituted a recon: 
signment or a new shipment from that point. 

In our opinion, the two main points to be considered in 
determining whether or not the shipper has, in a given case, 
reconsigned or reshipped his goods, are, (1) whether or not 
delivery has been made and possession taken by consignee 
at the first destination: (2) the manner in which the goods 
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are reforwarded to the second destination. The payment of 
freight charges and taking out of a new bill of lading are 
merely incidental and not controlling points, and the question 
as to whether or not the shipment was unloaded at first des- 
tination should net enter into the consideration of the question, 
except that a shipment which has broken bulk, or been unloaded, 
cannot be reconsigned. 

In order to make a reshipment, the shipper must first take 
actual or constructive possession of the inbound shipment at 
the first destination. See Wood Butter Commpany vs, C. C. C. 
& St. L. Railway, 16 I. C. C. 374 (375); Memphis Freight Bureau 
vs. I. C. Railroad, 27 I. C, C. 1 (2); Godwin vs. Y. & M. V. 
Railroad, 31 I. C. C. 285 (286); and American Refining Company 
vs. St. L. & S. F. Railway, 50 I. C. C. 270 (271). 


After possession has been taken, the shipper must forward 
his goods as a new shipment and under a new contract entirely 
separate from the contract covering the inbound shipment. See 
Detroit Traffic Association vs, L. S. & M. S. Railway, 21 I. C. C. 
257 (258); Zelnicker Supply Co. vs. M. K. & T. Railway, 27 
I. C. C. 615 (616), and Reconsignment Case, 47 I. C. C. 590 (633). 

The mere fact that charges are paid on the inbound ship- 
ment and a new bill of lading taken out to cover the outbound 
movement does not prevent the shipper from reconsigning his 
goods, if he takes the proper steps in forwarding the car from 
the first destination. See Nichols & Cox Lumber Co. vs. N. Y. 
©, Railroad, 51 I. C. C. 174 (176); Brabston vs. C. of G, Railway, 
51 I. C. C. 459 (461); and Natchez Chamber of Commerce vs. 
Director-General, and Y. & M. V. Railroad, 56 I. C. C. 261. 


Both the Supreme Court and the Commission have held, in 
a number of cases, that reforwarding of shipments by the con- 
signee, in the same cars (without unloading) in which they 
are received to other points of destination does not necessarily 
establish a continuity of movement, or prevent the reshipment 
from having an independent character. C. M. & St. P. Railway 
vs. Iowa, 233 U. S. 334 (Davenport case); G. C. & S. F. Railway 
vs. Texas, 204 U. S. 403 (Goldthwaite case); Detroit Traffic 
Association vs. L. S. & M. S. Railway, 21 I. C. C. .57 (258); 
Merchants Exchange of St. Louis vs. B. & O. Railroad, 34 
I. C, C. 241; Reconsignment Case No. 3, 53 I. C. C. 455 (473). 

In substance, it has always been our view that in order 
to make a reshipment, in addition to paying the inbound billing 
at first destination and taking out new billing on the subsequent 
movement, the consignor must take actual or constructive pos- 
session of the shipment at the first destination, either himself, 
or through an agent acting for him, thereby relieving the carrier 
of any further duty in connection with the inbound movement. 
In other words, the consignor must sever the in and out bound 
movements, or destroy the continuity of the movement from 
origin to final destination. 


Routing—Duty of Carrier Where Bill of Lading Instructions Do 
Not Specify Complete Routing 

West Virginia.—Question: Referring to your answer to 
“Michigan” on page 1348, Traffic World, issue of June 2, 1923, 
will you please advise your opinion as to whether the Belt 
Railroad of Chicago may legally be considered a third or inter- 
vening carrier between the C. M. & St. P. and B. & O. at 
Chicago? 

Answer: Under the opinions of the Commission in David- 
son Lumber Co. vs. Southern Railway Co., Unreported Opinion 
A-603; Carney vs. Director-General, 68 I. C. C, 199, and Midland 
Linseed Products Co. vs. Director-General, 77 I. C. C. 242, the 
Belt Railroad Company of Chicago, being a separately operated 
road, is to be considered a third and intervening carrier. 


Freight Charges—Liability of Consignor for—Section 7 of Bill 
of Lading 

Illinois —Question: We have read with particular interest 
your various answers to questions regarding collection from 
the consignor of freight charges which carriers failed to collect 
from the consignee. We believe it has been generally held 
that, upon failure to collect from the consignee, charges may 
be collected from the consignor as the party with whom the 
contract of carriage was made. 

In this connection would respectfully call your attention to 
section 7 of the Uniform Bill of Lading, as prescribed by the 
Interstate Commerce Commission, effective March 15, 1922, 
which specifically provides that the consignor shall be liable 
for freight and all other lawful charges except that if the 
consignor stipulates by signature in the space provided for that 
purpose on the face of the bill of lading, that the carriers shall 
not make delivery without requiring payment of such charges 
and the carrier, contrary to such stipulation, shall make de- 
livery without requiring such payment, the consignor shall not 
be liable for such charges. This section then goes on to state 
that nothing therein shall limit the right of the carrier to 
require at time of shipment the prepayment or guarantee of the 
charges. 

It therefore appears to the writer that this section contra- 
dicts itself and that the placing of the consignor’s signature 
in the space provided does not relieve the consignor from pay- 


Vol. XXXII, No. 11 


ment of charges as stipulated in the first part of section 7, ang 
your views regarding this matter will be appreciated. 

Answer: We see nothing contradictory in the provision of 
the bill of lading to which you refer. This provision reserves 
to the carrier its right at law to require the prepayment or 
guarantee of the freight charges, but provides in effect that, jf 
the carrier waives the prepayment or guarantee of the freight 
charges and the consignor stipulates in the space provided for 
on the face of the bill of lading that the carrier shall not 
make delivery of the shipment without requiring the payment 
of the charges, and the carrier, contrary to such stipulation, 
shall make delivery without requiring such payment, the cop. 
signor shall not be liable for such charges. 

See, in this connection, our answer to “Connecticut” op 
page 1072 of the May 13, 1922, Traffic World, under the cap. 
tion, “Freight Charges—Liability of Consignee (should be con. 
signor).” 

Freight Charges—Liability of Consignee for Demurrage Charges 
Accruing at Point of Origin 

Ohio.—Question: In February, this year, a car of lumber 
was loaded at station A on B Railroad consigned to station ¢ 
on D railroad via station E. The car was on arrival switched 
to our tracks on another railroad without being held, as we are 
on the credit list. Previous to arrival invoice was paid shipper 
because and on the strength of a straight clear original bill of 
lading. 

Due arrival notice was received in usual way by mail and 
freight bill carried $2 advance demurrage charge accruing at 
station A. To avoid trouble and after several demands, we paid 
the extra charges, but we contended that original bill of lading 
did not show extra charge of $2 was properly collectible at origi- 
nating point, as the agent had no authority to issue bill of 
lading and then create extra charges, and, furthermore, we are 
under the impression that agent at station A made no effort 
to collect from shipper. 

If the original bill of lading at loading point does not mean 
anything, how is the consignee going to protect his interests? 

What authority, if any, has agent at station A to bill this 
charge and at the same time issue a clear bill of lading? If 
our idea contravenes decisions, elucidate and quote authority 
for consignee’s liability for the apparent convenient clearance 
of station A account and his authority for issuing clear bill of 
lading. 

Answer: We do not locate decisions of the courts directly 
in point, but based upon the decisions in such cases as the 
W..& A. R. Co. vs. Underwood, 281 Fed. 891; Great Northern 
Ry. Co. vs. Hyder, 279 Fed. 783, and Davis vs. Timmonsville 
Oil Co., 285 Fed. 470, there does not appear to be much doubt 
but that a consignee can be held liable for demurrage charges 
accruing at point of origin. 

In the last referred to case the court, on page 472, said: 
“Demurrage charges are part and parcel of the transportation 
charges, and are covered by the same rules of law. They are 
a part of the tariff, and must be collected from the shipper or 
the consignee of the freight to the same extent as the charge 
for carriage, A penalty is imposed on the carrier for failure 
to collect (Union Pac. Ry. vs. Goodedge, 149 U. S. 690, the pur- 
pose of the law being, of course, to secure absolute equality 
between shippers. 


EXPRESS RATE CASE 


The Trafic World Washington Bureau 


The Commission has under consideration what it shall do in 
No. 13930, in the Matter of Express Rates of 1922, because, in its 
decision dated November 10, 1923, it directed the express com: 
panies to show cause, not later than March 1 of this year, why 
it should not make an order requiring the express companies to 
put into effect the class rates suggested in that report. The rail- 
road companies, in an informal conference held January 29, in 
which the express companies, the railroads, the Commission, and 
the state commissions were represented, presented revised fig 
ures prepared by L. E. Wettling intended to show that the cost 
study presented by him was sufficient to show that the express 
rates could not be reduced without great damage to the railroads. 
In the conference of January 29 the examiner, who had col 
ducted the case, expressed the belief that under the citation to 
show cause, the carriers might present directly to the Commis- 
sion their reasons for requesting reconsideration of the ra 
mission’s opinion of the cost study made by the railroads, wh ib 
the Commission had rejected. In their later brief on the ed 
ject the carriers said that as the matter stood the Comm nd 
had declined to accept the cost study of the railroads, but r 
not given any indication as to what revision of such study ee rl 
be acceptable, nor what formulae, bases or methods it wou 
approve for the determination of the express service cost. ale 

Counsel for the railroads said the only complete cost stu rd 
of record in the case were those made by Mr. Wettling, for -* 
railroads, and by U. G. Powell, for the western state commission 
On an “adjusted basis” the Wettling exhibits, they said, show! to 
a shortage of express revenue—that is, the revenue accruing 
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INDUSTRIAL BRANCH 


FREIGHT TRAFFIC DEPARTMENT 


LOCATIONS FOR NEW INDUSTRIES. 
EMPTY FACTORIES AVAILABLE. 
ELECTRIC POWER RATES. 
WAREHOUSE SITES WITH SIDINGS. 
P LABOR COSTS, Etc. 
FREIGHT RATES. 
BUSINESS AND INDUSTRIAL 
OPPORTUNITIES PAMPHLETS 
(Western Lines) 






MANUFACTURERS, WHOLESALERS and others who are 
thinking of opening branch factories in Canada to take care 
of CANADIAN and EXPORT business should apply to this 
Department for all information in connection with above. 





EASTERN LINES 
G. W. CURTIS, 
Industrial Commissioner, 

Windsor Station, Montreal. 


W. L. BURNIE, 
Industrial Agent, 
C.P.R. Bldg., Toronto 


WESTERN LINES 
JOHN F. SWEETING, 
Industrial Agent, 
C.P.R. Station, Winnipeg. 


E. J. SEMMENS, 
Travelling Industrial Agent, 
C.P.R. Station, Vancouver. 










Ship by Water 


“DIFFERENTIAL RATES” via 


WILLIAMS LINE 


Los Angeles Harbor, San Francisco 
Seattle, Tacoma and Bellingham 


Baltimore, Norfolk, Philadelphia 


and New York 
FORTNIGHTLY SAILINGS 
Thru bills of lading issued to other Pacific 
Coast Ports, Hawaii and the Far East 
For rates, dates of sailing and other information apply to 
WILLIAMS STEAMSHIP CO., Inc. 


Moore and Water Streets, New York Telephone Bowling Green 7394 


Baltimere, M delphia, Pa. Pitts P Chicago, Ill. 
39 South oa hy oo Bldg. Oliver Fg 333 S. Dearborn St. 


And at our Branch Offices at ports of call, etc. 
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ROUTE YOUR CARGO VIA 


Mobile=Gulfport=Pensacola 
SHORT LINE EXPORT OUTLET 


From Mississippi Valley and Ohio Valley Points 


Liner Service: Liverpool, Manchester, Glasgow, 
Belfast, Dublin and Bristol.Channel Ports, 
Hamburg and Bremen 


We Solicit General Cargo 


BREMEN AND HAMBURG 


U.S.S.B. S.S. MAIDEN CREEK.... { Loading at Mobile and Pensa- 
or Substitute cola about middle April 


LIVERPOOL 
U.8.8.B. 8.8. ANTINOUS.......... 
A-1 STEAMER 



















Due Mobile early April 
Due Mobile late April 


Soe ee wer eeeeereeeses 


LONDON 
U.S.S.B. 8.8. BRADDOCK......... Due Mobile early April 
A-1 STEAMER Due Mobile late April 
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Waterman Steamship Corporation 
“Operating United States Government Ships’’ 
MOBILE, ALABAMA 


Our Service Backed by 18 Years’ Experience 


NAWSCO LINES 


RE INTERCOASTAL 


PORTLAND, ME. 
PHILADELPHIA BOSTON 


LOS ANGELES 
SAN DIEGO 

SAN FRANCISCO 
OAKLAND. 


FREIGHT 
SERVICE 


PORTLAND 
ASTORIA 
SEATTLE 
TACOMA 


VANCOUVER 
Sailings Every Ten Days 


NORTH ATLANTIC AND WESTERN S. S. CO. 


Owners and Operators, U. S. Government Ships 
BOSTON: 111 Summer St. 

NEW YORK: 11 Meere St. BALTIMORE: American Bidg. 
PHILADELPHIA: 136 Se. 4th St. PITTSBURGH: 601 Bessemer Bldg. 
PORTLAND: 36 Exchange St. 

CHICAGO Representative: R. W. Proudfoot, Harris Trust Building 


THE ROBERT DOLLAR COMPANY 
Pacific Coast Ports 
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the railroads—of $56,969,662. That of Mr. Powell showed a 
shortage of revenue for the railroads from the express business 
of $27,393,593. The railroads contended that no cost study was 
presented by any one indicating a profit to the railroads upon 
their investment for express traffic. 

They asserted that the adjustment proposed by the Commis- 
sion would substantially lower the revenue derived by them from 
the express business, which, of course, they contended, when 
they made the move that caused the Commission to institute the 
case, were inadequate. They said it was their endeavor, at the 
conference of January 29, to satisfy the representatives of the 
Commission and of the state commissions with respect to the 
objections that were raised to the acceptance of the carriers’ 
cost study. Failing in that, they said the carriers were justly en- 
titled to a new test and remeasurements of space based upon 
formulae and methods that had been previously approved by the 
Commission, before a general readjustment of express rates was 
made effective. They indicated opposition to a new test in view 
of the heavy expense and delay and hoped the Commission might 
be induced to accept the original cost study as being sub- 
stantially representative of the results to the carriers from 
express traffic in 1922, particularly in view of the Commission’s 
decision in the original Mail Pay Case and the later New Eng- 
land Mail Pay Case. 

However, the carriers hope they have made it clear they 
- have no objection to remeasurements of space and cost ascer- 
tainment based upon a selected test period representing normal 
conditions, provided the usual course is followed, that of de- 
ferring rate disturbances until the cost study is completed. But 
they said they believed the delay and expense incident to such a 
new test could well be avoided by the acceptance on the Com- 
mission’s part of the Wettling cost study based upon available 
data. 

The Commission’s declination to make an order in respect of 
class rates was founded upon its conclusion that, inasmuch as 
the bulk of express business is done in packages weighing less 
than 100 pounds, the class rate data were not exactly in point. 
The fifty pound package, for instance, would not move at one- 
half the rate of the package weighing twice as much. 

In their briefs in response to show cause why an order should 
not be made in accordance with the decision, the railroads and 
the express companies said the matter was of great importance 
and asked for oral argument in support of their representations 
against the issuance of an order in accordance with the decision. 
The railroads also desire reconsideration of the order requiring 
the reduction of 10.7 per cent in commodity rates applicable on 
articles of food and that the effective date of any order respect- 
ing them shall not be set until the matter of the class rates has 
been considered and disposed of. 

The Southeastern Express Company, in its response to the 
citation to show cause, asked that the existing rates be not 
disturbed. 


CARRIERS RENEW MOTION 
The Trafic World Washington Bureau 


Undismayed by the fact that a former motion for postpone- 
ment has been denied, the carriers defendant in No. 14323, Cities 
of Marshall and Jefferson, Tex., have filed what they bluntly 
label a second motion to suspend the effective date of the Com- 
mission’s order of December 8, 1923. The first motion for 
postponement was denied February 5. 


Immediately thereafter the traffic men of the railroads in- 
volved held a meeting in St. Louis, the petition for postponement 
said, to consider how they could give effect to the Commission’s 
order prescribing rates to the Texas cities that made the com- 
plaint. 


“But as a result of such efforts to give effect thereto, said 
the lawyers, it has become more and more manifest that rates 
published in accordance therewith will give rise to many and 
various difficulties and incongruities obviously not within the 
contemplation of the Commission when the order of December 
8 was entered. 


“As an outcome of the revelations forced upon the carriers 
as to the serious effect upon their revenues that will result 
from the extension into the territory west of the Kansas City 
Southern, of the schedules of rates prescribed by the Commis- 
sion in Memphis-Southwestern Investigation, docket No, 9702, 
for application on that line and in the territory to the east 
thereof, as has been recommended recently by the Commission’s 
examiners in this and a number of other pending complaints, 
the southwestern carriers, under date of February 1, 1924, pre- 
pared and forwarded to the Commission in connection with 
No. 9702, a motion praying that the Commission vacate its 
order of December 24, 1923, directing, among other things, that 
the rates on at least ten additional commodities be established 
and put into force, not later than April 25, 1924, or, in the alter- 
native, that said order be postponed indefinitely. And now, in 
aid of and supplementary to the motion filed in No. 9702, 
defendants herein again respectfully pray that the Commission 
reconsider its aforesaid order of December 8, 1923, and by 
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reason of the matters therein set out in the motion, and on 
account of the maladjustment of rates which will ensue from 
the observance of said order, suspend the effective date of such 
order pending the outcome of the extensive and thoroughgoing 
investigation now being conducted with reference to practically 
all rates in the southwestern territory in the case of Corporation 
Commission of Oklahoma vs, Aberdeen & Rockfish et al., docket 
No. 13535, and other cases consolidated or assigned for hearing 
therewith.” 

The petition pointed out that compliance with the Com. 
mission’s order in the leading case would not only result in 
great loss of revenue, the breaking down of the common point 
adjustment, but also in positive fourth section violations, as 
between Marshall and Jefferson. In addition, F. A. Leland 
pointed out that the part of the order relating to sugar from 
New Orleans to Marshall and Jefferson, if complied with, would 
emphasize the confusion that would be caused by the part of the 
order relating to class rates. 


HOG TARIFF INTERPRETATION 


The Trafic World Washington Den 

In the arguments on No. 12385, North Packing & Provision 
Co. et al. vs. Director-General, New Haven et al., and No. 13485 
North Packing & Provision Co. et al. vs. Boston & Albany et al. 
March 6, referred to in connection with arguments on Boston 
switching reparation in the Traffic World of March 8, the pri- 
mary question was as to the proper tariff to apply on hogs, con- 
centrated at Iowa points, put into double-deck cars at the concen- 
tration points and forwarded to Boston. The complainants con- 
tended that there should have been only one increase. Edgar J. 
Rich speaking for them, while R. H. Widdicome, speaking for the 
corporate carriers, and T. M. Woodward, for the Director-Gen- 
eral, contended that the transit tariffs alone applied and that the 
transit tariffs named the basis upon which the through rates 
should be constructed. They said there was no Sligo or any 
other combination rule question involved in the case at all be 
cause the transit tariffs showed that the combinations were to be 
applied and they only. 

Mr. Woodward said the Director-General was poorly advised 
when he suggested compromise, the offer of compromise being 
based on the theory that there was a question of tariff inter- 
pretation. Mr. Widdicome, for the corporate carriers, emphasized 
the applicability of the transit tariffs, and suggested that the 
complainants would not be entitled to reparation because they 
did not pay the charges. 

In behalf of the complainants, Mr. Rich contended that the 
eastern receivers of the hogs were empowered and under obili- 
gation to look after the freight charges phase of the matter 
for the western shippers; that they had made claim and that 
after the claim was made, the farmers who had shipped spe 
cifically approved what they had done. In law, he said that that 
was just the same as if the approval had been made before the 
claim was made. He said that if and when there was doubt 
about the tariffs, they were to be interpreted so as to give the 
shipper the lowest rate. 


OPERATING STATISTICS 


Net ton-miles of class I roads, exclusive of switching and 
terminal companies, aggregated 33,419,000,000 in December, as 
against 36,271,000,000 in December, 1922, and 457,590,000,000 in 
the twelve months ended with December, as against 375,952,000, 
000 in the same period of 1922, according to statistics prepared 
by the bureau of statistics of the Commission from reports 
representing 176 roads. 


Loaded car-miles totaled 1,228,735,000 in December, as 
against 1,267,880,000 in December, 1922, and 16,424,240,000 in the 
twelve months ended with December, as against 13,987,875,000 in 
the same period of 1922. 


Empty car-miles totaled 740,417,000 in December, as against 
651,167,000 in December, 1922, and 8,568,865,000 in the twelve 
months ended with December, as against 6,836,416,000 in the 
same period of 1922. 

The per cent of car-miles loaded in December was 62.4, as 
against 66.1 in December, 1922, and 65.7 in the twelve months 
ended with December, as against 67.2 in the same period of 1922. 

The per cent of car-miles loaded east in December was 60, 
as against 60.1 in December, 1922, and 59.5 in the twelve months 
ended with December, as against 59.7 in the same period of 1922. 

Freight cars owned in 1923 totaled 2,314,389, as against 
2,308,315 in 1922. 

The per cent unserviceable of total locomotives averaged 
21.6 in 1923, as against 25.5 in 1922. 

The per cent unserviceable of total cars on line averaged 
8 in 1923, as against 12.8 in 1922. 
= apne per car-day averaged 27.8 in 1923, as against 23.5 
in E 

Net ton-miles per car-day averaged 509 in 1923, as against 
424 in 1922. 
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New York-Baltimore-Norfolk- 
Pacific Coast Ports 


VIA PANAMA CANAL 
PASSENGER AND FREIGHT SERVICE 
WESTBOUND SAILINGS 

Baltimore NewYork Norfolk 
SANTA ROSA ....... Mar. 15 Mar. 20 Mar. 22 
SANTA CLARA ...... Mar. 24 Mar. 27 Mar. 29 


THEREAFTER EVERY WEEK 


EASTBOUND SAILINGS 
San Francisco Los Angeles 


*COLOMBIA....... Mar. 25 Mar. 27 
SANTA MALTA .... Mar. 29 Mar. 31 


THEREAFTER EVERY WEEK 
*Calling at Manzanillo, San Jose de Guatemala, La Libertad, 


Corinto, Canal Zone, yon. (Eastbound), Baltimore (East- 
teusdl. Norfolk and New York. 


FARES, to Los Angeles or San Francisco, FIRST CLASS, $250 and up 
PANAMA SERVICE 
Between San Francisco, Los Angeles, Mexico, Central America and Canal Zone 
S.S. SAN JUAN sails from San Francisco April 26 


and sailings about every 22 days thereafter 


PACIFIC MAIL S. S. COMPANY 


10 Hanover Square, New York 508 California St., San Francisco 
605 Central Bidg., Los ay See Calif. 



























HERE IS 
Real Traffic Service 


1. A staff of practical and legal traffic experts at 
your call for consultation on any matter that 
may bob up in your office at any time, 


2. A running report of progress in any matter 
before any government body in which you may 
be interested. This includes formal and informal 
complaints before the Interstate Commerce 
Commission, matters before the Federal Trade 
Commission, bills in Congress and _ similar 
matters. 


8. A careful watch kept and a report made on any 
development in any specific rate in which you 
are apprehensive that a change may be 
attempted. 


4. A place where you may obtain without charge 
single copies of any document issued by any gov- 
ernment department. This includes reports and 
tentative reports of the Interstate Commerce 
Commission and similar documents. 











5. An office in the city of Washington where you 
will be furnished with facilities for transacting 
your business whenever you happen to be there. 


NO, THIS SERVICE 


IS NOT EXPENSIVE (GPammese Ee 
SULE L inky 


DIRECT FREIGHT SERVICE 


Via Panama Canal 


REGULAR SAILINGS 


between 


NEW ORLEANS— MOBILE 
GALVESTON — HOUSTON 


Los Angeles Harbor, San Francisco, Portland, 
Tacoma, Seattle and other Pacific Coast Ports. 


EF loin Somat from Gulf Ports to Hawaii, Australia, New 

Dutch Indies, for Transhipment at San Francisce. 

Threugh bills of la from Pacific Coast Perts te Mexico, Cuba, Porte 
en Ged tellin teil bach hot bode Boe 












Seattl H Building Norfolk Southgate Fwd. & tO. 
le............... Hoge Building Norfolk..... ate 

Baltimore....... Equita! nals B Building Cleveland...... 630 Engineers Bidg. 
Pittsburgh. 410 State Theatre Bldg. Chicago........ 142 So. Clark Street 








As a matter of fact it is 
part of every subscrip- 
tion for the 


- TRARRCWORI] 


TRAFFIC BULLETIN = 



















which is, in itself the most com- 
plete and prompt traffic news 
service available. 










Let us send you a series of sam- 
ples and detailed information. ; 
Rates quoted, bookings 7 * cee furnished upon 


THE STEELE STEAMSHIP LINE, Incorporated 
GENERAL GULF AGENTS 
424 Whitney Central Building, New Orleans, La. 


Steele Bldg. SWAYNE & HOYT, Inc. 15 Moore St. 
Galveston, Texas 430 Sansome St. New York City 
San Francisco, Cal. 









The Traffic Service Corporation 
418 So. Market St., Chicago, Ill. 
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Net tons per loaded car averaged 27.9 in 1923, as against 
26.9 in 1922. 

Net tons of coal consumed in freight road service totaled 
90,033,455 in 1923, as against 75,694,179 in 1922. These figures 
include the equivalent coal tonnage for fuel oil consumed. 

Net tons of coal consumed in passenger road service totaled 
32,226,048 in 1923, as against 30,430,460 in 1922. These figures 
include the equivalent coal tonnage for fuel oil consumed. 


REIMBURSEMENT OF DEFICIT 


The Commission has certified to the Secretary of the Treas- 
ury that $3,986.29 is due the Texas South-Eastern under Sec- 
tion 204 of the transportation act. 


LOCATION OF CARS 

The per cent of home cars on home roads (Class I) as of 
February 1 was 62.3, according to the semi-monthly bulletin 
of the car service division of the American Railway Association. 
By classes of equipment the percentages were as follows: Box, 
53.6; refrigerator, 66.2; coal and coke, 67.3; stock, 74.8; flat, 
74.8; others, 95.9. By districts the percentages for all classes 
of equipment were as follows: Bastern, 50.9; Allegheny, 71.5; 
Pocahontas, 57; Southern, 60.1; Western, 66.7. 

The semi-monthly bulletin of percentages of freight cars 
on line to ownership, Class I roads, as of February 1, showed 
the following: Eastern district, 96.6 as against 106.9 a year 
ago; Allegheny district, 105.5 as against 99.7 a year ago; Poca- 
hontas district, 76.6 as against 79.9 a year ago; Southern district, 
97.2 as against 101 a year ago; Western district, 98.4 as against 
94.4 a year ago; all districts, 98.2 as against 98.9 a year ago; 
Canadian roads, 90.7 as against 87.5 a year ago; National Rail- 
ways of Mexico not reporting. 


NEW YORK JOINT CONFERENCE 


In response to suggestions by Secretary of Commerce Her- 
bert Hoover, representatives of the Associated Industries of 
New York State and of the New York railroads, who first met 
in October, 1923, have met a number of times since then and 
have formed a Joint Conference Committee for the promotion 
of an understanding of the needs of shippers and carriers. 

The first work of the Joint Conference Committee has been 
to compile and issue a circular entitled, “Rules for Shippers.” 
This is to be followed shortly by a similar issue of “Rules 
for Railroads.” 

The first circular has to do primarily with LCL freight. 
It contains eleven rules, relating to packing, loading, stamping 
and routing, and instructions for the presenting of claims. It 
suggests economies of time and tonnage by urging the shipper 
to analyze his out-bound business, and by asking that that fewer 
tracers be filed, a quicker release of inbound cars, and a more 
rapid removal from inbound houses. 





Digest of New Complaints 


No. 15526. San Diego Chamber of Commerce, San Diego, Cal., vs. Ala- 
bama & Vicksburg et al. This complaint was abstracted in The 
Traffic World of January 26, p. 256. In addition to allegations 
there set forth complainant alleges that defendants either jointly 
or severally exact and collect for the transportation of property 
between points in the states of California and Oregon, representa- 
tive of which are Oceanside, Escondido, Fallbrook, Santa Ana, Red- 
ondo Beach, Los Angeles, Pasadena, San Bernardino, Riverside, 
Corona, Temecula, Bakersfield, Stockton, San Francisco, Santa 
Barbara, San Jose, Marysville and Weed, California, Klamath 
Falls and Kirk, Oregon, and points in other states of the United 
States shown in east bound Trans-Continental Freight Bureau 
Tariff 3-P (I. C. C. 1108 of R. H. Countiss, agent) and west bound 
Trans-Continental Freight Bureau Tariff 1-V (I. C. C. A-90, 1333 
and 1114 of W. S. Curlett, B. T. Jones and R. H. Countiss, agents, 
respectively) as taking Group A to M (incl.) rates, which rates 
named in aforesaid tariffs are made applicable via certain speci- 
filed gateways and junction points only. 


Des Moines, 


No. 15649 (Sub 1).—Des Moines Sawmill Company, Inc., 
I as agent and Chicago & North 


owa, vs. Director General, 
Western. 

Unjust, unreasonable, discriminatory and prejudicial rates on 
shipments of walnut logs, from various stations in Iowa to Des 
Moines. Asks for reparation. 


No. 15667. Alabama Chemical Co., Ala., Vs. 
Traction, Inc., et al. 
Unjust and unreasonable rates on tankage from Chemical, II1., 
to Montgomery, Ala. Asks cease and desist order, just and rea- 
sonable rates, and reparation. 


No. 15668. Omaha Cold Storage Co. et al., Omaha, Neb., vs. Chicago 
& North Western et al. 
Unjust and unreasonable rates on two carloads of dressed tur- 
keys, loose, packed in straw, from Lander and Wheatland, Wyo., 
to Omaha, Neb. Asks reparation. 


Montgomery, Illinois 


No, 15669. Chattanooga Bottle & Glass Mfg. Co., Alton Park, Tenn., 
vs. Southern Railway et al. 
Unjust and unreasonable rates on tank blocks from Tallapoosa, 
Ga., to Chattanooga and Alton Park, Tenn. Asks cease and de- 
sist order, rates not in excess of those contemporaneously main- 
tained on fire brick between same points, and reparation. 
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15670. Houston Packing Co., Houston, Tex., vs. Santa Fe et aj. 
Unjust, unreasonable and discriminatory rates on_ beef, cattle 
and hogs from Kansas City and St. Joseph, Mo., to Houston, Tex, 


Asks cease and desist order, just and reasonable rates, and 
reparation. 


15671. E. Kaner, —-—; business as Wisconsin Iron & Metal Co,, 
Superior, Wis., vs. C. St. P. M. & O. et al. 

Unjust, unreasonable, discriminatory and prejudicial rates on 
scrap iron from Superior, Wis., to Steelton, Minn. Sks cease 
and desist order, just and reasonable rates, and reparation. 


15672. St. Louis Coke & Iron Co., Granite City, IIll., vs. Alton ¢ 
Southern et al. 

_ Unjust and unreasonable rates on bituminous coal from points 
in Kentucky to Granite City and other points in the East $¢t, 
Louis, Ill., switching district. Asks cease and desist order, just 
and reasonable rates. and reparation. 


~~ U. S. Button Co., Muscatine, Ia., vs. The Illinois Centra] 
e ’ 

Unjust, unreasonable, excessive, discriminatory and preferential 
rates on shell from McConnell, Ill., to Muscatine, Ia., in so far 
as they are in excess of those charged from Kankakee, Freeport 
and Rockford, Ill., and Beloit, Wis. Asks cease and desist order, 
just and reasonable rates, and reparation. 


15674. Nash Hardware Co., Fort Worth, Texas, vs. Chicago, Rock 
Island & Gulf et al. 

Unjust and unreasonable, discriminatory and prejudicial rates 
and charges on sheet iron, plain or corrugated, black, painted or 
galvanized roofing, and sheet iron or steel, from East St. Louis 
and St. Louis to Fort Worth, Texas, because in excess of the 
rates to Houston, Texas. Asks cease and desist order, just and 
reasonable rates, and reparation. 


. 15675. Newport News ? ee and Dry Dock Co., Newport 
. et 


News, Va., vs. L. & N. \ 

Unjust and unreasonable rates on fuel oil from Pryse, Ky., 
to Newport News, Va. Asks cease and desist order, just and rea- 
sonable rates, arid reparation. 


. 15676. Washington Publishers’ Association et al., Washington, D. 


C., vs. Algoma Central and Hudson Bay et al. 

Unjust, unreasonable, discriminatory and prejudicial rates on 
carload and less-than-carload shipments of paper winding cores, 
iron or steel or compressed paper or pulp, with or without metal 
ends, bare or wound with a residue of damaged paper, returned 
from Washington, Baltimore, Macon, Louisville, Detroit, Char- 
lotte, Columbus, Chester, Harrisburg, Columbia, Nashville and 
other points to points in Maine, New Hampshire, Vermont, New 
York and Quebec. Asks cease and desist order, just and rea- 
sonable rates and reparation. 


15677. Los Angeles Soap Co., Los Angeles, Cal., vs. Pacific Elec- 
tric et al. 

Unjust, unreasonable, discriminatory, preferential or prejudicial 
rates on soya bean oil and cocoanut oil between Wilmington, Cal., 
and Los Angeles, Cal. Asks cease and desist order, just and rea- 
sonable rates and reparation. 


. 15678. Harry J. Lewis Co. et al., Kalamazoo, Mich., vs. L. & N. 


et al. ; 

Unjust, unreasonable, discriminatory and prejudicial rates, in 
violation of the fourth section, on strawberries from points in 
Kentucky and Tennessee to Kalamazoo, Mich. Asks cease and 
desist order, and establishment of same rates to Battle Creek 
and Kalamazoo as are now in effect to Detroit and Grand Rapids, 
and that the rates to Sturgis, Mich., be on the level with through 
rates to South Bend., and reparation. 


. 15679. Mercantile Trading Corp., Chicago, Ill., vs. Gulf, Colo- 


rado & Santa Fe et al. ' 

Unjust and unreasonable trackage and switching charges on 
carload shipments of wheat and other grains at Galveston. Asks 
reparation. 


15680. Monongahela Valley Association, Clarksburg, W. Va., VS. 
A. ©. @& ¥. Gt al. ; 

Unjust, unreasonable, discriminatory, prejudicial and preferential 
rates on goods, wares and merchandise between points in the 
Upper Monongahela Valley of West Virginia and C. F. A. terri- 
tory. Asks cease and desist order, just, reasonable, non-dis- 
criminatory and non-preferential rates. 


. 15681. The Armstrong Mfg. Co., Huntington, W. Va., vs. Aberdeen 


&_Rockfish et al. : 

Unjust, unreasonable, discriminatory and 2 ty rates on 
electric cooking, stoves from Huntington, Va., to points in 
all parts of the United States. Asks cease and desist order, just 
and reasonable rates and reparation. 


. 15682. Missouri-Kansas-Texas Railroad. Company vs. Kansas City 


Terminal Railway. , 5 

Asks for the Commission’s investigation, under paragraph 1 
of Section 1, of the controversy between the petitioner and = 
spondent respecting the use of the terminal property of pe 
respondent from which the defendant threatens to eject “ 
petitioner on account of inability to agree upon terms of tenancy. 
Asks for an order preserving the existing status an* @ determina- 
tion of the issues between the parties. 


. 15683. Kansas, Oklahoma & Gulf et al. vs. Missouri Pacific, et al. 


Alleges unjust discrimination by reason of the differential ee 
and route arrangement maintained by defendants in favor 0 dit. 
Kansas City, Mexico & Orient system. Asks either that the that 
ferential adjustment in favor of the Orient be abolished or 
it be extended to them. 


You may either write or wire our Washington office 
for information concerning matters in any department 


of 


the government there, if you are a subscriber to 


THE DAILY TRAFFIC WORLD. 
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AN ABSTRAC 


of Every New Freight 
and Express Tariff 
and of 
Every Supplement 
Filed With 





The Interstate Commerce 
Commission 


by carriers, subject to 
the act to regulate 
commerce, is printed in 


The TRAFFIC BULLETIN 


and, except in the case 
of short notice tariffs, 
it is printed 


At Least Twenty Days 


before the effective date 


The same plan is followed with 
Boat Line Tariffs filed with 


THE SHIPPING BOARD 


You can deal in futures on Freight 
and Express Rates by means of 
The Traffic Bulletin and with no 
chance to lose. 


Samples and complete information free 


The Traffic Service Corp’n 


418 South Market Street, CHICAGO, nk. 
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Handsome Cloth Binding, 
8x11 in., with gold im- 
print. Thirty-two large, 
complete maps. 


4 
5 Rad 
3 


Announcing— 
The New 10th Edition 


The Atlas of Traffic Maps 


by the Traffic Consulting Staff of LaSalle 
Extension University, Assisted by Charles 
E. Wymond, Official Cartographer of the 
Central Freight Association. 


OU will find, in this remarkable new edition of a 

famous book, a vast store of information on traffic 
problems of every conceivable description—right at 
your finger-tips! 


The thirty-two finely prepared maps are in reality far 
more than maps—they are simplifiers of actual traffic 
problems. Each one is accompanied by careful ex- 
planation and text material, which with the complete 
index produces not only the best Atlas, but the best 
reference manual available. There are three groups of 
maps—General, Territorial, and Railroad—which por- 
tray accurately not only railroad classification and rate 
structure groupings, but also rail, ocean and inland 
waterway, and motor highway routes; express and 
parcels- post zones; and industrial regions. Those who 
have occasional need for traffic information will find 
the book invaluable; the traffic expert will find it 
an absolute necessity. 


The Only Book of Its Kind 


The material included in THE ATLAS OF TRAFFIC 
MAPS does not appear anywhere else under one cover. 
Data that would ordinarily take you hours to find may 
now be obtained almost at a glance! 





















Sent On Approval 


Send for this splendid book! Examine it at your 
leisure—use it for five days. Then, if you decide that it 
does not do what we, say, send it back and we will 
refund your money. 


Don’t delay! Send in the coupon with your check or 
money order for $4.50—NOW! 


CLIP AND MAIL 


LA SALLE UNIVERSITY PRESS, 
4046 S. Michigan Ave., CHICAGO, ILL. 


I inclose $4.50, for which please send me, post paid, 
THE ATLAS OF TRAFFIC MAPS. If I do not like 
it, I understand that I may return it and get my 
money back. 


eoeeeree eee eee eee eereseeeeeeeeeeeeeeeeseeeeeeee 


I 56 ks: oe REE vis Fanta chido ie DOr lbaly + aniceaiewael 
CiCheck here for Catalog of LaSalle Books 
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Docket of the Commission 





Note. items In the Docket marked with an asterisk (*) are new, 


having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show thé change In 
this Docket will be noted elsewhere. 


March 17—Kansas City, Mo.—Examiner Gault: 

* |. and S. No. 2060—Absorption of switching charges at Kansas City, 
Mo.-Kans. 

“eo 17—Ironton, Ohio—Examiner Seal: 

* |. and S. No, ement, Ironton and Superior, Ohio, to C. & O. 
RY. points. 

March 17—Indianapolis, Ind.—Examiner Cheseldine: 


1. and S. No. 201 isal om Gulf ports stored in transit at Indian- 
ai for reshipment. (2.) 


EK. T. Slider vs. B. & O. R. R. et al. 
March 17—Philadelphia, Pa.—Examiner Carter: 
15494—The Viscose Company vs. P. R. R.. et al. 
March 17—Phoenix, Ariz.—Examiner Kephart: 
are ene Corporation Commission vs. Arizona Eastern R. R. 


15505—Arizona Lumber & Timber Company et al. vs. Arizona East- 
ern R. R. et al. 
March: $7<Pentiant Ore.—Examiner Kephart: 
15475—Alaska Junk Company vs. S. P. 


& 8S. Ry. 
15534 (and Sub, Nos, 1 to 8 — b—Sesthers ‘Grain & Warehouse 
pany vs. O. 8S. L. R. R. et al 


Com ° 
March 17 pad 18—Argument at Washington, D + 
13839—The Commercial Club of Fargo, N. D., A. & W. ~~ - al. 
eS ee of Commerce, Jamestown, * gy D., et al. Big 
rk & International Falls Ry. et al. 
Moet 17—Washington, D. C.—Examiner Kelley: 


Val. Dkt. No. 77—In re eo valuation of the Wood River 
ey Railroad Compa: 


Val. Dkt. No. ao re “teatative valuation of the Union Freight 
Raiiresa Compan 

ie B Dkt. No. 183—-in re tentative valuation of the Rhode Island 
et al. 

March 17—Jackson, Miss.—Examiner Worthington. 

15457—Jackson Traffic Bureau for Goeber’s Great “8” Milling Co. 
vs. Ill. Cent. R. R. Co. 

March 18—Washington, D. C.—Examiner Davis: 

* Finance, No. 3459. In the matter of the application of the St. Louis 
Southwestern Ry. Co. of Texas and the Stephenville North & 
South Texas Ry. Co. for authority for said two lines to extend 
the term of the existing lease from the Stephenville North & 
South Texas Ry. Co. to the St. L. S. - Ry. Co. of Texas of 
its railroad and other railway properties and appurtenances. 

March wg gy Miss.—Examiner Worthington: 

* 1. and S&. 2044—Cancellation transit privileges on lumber at 
Meridian, Miss. ° 

March yg Ariz.—Examiner Kephart: 

1. and S. No, 2038—Live stock in Arizona, New Mexico and Texas. 

March bw eg ag Ill.—Examiner Griffin: 

. and 2043—-Sand and gravel, Wisconsin to Chicago, Ill., 
and a. F.., ‘points. 

March 19—Washington, D. C.—Commissioner Campbell and Exam- 
iner Keeler: 


14785—In the matter of charges for passengers traveling in sleeping 
and parlor cars. 


11567—Order of United Commercial Travellers of America. vs. Pull- 
man Company. 
March 19—New York, N. Y.—Examiner Carter: 
' 14186—Stailey Lumber Company, Inc., vs. P. R. R. 


puewaae of 
Fourth Section Applications 972 and. 703, filed by A. B. & A. Ry. 
and A, C, L. R. R., respectively, concerning rates on lumber ‘trom 


Florida and Georgia points to —, N. J., ete. 
15478—Somerville Iron Works vs. C. R. R. of N. J. 
March ag ago Ky.—Examiner Seal: 

i. and &. No. 1563—Live stock, to from and between points in the 
southeast. (Further hearing on question of whether single line 
or joint line scales should be applied between points on lines under 
a single management and control.) 

March 19—Argument at Washington, D. C.: 

, ass (and Sub. No. 1)—Duluth Boiler Works vs. Santa Fe et al. 

15048—Consolidated Products Company vs. C. B. & Q. R. R. 
seca 19—Indianapolis, Ind.—Examiner Cheseldine: 
15559—Western Indiana Gravel Company vs. N. Y. C. & St. L, et al. 


March 19—Kansas City, Mo.—Examiner Gault: 


15585—Miller Petroleum Company et al. vs. Ahnapee & Western 
Ry. et al. 


saat 19—Jackson, Miss.—Commissioner McNanamy and Examiner 
ver: 
13569—Southeastern Sugar Investigation. 
a of Commerce, Pua Ala. et al vs. Direc- 
tor General, N. R. al, 
10622—Mobile eR of x 8 & Business League et al. 
vs. Director General, L. & N. R. R. 
11682—Chamber of Commerce, Selma, Ala., et al. vs. Director 
General, L. & N. R. R. et a 
11714—Hannah Distributing Coaipany et al. va, Ill, Cent. R. R., 
Director General, et al. 
' be ae Traffic Bureau et al. vs. Director General, A. & V 


t al, 
\ 44391-"The American Sugar Refining Co. et al. vs. L. & N. et al. 
16397—-Savannah Sugar Refining Corp. vs. A. & R. R. R. et al. 
14480—Greenwood Chamber of Commerce et al. vs. L. & N. R. R. 


et al, 
' 15523—W. G. Baker vs. L. & N. R. R. et al. 

Portions of fourth section application No. 10992, filed by 
Florida East Coast Ry. and numerous other carriers, relating 
to rates on sugar, from New Orleans and other producing ints 
in Louisiana, and from Savannah, Boston, New York, 
delphia, Baltimore, and other ints on Atlantic seaboard te pe 
Tenn., Miss., Ala.. Ga., Fia., C., 8. C..and etc. 

ite wi, gon Ci ae Bureau for P. P. Williams & Co. et al. vs. 
y. e 


March eae on, D. C.—Before Division 4 of the Commission: 


Finance No. eeen. of Section 15a of the Interstate 
Commerce ‘ket to Electric Railways. 
More. 19—Jackson, Miss.—Commissioner McNanamy and Examiner 
iver: 
15596—(and Sub. No. 1)—Buckley Brothers vs. A. & V. Ry. et al, 
March 20—Washington, D. C.—Examiner Boles: 
* Finance No. 3133—In the matter of the application of the Kansas Cit: 
Southern Railway Company for authority to acquire control of 


the Kansas & Missouri Ry. & Terminal Co., by purchase of its 
capital stock. 


* Finance No. 3139—In the matter of the application of the Kansas 
City, Kaw Valley & Western Ry. Co. for authority to acquire con- 
trol of the Kansas & Missouri Ry. & Terminal Co., by purchase 
of its capital stock. 

March 20—New Orleans, La.—Examiner Worthington: 

* |. and S. No. otton and cotton linters, Southwest via Rail ang 
Water to Eastern points. 

March 20—Galveston, Texas—Examiner Disque: 

Fourth Section Application No. 12442 et al. filed by ent F. A. 
Leland, concerning rates on roofing material from St. uis, Mo., 
etc., to Beaumont-Galveston-Houston-Orange groups, etc. 

March 20—New York, N. Y.—Examiner Carus; 

15406—Hudson Oil Company, Inc., vs. B. & O. R. R. et al. 

March 20—Mitchell, S. D.—Examiner Flynn 

i. and S. No, 2025—Egge cases and "ensulers from Iowa to South 
Dakota, 
March 20—Indianapolts, Ind.—Examiner Cheseldine: 
ee ae Marion Glass Dish Company vs. P. R. R. et al. 

March 20—Argument at Washington, D. C.: 

14390 —Publie Utilities Commission of Kansas vs. A. T. & S. F, 


16266_‘in “the matter of rates and charges on grain and grain prod- 


March , Se Ky.—Examiner Seal: 
14532—The Acme Mills et al. vs. A. G, S. R. R. et al. 


March nes Ala.—Commissioner McManamy and Examiner 
N77. G. Bush Grocery Co. et al. vs. Director General, L. & N. 
12156—Belser Grocery Company et al. vs. Director General, L. & 

N. R. R. et al. 


March 21—Denver, Colo.—Examiner Money: 
15427—Iola Cement Mills Traffic Association et al vs. Abilene & 
Southern Ry. et al. 
March ee Angeles, Cal.—Examiner Kephart: 
= . Gilmore Co. vs. Pacific Electric Ry., Director General, 


15944-“California Cotton & Factorage Co. vs. Director General, 
California Southern Ry., et al. 
March 21—New York, N. Y.—Examiner Carter: 
'15531—J. M. Huber vs. C. R. R. of N. J. et al. 
March 21—Montgomery, Ala.—Commissioner McNanamy and Ex- 
aminer Oliver: 
outheastern Sugar Investigation. 
QS ae of Commerce, Montgomery, Ala. et al vs. Direc- 
tor General, & N. R. R. et al. 
10622—Mobile a Fd of . ow & Business League et al 
vs. Director General, L. & N 
11682—Chamber of Commerce, Seis, Ala., et al. vs. Director 
General, L. & N. R. R. et al. 
11714—Hannah Distributing Company et al. vs, Ill. Cent. R. BR. 
Director General, et al. 
oa Traffic Bureau et al. vs. Director General, A. & V. 
14391—The American Sugar Refining Co. et al. vs. L. & N. et al. 
' 15397—Savannah Sugar Refining Corp. vs. A. & "R. R. R. et ab 
‘ ee Chamber of Commerce et al. vs. L. & N. R. BR 


ane, G. Baker vs. L. & N. R. R. et al 
Portions of fourth section application No. 10992, filed by 
Florida East Coast Ry. and numerous other carriers, relating 
to rates on sugar, from New Orleans and other producing points 
in Louisiana, and from Savannah, Boston, New York, Phila- 
delphia, Baltimore, and other ints on Atlantic seaboard to Ky. 
Tenn., Miss., Ala., Ga., Fla., N. C., 8. C.,and La. etc. 
March 21—Denver, Gedo, —Maaminet Money: 
ieee Portland Cement Company et al. vs. D. & R. & 
March 21—Portland, Ore.—Examiner Kephart: 
14564—Rose Lake Lumber Company, Ltd., vs. O. S. L. R. R. et al. 
March 22—Pittsburgh, Penna.—Examiner Cheseldine: 
15503—The Kelly & Jones Company vs. P. R. R. et al. 
March 22—Los Angeles, Cal.—Examiner Kephart: 
15376—Edw. M. Fowler, an individual doin: 
name and style of “Edward M. Fowler & 
General, Arizona Eastern R. R., et al. 
March 22—New York, N. Y.—Examiner Carter: 
es “ee Mineral Company, Inc., et al. vs. Norfolk Southers 
. R. et al, 
March 22—Sioux City, ee a eo Gault: 
13908—M. Cohn vs. C. M. & St. P. Ry. 
March 22—New Orleans, Le.—Examiner Worthington: 
15514—Southern Cotton Oil Company vs. praeeeel General. 
March eg Ore.—Examiner Kephart al. 
15236—The Cattle & Horse Raisers’ Ssbostation of Oregon et 
vs. Northern Pacific Ry. et al. 
March 22—Washington, D. C.—Examiner Davis: the 
Finance No. 3494—In the matter of the joint petition of the Sou a 
ern Bell Telephone & Telegraph Co., Florida Telephone Co., 
East Florida Telephone Co., for a certificate that the pro posed 
acquisition by the first mentioned company of the properties 


the two latter companies will be of advantage and in the publi¢ 
interest. 


business under the 
mpany,” vs. Director 
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Consult us regarding your 


WAREHOUSING 
STORAGE 
DISTRIBUTION 


Daily Deliveries by Zone System 
within ten mile radius 


Quincy Market Cold Storage and Warehouse Co. 


GEORGE S. LOVEJOY 


Manager General Storage Department 
178 Atlantic Avenue, ton, Mass. 








Total General Storage Capacity 
9,706,000 Cubic Feet 


of 
Wharfage and Dockage 





14 Buildings in Downtown Wholesale District for Merchandise Storage 
L. C. L. Shipments via all R. R. Lines without cartage. Insurance rates as low as 17 cents 


SECURITY WAREHOUSE CO0., MINNEAPOLIS 
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March 22—Washington, D. C.—Examiner Davis: 
Finance No. 3492—In the matter of the joint petition of the Upper 
Sandusky Telephone Co. and the Ohio Bell Telephone Co. for 
a certificate for the proposed sale of all of the telephone property 
of the former company to the latter company will be of advantage 
and in the public interest. 


March 24—Los Angeles, Cal.—Examiner Kephart: 
_ 15303—Los Angeles Lumber Products Company vs. Southern Pacific. 
15518—Klein-Simpson Fruit Company vs. Director General. 


March 24—New York, N. Y.—Examiner Carter: 
15394—The Best Foods, Inc., vs. C. R. R. of N. J.-et al. 
15405—The Best Foods, Inc., formerly the Nucoa Butttr Company, 
Inc., vs. C. R. R. of N. J. et al. 

12663—Midland Linseed Products Company vs. Director General, 
West Shore R. R. et al. 

I. and S. No, 1619—Linseed oil from Edgewater (Undercliff), N. J., 
to C. F. A. points. 


March 24—Argument at Washington, D. C.: 

Finance No. 3137—In the matter of the application of the A. T. 
& 8S, F. aE Co. for a certificate of public convenience and ne- 
aT authorizing it to construct an extension to its line of rail- 
road in Kay and Osage counties, Okla. 


March 24—Argument at Washington, D. C.: 
14627—American Box Board Company vs. Director General, Pere 
Marquette Ry. et al. 
14629—Armour & Company vs. L. & N. R. R. et al. 
14820—W. B. Ahern Brokerage Co. et al. vs. A. C. L. et al. 


vor 24—Savannah, Ga.—Commissioner McNanamy and Examiner 
ver: 
13569—Southeastern Sugar Investigation. 
10542—Chamber of Commerce, Montgomery, Ala. et al vs. Direc- 
tor General, L. & N. R. R. et al. 
10622—Mobile Chamber of Commerce & Business League et al. 
vs. Director General, L. & N. R. R. 
11682—Chamber of Commerce, Selma, Ala., et al. vs. Director 
General, L. & N. R. R. et al. 
11714—Hannah Distributing Company et al. vs, Ill, Cent. R. R., 
Director General, et al. 
11759—Meridian Traffic Bureau et al. vs. Director General, A. & V. 


Ry. et al. 
14391—The American Sugar Refining Co. et al. vs. L. & N. et al. 
15397—Savannah Sugar Refining Corp. vs. A. & R. R. R. et al. 
' 14480—Greenwood Chamber of Sommerce et al. vs. L. & N. R. R. 


et al. 
' 15523—W. G. Baker vs. L. & N. R. R. et al. 

Portions of fourth section application No. 10992 et al., filed by 
Florida East Coast Ry. and numerous other carriers, relating 
to rates on sugar, from New Orleans and other producing points 
in Louisiana, and from Savannah, Boston, New York, Phila- 
delphia, Baltimore, and other points on Atlantic seaboard to Ky., 
Tenn., Miss., Ala., Ga., Fla., N. C., S. C.,and La, etc. 


March 24—Mobile, Ala.—Examiner Worthington: 
I. and S, No. 2031—Handling charges on shingles at Virginia, South 
Atlantic and Gulf ports. 


March 24—Nashville, Tenn.—Examiner Seal: 
15055—American Tri-State Paper Box Company, J. D. Goodpasture 
vs. L. & N. R. R. et al. 
March 24—Pittsburgh, Pa.—Examiner Cheseldine: 
15329—Pennsylvania Sand & Gravel Producers Association vs. B. 
& O. R. et al. 
March 24—Sioux City, Ia.—Examiner Gault: 
15564—Hanford Produce Company vs. Amer. Ry. Express Co. et al. 
March 25—Argument at Washington, D. C.: 
13823—Virginia Coal Operators’ Association vs. Aberdeen & Rock- 


fish R. R. et al. 
14714—Whitaker Glessner Company et al. vs. C. & O. Ry., Director 
General, et al. 
14379—American Fibre Package Company division, American Box 
Board Company vs. C. & N. W. Ry. et al. 
March 25—New York, N. Y.—Examiner Carter: 
‘ 15563—United Paperboard Company, Inc., vs. C. R. R. of N. J. et al. 
March 25—Nashville, Tenn.—Examiner Seal: 
15292—Traffic Bureau of Nashville vs. LL. & N. R. R. et al. 
March 25—Chicago, Ill.—Examiner Griffin: 
15570—Wellsville Fire Brick Company vs. Director General. 
March 25—Mobile, Ala.—Examiner Worthington: 
15515—Mobile Chamber of Commerce and Business League vs. A. 
& V. Ry. et al. 
March 26—New York, N, Y.—Examiner Carter: 
' 15554—Steinhardt & Kelly vs. Erie R. R. et al. 


March 26—Argument at Washington, D. C.: 

14634—Cotton By-Products Company et al. vs. Southern Ry. et al. 

13892 (and Sub. Nos. 1 to 6, incl.)—Dallas Waste Mills vs, St. L. 
S. W. Ry. et al. 

March 26—Portland, Ore.—Examiner Kephart: 
14392—-Public Service Commission of Oregon vs. 
Ry. et al. 
March 26—Sioux Falls, S. D.—Examiner Gault: 
15000—Sioux Falls Live Stock Exchange et al. vs. Santa Fe Ry. et al. 
March 26—Chicago, Ill.—Examiner Griffin: 
15484—Victory Bag & Paper Company vs. Santa Fe Ry. et al. 
March 27—New York, N. Y.—Examiner Carter: 
“y eneral Baking Company vs. P. R. R. et al. 
March 27—Chicago, Ill.—Examiner Griffin: 
15508—French Battery & Carbon Company vs. C. & N. W. Ry. et al. 
March 27—Harrisburg, Pa.—Examiner Cheseldine: 

15380—The Atlas Portland Cement Company vs. Adirondack & St. 
Lawrence R. R. et al. 

March 28—Memphis, Tenn.—Examiner Seal: 

1. and §S. No. 1977 (and first and second supplemental orders)— 
Grain and grain products from Memphis, Tenn., to Carolina 
territory. 

March 28—Argument at Washington: 


i. and S. No. 1998—Coal, Buffalo, Black Rock and Suspension Bridge, 
N,. Y., to Minnesota. 


March 28—Chicago, Ill.—Examiner Griffin: 
13283—General Gas Light Company vs. A. G. S. R. R. et al. 


March 28—San Francisco, Cal.—Examiner Kephart: 
'15303—Los Angeles Lumber Products Company vs. Southern Pacific. 


Central Pacific 
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March 28—New York, N. ¥.—Examiner Carter: 
' 15522—W. F. Allen & Company et al. vs. P. R. R. et al. 
farch 28—Pensacola, Fla.—Examiner Worthington: 
15598—The Pensacola Chamber of Commerce of Pensacola, Fla., vs, 
L. & N. R. R, et al. 


March 29—Argument at Washington, D. C.: 
14548—Rail-lake-and-rail rates between United States points vig 
Canadian lines. 
March 29—Portland, Ore.—Examiner Kephart: 
15438—Northwestern Live Stock Shippers Traffic League vs. B. A, 
& P. Ry. et al. 

March 31—Austin, Texas—Railroad Commission of Texas: 

* Finance No. 34 In-the matter of.the application of the New Or. 
leans, Texas & Mexico Railway Co. for authority to acquire con- 
trol of the International-Great Northern R. R. Co., by purchase 
of the capital stock. 

March 31—Argument at Washington, D. C.: 

* 14831—Winding Gulf Colliery Company vs. C. & O. Ry. et al. 

March 31—Little Rock, Ark.—Examiner Seal: 

15587—Arkadelphia Milling Company vs. Mo. Pac. R. R. 

March 31—Kansas City, Mo.—Examiner Disque: 

I, and S. No. 2041—Switching in Kansas City, Mo.-Kan. switching 
district. 

March 31—Binghamton, N. Y.—Examiner Carter: 

15243 Sub No. 1—Levene’s Sons vs. Erie R. R. 

15250—Levene’s Sons vs. D. L. & W. et al. 
March 31—Montgomery, Ala.—Examiner Worthington: 

15476—The Hobbie Elevator Company et al. vs. L. & N. R. R. et al. 
March 31—Chicago, Ill.—Examiner Griffin: 

15576—John F. Jelke Company et al. vs. C. & N. W. Ry. et al. 
March 31—Duluth, Minn.—Examiner Gault: 

ae Duluth Chamber of Commerce vs. C. St. P. M. & O. Ry. 
e 4 
April 1—Washington, D. C.—Examiner Fuller. 


is ee Gulf Sulphur Company vs. Gulf, Colorado & Santa Fe 

y. et al. 

13466—Texas Gulf Sulphur Company vs. Santa Fe Ry. et al. 

14916—Allowances or divisions received by the Texas Gulf Sulphur 
Company and by the Houston & Brazos Valley Ry. Co. 


April 1—Argument at Washington, D. C.: 
1. and S. No. 1929 (and first and second supplements)—Iron and steel 
between C. F. A. and Trunk Line points. 


April 1—Washington, D. C.—Examiner Cummings: 
Fourth Section Applications Nos. 11914 and 12081, filed by F. V. 
Davis, concerning rates on bituminous coal from points in Ohio 
to points in Michigan, etc. 


April 1—Buffalo, N. Y.—Examiner Carter: 
| and S. No. 2037—Crushed stone from Maryland and Pennsylvania 
to New England and Trunk Line points. 


April 1—Montgomery, Ala.—Examiner Worthington: 
13852—Swift & Company vs. Georgia Northern Ry. et al. 


April 2—Albany, -New York—Public Service Commission of New York: 

* Finance No. 3376—In the matter of the application of the Central 
New England Railway Company for a certificate of public con- 
venience and necessity authority for it to abandon portions of its 
line of railroad. 

* Finance No. 3396—In the matter of the application of the Delaware & 
Hudson Company for a certificate of public convenience and ne- 
cessity authorizing it to abandon a branch line of railroad. 


April 2—Buffalo, N. Y.—Examiner Carter: 
* i. — S. No. 2055—Sand from Sherks, Ont., to New York and Penn- 
sylvania. 


April 2—Fort Worth, Tex.—Examiner Seal: 
* he ~ 9 ata Stock Traffic Association vs. Abilene & Southern Ry. 
et al. 
April 2—Argument at Washington, D. C.: ; 
{. and S. No. 1853—Increased switching charges at Detroit, Mich. 
April 2—Chicago, Ill.—Examiner Griffin: 
15582—-Standrad Steel Car Company vs. Indiana Harbor Belt R. R. 


April 2—Minneapolis, Minn.—Examiner Gault: 
15502 (and Sub. Nos. 1 and 2)—Shanard Elevator Company vs. Minne- 
apolis Eastern Ry. et al. 
* I, and S. No. 2059—Dockage, handling and storage charges on grain 
and grain products at Lake Superior ports. 


April 3—Philadelphia, Pa.—Public Service Comm. of Pennsylvania: 

* Finance No. 3385—In the matter of the application of the Cambria 
& Indiana Railroad Company for a certificate of public convenience 
and 7 authorizing it to construct an extension of its line 
of railroad. 


April 3—San Francisco, Cal.—Examiner Kephart: 


* Fourth Section App. No. 12558, filed by A. T. & S. F. Ry., concerl- 


ing rate of 281% cents per cwt. on lard and lard substitutes, 
Cc. L., from San Francisco to Los Angeles, Cal., to apply terminal 
in application, etc. 


April 3—Kansas City, Mo.—Examiner Disque: 
* 1. and S. No, 2052—Bill of lading forms on shipments from Canada. 


April 3—Sacramento, Cal.—Examiner Wagner: al 
15385—Wood Curtis Company et al. vs. Northern Pacific Ry. et & 
April 3—Chicago, Ill.—Examiner Griffin: 
a “2a Refining Company et al. vs. Ahnapee & Western 
y. et al. 


April 3—Argument at Washington, D. C.: 
1. and §. No. 1930—Reduced commodity rates from New York piers 
to Pacific Coast. 
15343—The Chicago Association of Commerce vs. Sou. Pac. et al. 


April 4—Washington, D. C.—Examiner Boles: J 
Finance No. 2590—In the matter of the application of the Morgal 
town & Wheeling R. R. Co. for a certificate of public convenienc® 
and necessity authorizing it to construct a line of road. J 
Finance No. 3332—In the matter of the application of the Monona? 
hela Ry. Co. for authority to acquire control, by, parchell a 
stock, of the line of the Monongahela & Ohio R. R. Co. and 
the Scotts Run Ry. Co. Scotts 
Finance No. 3333—In the matter of the application of the value 
Run Ry. Co. for authority to issue capital stock of par 
of one million dollars. 
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~ || WETZEL DROP FRONT TARIFF FILES 


(PATENTED) 


e Ocean Traffic Is Not 
Dependent Upon the Wind 
"a Neither should your freight rates 
and routing be dependent upon 


information not obtained through 
. the latest tariffs and supplements 
properly filed. 


ta Fe 


tain Write us for information. 


| steel 


F. V. 
Ohio 


P. A. Wetzel Company 


A Stack of Wetzel Drop Front Tariff File Sections Manufacturers 


Ivania (Measuring outside 45 inches wide, 5734 inches high and 18 inches deep) SPRINGFIELD, ILLINOIS 
This outfit can be obtained with all drawers the same size ; 


Start with any number of sections and build up as your requirements grow. 
York: 
entral 
> con- 
of its 


are @ fy CUFFALO, Wi. Y. 


id ne- 


LettkKttt Co tae. 


Penn- 
—Renders all forms of warehouse serv- 
ice. 
mn Ry. 
i oss oo ig di —Stores automobiles and general mer- 
sie. yak —t Poet ao cE ip age’ fl & chandise. 
RR Hy ~ a a — Distributes pool cars without carting 
a i tr ee a charges. 
Minne- . —Makes local deliveries. 
. grain 5 Om oer : as: 4 See SS A fag ii , i. — Issues negotiable and non-negotiable 
aoe a, j warehouse receipts. 
anebetl SCH + ; Pm ee | . eat F. —Has lowest insurance rate in Buffalo. 
a NL ti, H Pailh aig - ga, hah) —Has storage-in-transit privileges. 
- Ai : Ltt. Oe : =a L's —Only Government bonded public 
oncern- ee 4 Ulin, | b a ™ — i warehouse in Buffalo. 
titutes, ' ott : = of 4 
erminal wie Minot al } —tLocated on Erie and N. Y. C. R. R. 
moet pdt iin, Se p 125 Car spotting capacity. 
anada. - . ; TLS * ‘ <= —Offers you the services of its Traffic 
\ Sy Sa _ ee and Warehouse Departments in solv- 
et ah is - bs Phy ‘ea a a ing your storage and distribution 
vest as : it , 4 7, i 7 % i =~ te problems. 










\ee of / : Office and storage space may be rented 
ic piers wae s/f } Re i by the square foot if desired. 


tal. Niles } .” ie oS yi For information and prices, write 
i — ee | J. E. Wilson, Traffic Manager, 

val LARKIN TERM PVA YY Lavkite Co tac. 

nas of “|AND WAREHOUSE S|] 680 Seneca St., Buffalo, N. Y. 
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April 4—Argument at Washington, D. C.: 
15006—-In the matter of rates, charges, classifications, regulations 
and practices governing the transportation of anthracite coal. 
April 4—San Francisco, Calif.—Examiner Wagner: 
i. and S&S. No. 2039—Routing of lumber om Pacific Coast to sta- 
tions on the Copper Range R. R. in Michigan. 
Fost 4—San Francisco, Cal.—Examiner Wagner: 


rown Willamette Paper Company vs. Director General, 
Western Transp. Co. et al. 


15421—The Diamond Match Company vs. Dprestor-Gangeal, South- 
ern Pacific Co. et al. 


April 4—Milwaukee, Wis.—Examiner Gault: 
15441—The Kieckhefer Costes Company, successors to the Kau- 
kauna Pulp Co. vs. C. & N. W. Ry., and Director General, 
April 4—Birmingham, Ala. —Examiner Worthington: 


i. and §&. No. 2028—Pig iron between Florence and Sheffield, Ala., 
when for beyond. 


15492—-McGowin-Poshee Lumber Company vs. A. F. & G, Ry. et al. 
April 5—Birmingham, Ala.—Examiner Worthington: 
* 1. and S. No. 2061—Storage in transit of apples at Alabama and 
Tennessee points. 
April 5—San Francisco, Cal.—Examiner Wagner: 


1, and S. No. 204@—Express weights on asparagus from Arizona 
and California. 


April 5—Chicago, Ill._—Examiner Griffin: 
13878—Chicago Fire Brick Company et al. vs. A. & W. Ry. et al. 
oe 5—Oklahoma City, Okla.—Examiner Seal: 
15545—Turner-Oklahoma Company et al. vs. ae e. L. R. R. et al. 
April 5—San Francisco, Cal_—Examiner Wagn 


15322—Standard Oil eupeny (California)~ ¥ ve " wivecter« General, A. 
T. & S. F. Ry. et al. 


15308—Standard Oil Company (California) vs. Director-General, O. 
8S. L. R. R. et al. 
April 7—New York, N. Y.—Examiners Oliver and Barclay: 
* 12066—Construction and repair of railway equipment. (With refer- 
ence to all equipment of the Erie R. R.). 
April 7—Philadelphia—Examiner Carter: 
15490, Alan Wood Iron & Steel Company et al. 
April 7—Omaha, Nebr.—Examiner Disque: 
1. and S. No. 2047—Grain from Western Trunk Line points to Texas. 
April 7—Portland, Ore.—Examiner Kephart: 


* 13211—West Coast Lumbermen’s Association et al. vs. Abilene & 
Southern Ry, et al. 


‘ 15147—Wm. Cameron & Co., Inc., vs. Abilene & Southern et al. 
: os Lumbermen’s Association of Texas vs. Abilene & South- 


, vs. P. R. R. et al. 


al. 
' 45367—The Wichita Board of Commerce et al. vs. Santa Fe et al. 
APril 7—Washington, D. C.—Examiner Money: 
‘15516—The Atlas Portland Cement Company vs. B. & A. R. R. et al. 
April 7—Chicago, Ill.—Examiner Griffin: 
15498—General Refractories Company vs. E. J. & E. Ry. Co. 
ay 8—Washington, D. C.—Examiner Copenhafer: 


15420—Virginia Blue Ridge Railway vs. Southern Railway 
Company. 


April eo A Mich.—Examiner Gault: 


* me Voetern Paper Makers Chemical Company vs. Ann Arbor 
fs et al. 
April 8—Chicago, Ill.—Examiner Griffin: 
11105—United ‘Chemical and Organic Products Co. vs. Director 


General, Indiana Harbor Belt R. R. 
Ane 8—Tulsa, Okla.—Examiner Seal: 
14922—The Carter Oil Company vs. C. R. I. & P. Ry. et al. 
* 1. and §. No. 2024 (first supplemental order)—Petroleum oil and 
its products from Kansas, Missouri and Oklahoma to Belleville, Ill. 
April 8—Tulsa, Okla.—Examiner Seal: 
I. and §. No. 2024—Petroleum oil and its products from Kansas, 
Missouri and Oklahoma to Belleville, Ill. 
April &—San Diego, Cal.—Examiner Wagner: 
15526—San Diego Chamber of Commerce vs. A. & V. Ry. et al. 


April 8—Macon, Ga.—Examiner Worthington: 
15579—-Massee Gin & Machine Works, Inc., vs. M. D. & S. R. R. et al. 


April 8—Tulsa, Okla.—Examiner Seal: 
15496—The Carter Oil Company vs. Santa Fe et al. 


April 9—Valdosta, Ga.—Examiner Worthington: 
Fourth Section Applications Nos. 12452 and 789, filed by Georgia 
& Florida Ry., concerning rates on lumber and related articles 
from Valdosta, Ga., to destinations in North Carolina and Virginia. 


April 9—Argument at Washington, D. C.: 
14453—Rochester Chamber of Commerce vs, N. Y. C. R. R. et al. 
i. and S. No. 1933—Commutation fares between points on the New 
York, New Haven & Hartford Railroad. 


April 10—Seattle, Wash.—Examiner Kephart: 
' 14563—Switching practices and charges at Seattle, Wash. 


April 10—Argument at Washington, D. C.: 
14264—-National Refining Company vs. a & N. R. R. et al. 
14963—Transcontinental Oil Company vs. P. R. R. et al. 
yor ere Steel Company vs. P. R. R. et al. 
1. and S. No. 2046—Furniture from points in C. F. A. territory 
- and S. or 2046 (first supplemental ntanetiiaieamnanaid ian points 
“in Cc. F. A. territory. 
April 11—Argument at Washington, Gs 


— (and Sub. Nos. 1 to 4, incl. tine Procter & Gamble Distribut- 
as aes et al. vs. St. L.-S. F. et al. 
“a A os Sub. No. 1)—Magnolia Provision Company vs. Santa Fe 


et al. 


14853-Texas Chamber of Commerce et al. vs, Alexandria & Western 


Ry. et al 
April Ste Angeles, Cal.—Examiner Wagn 
i. and S. No. 2054—Routing between California and points in Idaho, 


Montana, Utah, etc. 
April 11—Bartlesvilie, Okla.—Examiner Seal: 
15592—Phiilips Petroleum Company vs. Santa Fe Ry. et al. 
April 12—Miami, Fla.—Examiner Se: 
15049—Miami Traffic Association vs. F. EB. C. Ry. 
Fourth Section Application No. 12378, filed b Trotide East Coast 
Ry. Co., concerning commodity rates from Jacksonville to Miami, 
Fia., ete. (Further hearing.) 
14291—Miami Traffic Bureau vs. F. E. C. Ry. et al. (Further hear- 
ing in connection with F. S. App. 12378.) 
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April 14—Washington, D. C.—Examiner Marchand: 
Val. Dkt. No. In re tentative valuation of the property of Chi. 

cago & Eastern Biers R. R. Co. 

April 14—Washington, D. C.—Examiner Cummings 

* Fourth Section App. No. 3801, filed by Gamete. Atlantic Transit 
Company (of U. §S&.), concerning classes and commodity rates 
from eastern trunk line territory and Canadian re to Chit 
cago, Ill, Milwaukee, Wis., and other western points, etc. (fur. 
ther hearing). 

April 14—Chicago—Examiner Gault: 


* 15347. National Council of Furniture Associations vs. Ann Arbor 
R. R. et al. 


April 14—Washineton, D. C.—Examiner Copenhafer: 

ee. 4 Virginia Pulp & Paper Company‘vs. B. & 0. R. R 

eta 
April 14—Washington, D. C.—Examiner Cassidy 
1. and S. No. 2034—Loading of less carload treight on lighters in 
Norfolk, Va., harbor. 
April 14—Springfield, Mo.—Examiner Seal: 
1. and S. No, 2036—Transit rules on grain at stations in Missouri, 
April 15—Washington, D. C.—Examiner Cummings: 

Fourth Section Applications Nos. 1774 et al., filed by Agent C, ¢, 
McCain and others, concerning Class Rates between Eastern Trunk 
Line territory, etc. 

April 16—Columbia, S. C. Examiner Worthington: 

14734—Fibercraft Chair Company vs. Aberdeen & Rockfish R, R, 
et al. Portions .of fourth section application Nos. 703 and 1548, 
filed by A. C. L. R. R. and Southern Ry., respectively, concerning 
rates on furniture from High Point, Winston-Salem, Statesville 
Thomasville, and Siler City, N. C., to destinations in Georgia 
and Florida, etc. 

April 16—Argument at Washington, D. C.: Sart. 

11892—U. S. War Dept., Inland Waterways, Mississippi Warrior 
Service vs. Abilene & Southern Ry. et al. 

11893—U. S. War Dept., Inland Waterways, Mississippi Warrior 
Service vs. Abilene & Southern Ry. et al. 

13290—U. S. War Dept., Inland ig ee Mississippi Warrior 
Service vs. Aberdeen & Rockfish R. et al. 

April 17—Argument at Washington, D. as 

11446—The Northern West Virginia Coal Operators’ Assn. vs. P. R, 
R., Director General et al. 

April 18—Argument at Washington, D. C.: 

14700—Depreciation charges of telephone companies, 

15100—Depreciation charges of steam railroad companies. 

April 21—Washington, D. C.—Examiner Marchand: 

Valuation Docket 260—In re tentative valuation of the properties 

- Pere Marquette R. Grand Rapids. Kalkaska & Southeastern 


R. Co., Huron & Western R. R. Co., and Chicago & Weat 
Michigan Ry. Co. 


April 21—Bismarck, N. 


é D.—Examiner Wagner: 


Il. and S. No. 1953—Lignite coal from North Dakota to stations in 
North Dakota, South Dakota and Minnesota. 
* 15321—Zap Colliery Company vs. Northern Pacific Ry. Co. 
April 21—Baker, Ore.—Examiner Kephart: 
'15052—American National Live Stock Association et al. 
R. R. & Nav. Co. et al. 
April 21—Argument at Washington, D. C.: 


13288 (and Sub No. 41)—Mississippi Valley Iron Company vs Chicago 
& Northwestern Ry. et al. 


13313—-Michigan Traffic League vs. Ann Arbor R, R. et al. 


April 22—Argument at Washington, D. C.: 
12982—Weatherford, Crump & Company vs. Abilene & Southern et al. 
14346—Houston Cotton Exchange and Board of Trade vs. Abilene & 
Southern et al. 
14385—Houston Cotton Exchange and Board of Trade et al. vs 
Aberdeen & Rockfish R. R. et al. 


April 22—Washington, D. C.—Chairman Hall and Examiner Gary: 

15007—Pittsburgh Goal Producers’ Association et al. vs. Ashland 
Coal & Iron Ry. et al. 

15423—Northern West Virginia Coal Operators’ Association vs. B. 
& O. R. R. et al. 

April 23—Argument at Washington, D, C.: 

14189 (and Sub. Nos. 1 and 2)—Acheson Graphite Company vs. Di- 
rector General, N. Y. C. R. R. et al. 

14313 (and Sub. Nos. 1 and 2)—Certain-teed Products Corporation 
vs. Arkansas & Louisiana Missouri Ry. et al. 

14849—S. W. Thaxter & Company vs. Director General. 

April 24—Washington, D. C.—Division 5: 
14556—Efficiency and economy of management of common carriers 

(portion affecting the Lehigh Valley Railroad Co.). 

April 24—Boise, Idaho—Examiner Kephart: 

'15257—J. P. Wood et al- vs. O. S. L. R. 

April 25—Argument at Washington, D. C.: 
ie ea Creosoting Company vs. La. & Pac. Ry., 

enera 

14701—Jackson Traffic Bureau vs. A. & V. Ry. et al. Portions ‘ 
F. S. App. No. 461, filed by F. A. Leland, concerning throug 
class and commodity rates from Jackson, Miss., 
Louisiana and Missouri on Mo. Pac, R. R. and conn., etc. 
14810—Traffic Dept., Goldsboro, N. C., Chamber of Commerce VS 
A. C. L. R. R. et al. C 

Portions of F. S. App. Nos. 703, 1074, 1573 and 1548, filed by A. 

L. and others, concerning rates on fertilizer from Wilmington, 
N. C., to pts. in N. C., S. C., and Va. 

April 26—Argument at Washington, D. C.: 
14739—The Coca Cola Company vs. B. & O. R. R. et al. 
14816—Aluminum Goods Manufacturing Company et al. 

Ry. et al. 

April 26—Ogden, Utah—Examiner Kephart: 

' 14543—H. C. Farrell vs. C. M & St. P. Ry., 

April 28—Washington, D. C.—Examiner Kelley: York, 
Val. Dkt. No. 311—In re tentative valuations of the New beds 

New Haven & Hartford Railroad Company et al. (adjou 
hearings). : 

ge 28—Washington, D. C.—Examiner Hunter: Pent’ 

* I. and S. No. 1878, Refrigeration charges, Florida, Maryland, 

sylvania and West Virginia to interstate destinations. 

Age 28—Salt Lake City, Utah—Examiner Kephart: pirecto? 
15245—Anderson Taylor Company et al. vs. Santa Fe Ry., 

General, et al. 
15277—SaltLake Iron & Steel Company vs. Director General. 
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Pennsylvania Station, New York 


The Route of The Black Diamond 


THE BLACK DIAMOND 


Westward—Daily 


Lv. New York (Pennsylvania Station) 8.50 A.M. 
Lv. Philadelphia (Reading Terminal) 9.20 A.M. 
Ar. Buffalo 8.05 P.M. 
Ar. Chicago (Central Station) (M.C.R.R.) 8.25 A.M. 


PHILADELPHIA-NEW YORK EXPRESS 


Eastward—Daily 


Lv. Chicago (Central Station) (M.C.R.R.) 10.00 A.M. 
Lv. Detroit (M.C.R.R.) 4.24 P.M. 
Lv. Buffalo 11.05 P.M. 
Ar. Philadelphia (Reading Terminal) 9.50 A.M. 
Ar. New York (Pennsylvania Station) 10.36 A.M. 


For Reservations, etc. 


In New York, telephone Bryant 4212 
In Philadelphia ‘“ Locust 6650 
In Buffalo = Seneca 5900 
In Chicago ” Wabash 6570 
Toronto 
Chicago 






SIDE from the scenic attrac- 
tions of its route—traversed in 
daylight by The Black Diamond— 
Lehigh Valley passengers traveling 
to or from New York enjoy the 
advantages of its conveniently 
located terminal, PENNSYL- 
VANIA STATION, 7th Avenue 
& 32nd Street, a block from Broad- 
way, in the heart of the city. 


Lehigh Valley 
Railroad 


- The Route of The Black Diamond - 


Rochester 
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WHAT IS AN 
ACCURATE 


BILL OF 
LADING 


worth to you? 


Ours are guaranteed to 
be in conformity with 
the latest rulings of the 
Interstate Commerce 
Commission, and meet 
the recommendations of 
the carriers with regard 
to quality of paper, size, 
arrangement of type, etc. 


In stock, ready to ship 
at a moment’s notice. 
Straight bills are avail- 
able in triplicate and 
quadruplicate; also extra 
memoranda; order bills 
in triplicate only. 


Send for samples and a 
price list. 


And ask about our new loose- 
leaf book that enables you to 
keep an accurate record of 
your cars at a surprisingly 
low cost. 


Merchandise Department 


The Traffic Service Corporation 
‘dependable forms’”’ 
418 South Market Street, Chicago, IIl. 


dependable : 
forms— THE PROPER WAY 
TO FILE YOUR CLAIMS 
is on the 


CLAIM FORMS 


Recommended by the American 
Railway Association, the Na- 
tional Industrial Traffic League 
and the Interstate Commerce 
Commission. 





Those we have in stock conform closely to 
those recommendations and you may be 
sure that no fault will be found with your 
claim on that score if our claim forms are 
used. 


There are two kinds of these forms, one for 
overcharge claims and one for loss and 
damage claims. 


Among the other documentary forms per- 
taining to claims, carried in stock for im- 
mediate delivery, are the following: 


Express Claim Forms 


Concealed Loss and Damage 
Claim Forms 


Claim Affidavits 
Claim Record Sheets 
Claim Tracers 


Send for complete catalog and price list. 


Merchandise Department 


THE TRAFFIC SERVICE CORPORATION 


418 So. Market Street, Chicago, Ill. 


Ask about our new Loose-leaf car record book. 
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Our Warehouses are Served by Private Tracks on 
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Free of Switch Charge. 
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THE TRAFFIC SERVICE CORPORATION 
‘WASHINGTON CHICAGO 


COLORADO BUILDING 418-430 S. MARKET STREET 
Telephone, Main 3840 Telephone, Harrison 8808 





STORAGE AND DISTRIBUTION 
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Mobile to Kingston, Jamaica; Port au Prince, Haiti; San Domingo City; 

San Juan, Porto Rico; Guadeloupe; Martinique, Barbados and 

pining Also North Coast of South America and Curacao as sufficient 

cargo offers. 

United States Shipping Board A-1 Steamers 
Mobile, Pensacola and Gulfport to Rotterdam, Amsterdam, Antwerp, Ghent, Havre, 
Bordeaux and other French Atlantic ports. 
ST. LOUIS OFFICE: 1217 Pierce Building 
IRVING H. HELLER, Manager 
KANSAS CITY OFFICE: 624 New York Life Building 
A. J. FORD, Manager 
NEW YORK REPRESENTATIVES: W. E. HEDGER-JENKS CO., Inc. 
25 Beaver Street 
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ROUTE YOUR FREIGHT 


FOR 


REGULAR DEPENDABLE SERVICE 


VIA THE 


SOO LINE 


BETWEEN 
ALL POINTS 1n tHe EAST anp SOUTH : 
' AND 


NORTHWEST, WESTERN CANADA 
NORTH PACIFIC COAST 








(Fe avold delay, shipments for Canadian destinations must be acoompanied by SHIPPERS’ EXPORT DECLARATION MADE IN TRIPLICATE. 
This document must be delivered railroad agent at initial point with the shipment and accompany same to Canadian port of entry. 


Boston, Mass., 40 Central St. AGENCIES 


Pittsburgh, Pa., 840 Sixth Ave. 
Buffalo, N. Y., 409-410 Iroquois Bldg. Les Angeles, Cal., 605 So. Spring St. Portland, Ore., 55 Third St. 
Chicage, Ill., 707 Mer. Loan & Trust Bldg. Memphis, Tenn., Porter —_ St. Louis, Mo., 2050 Railway Exch. Bldg. 

940 Rookery Bldg. Milwaukee, Wis., 68 W’ St. St. Paul, Minn., 1112 Menchants National 

Chippewa Falls, 918 Majestic Bldg. Bank Bldg. 
Cincinnati, O., 409 Traction Bldg. Minneapolis, Minn., Soo Line Bidg., 5th St. San Francisco, Cal., 675 Market St. 
Cleveland, O., 1040 Prospect Ave. and Marquette Ave. Sault Ste. Marie, Mich. 
Detroit, Mich., $11 Free Press Bldg. Neenah, Wis. Seattle, Wash., 608 2nd Ave. . 
Duluth, Minn., 820 West Superior St. New Yerk, N. Y., Woolworth Bldg. Spokane, Wash., 1006 Old Nat'l Bank Bldg. 
Grand Rapids, Mich., 414 Linquist Bldg. Omaha, Neb., 1025 W. O. W. Bidg. 


3 dg. Superior, Wis. 
Indianapolis, Ind., 622 Merch. Bank Bldg. Philadelphia, Pa., Cross Bldg., Locust St. at Waukesha, Wis. 
Kansas City, Mo., 788 Railway Ex. Bldg. ° 15th. Winnipeg, Man., 608-604 Lombard Bldg. 
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500 Tons 
Daily 
Production 









Solid Fibre 
Shipping Cases 





Corrugated Shipping Cases 







Just a few of the many thousands 
of solid fibre or corrugated ship- 
ping cases and folding paper boxes 
we manufacture. 





A GREAT many of the largest shippers 
have found that Consolidated service 
and uniform quality measure up to their 
most exacting demands. 











Folding Paper Boxes 


Our immense production of five hundred tons 
of board daily in our own mills enables us to Samples especially designed to carry 
meet any schedule and furnish boxes of uni- werrelanst. “Welet Peoutecet 


form quality on orders of any size. 


CONSOLIDATED PAPER COMPANY 


MONROE, MICHIGAN 


Branch Sales Offices 


BALTIMORE BUFFALO INDIANAPOLIS NEW YORK 
502 Garrett Bldg. 711 White Bldg. $08 Fidelity Trust Bidg. 39 Cortlandt St. 
CLEVELAND 
808 Prospect, 4th Bldg. 


BOSTON CHICAGO KANSAS CITY PITTSBURGH 
80 Boylston St. 11 S. LaSalle St. 1401 EB. 76th St. Terrace 1107-8-9 Keystone Bldg. 









March 22, 1924 
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for a factory or branch 
plant? Factories outgrow 
their locations as they do 
their buildings and equip- 
ment. The movement of in- 
dustry is to the central west. 







Large cities west 
of the Alleghan- 
ies and east of 
the Rockies are 
Illinois cities or 
within a few miles 
of Illinois boundary lines and 
easily reached by the net work 


points. 


world serves this ‘state. 


thrifty employees. 


— 


of railways covering the state. The Alton 
serves principal Illinois cities and interchanges 
traffic with other main lines at forty-four 


The greatest electric power pool of the 
Large cities on 
the Alton offer best skilled workmen in tech- 
nical trades and these cities are very large 
consuming cities. The smaller cities or towns 
offer most desirable industrial conditions for 
operation of plants and ideal Amercanizing 
working and living conditions for peaceful 


THE TRAFFIC WORLD 


SERVES 


marketing costs are avoided 
by locating the plant near 
the center of the consuming 
market. 


The region directly served 
by Alton rails is near the 
center of the nation’s pop- 
ulation and also very close to 
the world’s greatest consum- 
ing market. 


JACKSONVILLE 3 


¥ GODFREY 
BN ALTON 


ST. LOUS 


9 SPRINGFIELD 


\7 CARLINVILLE 


THE CHICAGO & ALTON R.R. 





The Industrial Heart of the 
Mississippi Valley 


Do you want a location--~ Many high production and 





9 GRANVILLE 


PONTIAG 
CHENOA 


| PEORIA 


Ff BLOOMINGTON 


A vital feature 
making for the suc- 
cess of any industrial 
enterprise is thechar- 
acter of service it re- 
ceives from thetrans- 
portation lines it 
must depend upon 
for delivery of raw 
material, fuel, etc., and the 
distribution of its finished 
product to ultimate consumer 





The geographical location of Alton lines 
automatically insures low proportionate trans- 
portation costs on raw material and fuel for 
manufacturing and the same applies to deliv- 


ery of finished product because of nearness of 


potential market. 


The traffic and industrial departments 
of the Alton are organized to give industries 
on its line helpful economical service. We 
can expect to prosper only to the degree in 
which we contribute to the prosperity of in- 
dustries we serve. 


We, therefore, are as much interested in the 


success of such industries as are their stock 
holders and bond owners. 


Address: 


.¥ M. Leet ara a — GO & ALTON RAILROAD parectsste™ a ‘ 
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ADMIRAL ORIENTAL LINE 


Trans-Pacific Service. 


DAIREN 
TA- o iin 


TSING 
a TAO 
*% 


WIA, ~~ 


“ay Fe) FOOCHOW “Shuttles of Trade” * = rorTano 


ern Weaving a Bond of Mutual 
oe RE Benefit and Profit between 


‘~ ORIENT ang OCCIDENT. 


@ ROUTE YOUR CARGO 


i > Shortest and Fastest Route to the Orient 


SAMARANG 
A Fast Trans-Pacific Freight Service 


—An express service at freight rates—by an 
American company for American shippers, between 


Puget Sound and Yokohama, Kobe, Shanghai, Hong Kong and Manila 
Passenger and Freight Service 




















INGAPORE 



















BATAVIA 


















11 days to Yokohama 13 days to Kobe 16 days to Shanghai 
20 days to Hong Kong 24 days to Manila 
ons OUTWARD SAILINGS—From Seattle crue iieh pares 
1 ina- 
“ee ee *PRESIDENT GRANT .................... inf 2 Gola et 
S 1s Nia, ccwecsscecseseee April 5 ot Cargo berth service to Japan, North 
or *PRESIDENT MADISON.................. April 14 —vostok, Hankow, “Dairen, ” Tientein. and 
*PRESIDENT McKINLEY ................ April 26 —— 
a *PRESIDENT JACKSON .................. May 8 an Reena ee 
ates the 
Leswdet F For rates, space and other information apply: 


New York—17 State Street, Phone Bowling Green 9234. 







4 Chicago—Merchants Loan & Trust Bldg., 112 W. Adams St., Phone Randolph 7739. 
Marine Detroit—Dime Bank Building. 
Classification San Francisco—Robert Dollar Building. Portland—424 Railway Exchange Building. 
the Highest Los Angeles—429 Pacific Electric Building. Seattle—409 L. C. Smith Building. 


L. L. BATES. GENERAL FREIGHT AGENT, SEATTLE, WASH. 


ng Operators 
Mm 


Manaol 
4 ent Vessels. 


u.S.Gover 











March 
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The San Antonio and Aransas Pass Railway Co. 











J. 8. Peter, MY/, YT) 
Vice-Pres. & Gen. Mgr., Y Wo LL 
San Antonio, Tex. Y 
J. C. Mangham, 
Gen. Frt. Agt., Y Z, Gearye 
San Antonio, Tex. 


J. B. Brooks, 
A. G F. 
San Antonio, Tex. 


OE nid 


El » Mu skogee 


Rileno 
Vy e 8 OklahomaCity 


K 
%, Anadarkoy ¥Chickas\ha 
y McAlester 















Amarill go 












Little Rock, 








H. C. Franks, 
Gen. Agt. Frt. Dept., 









wed 


Houston, Tex. 







7 “ty, -% eurikel 
San Antonio, Tex. Y Mi Uy 
cma. UY AI “RW Pl Ml, 
San Antonio, Tex. } 1 aN Ys 
A. R, Canfield, \ / SBDx Al Texarkana 
‘Com. A G eS YL 


pShreveport 


SS 


Ke MTT TA 












eTe“Aas Cit 
BOGalveston 
oO 


7h r 





OF 
if ¢ @ 





SPEEDY, 
ACCURATE, 


AND 
ACCOMMODATING 
PERFORMANCE 


£ 


Making close connection wih the Freight Service on all principal lines with which we connect; 
our service is unexcelled with through fast freight trains for carload and package freight making the 
time between terminals shown below, also to Mexico via Laredo. 














List of Direct Connecting Rail Lines: 
Aransas Harbor Railway 





Terminal 
Fredericksburg & Northern Ry. 
Gulf Coast Lines 

Gulf Colorado & Santa Fe Ry. 
International & Great Northern Ry. 
Texas Ry. 





























3 San Antonio Southern Ry. 
iamianti ae ee oo “ St. Louis Southwestern By.(Cotton Belt) 
3 days = il _ een ,_ Sitar oe Land 


7 & Brazos Valley Ry. 
Proportionate servicefto"above is rendered to all intermediate points. Larne Ry. 
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MOUTHMERNM PACIFIC LINES 


=) OFF LINE AGENGIES 


{e) = : 

(e) 4 ’ -— 
(oy a) 

ONGES E 


ON 
o T 4 On ' SIX } 
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a 
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40 THRE 

. & oad SING! 

fe F2* sntonl?>, snd ysQDAO 

it ati psjeesin 418- 

Rey r 

Where they reach Where to reach them 

ji of mexic? ern 

agr 

the 

* * deb 

Relativity bil 

Although Professor Einstein probably had no thought of rail- She 

road rates in developing his famous theory, it is nevertheless true, aid 

as frequently stated by shippers, that the relation of freight rates roa 

is of greater importance than their volume. The number of com- loay 

plaints against relation of rates far exceeds the number of com- 7 

plaints against the volume of particular rates. the 

Ge © EEE Discrimination 4 

The law does not forbid discrimination except when it is undue gov 

or unjust, and the relation of rates on different commodities, as i. 

well as the relation of rates on the same commodity between dif- . 

ferent points or under different conditions, is carefully guarded and —it 

constantly reviewed by the regulating authorities. Every producer, ers 

distributor, consumer and community is deeply interested in pre- qua 

serving an equality of opportunity and a proper and just relation not 

of freight. rates- which will contribute thereto. mat 

th 

Long and Short Haul Clause . 

The shipping public does not fully realize that the effort of con 

the railroads to meet the competition of water carriers without ies 
relief from the strict provisions of the long and short haul clause 
will be certain to result in far greater disturbance and breaking 

down of normal rate relations throughout the great interior of the pee 

continent than would obtain if the rail carriers were given relief It y 

from the provisions of the Fourth Section in meeting this of 3 

competition. nef. 


Berrien £TALIFiC LINES 


